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The Map, intended to accompany this letter from the Commissioners, 
will appear about the first of May, and will then be distributed to those 
who receive the present volume. 
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CANAL COMMISSION, 



LETTER 

To the Honor dble the Secretary of State from the 
Canal Cormnissionei^Sy respecting the Im- 
. provement of the Inland J^avigation of the 
Dominion of Cana^da. 

Ottawa, 24th February, 1871. 
Honorable J. 0. Aieins, 

Secretary of State of Canada, 

Sir, — ^We have the honor to lay the following information 
before His Excellency the Governor General in the performance 
of the duties imposed on ns under the Eoyal Commission, dated 
16th November, 1870, viz : 

'' To institute and make a thorough enquiry as to the best 
<< means of affording such access to the Sea-board as may best be 
" calculated to attract a large and yearly increasing share of the 
" trade of the North Western i)ortion of North ijuerica through 
" Canadian waters, as well as a thorough and comprehensive im- 
" provement of the Canal System of our said Dominion on 
" such a scale and of such a character as would best tend to 
" afford ample facilities for the expansion and due development 
'' of its growing trade and commerce : and in such enquiry to 
*^ consider the whole subject, in all its bearings as well in a com- 
" mercial as in an engineering i)oint of view, with the object of 
" obtaining such reliable information thereupon as may furnish 
'^ the necessary d(Ua on which to base a plan for the improvement 
•* of the Canal System of our said Dominion, of a comprehensive 
*' character, and such as will enable Canada to compete success- 
" folly for the^transit trade of the ereat Western Country, and 
" especially to enquire into the public works and improvements 
" hereinafter enumerated, that is to say ; 

" 1st. The Welland Canal and the enlargement thereof. 

^' 2nd. The St, Lawrence Canals and the enlargement thereof. 

" 8rd. The deepening of the Channels through the Rapids of the 
'^ JUver St. Lawrence. 
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^' 4, The deepening of the said River in its most shallaw parts^ be- 
" tween the Cities of Montreal and Quebec. 

** 5th. 3%e Rideau Canal and its improvement and the develop- 
" ment of trade throngh the same. 

" 6th. The construction of a Canal at the Sanlt de Std. Marie, be* 
" tween Lakes Superior and Huron. 

" 7th. The construction of a Canal between the St. Lawrence at 
** Caughnawaga and Lake Champlain. 

'< 8th. The improvement of the River Richelieu and Lake Cham* 
'* p/am line of Canals. 

" 9th. The completion of the Montreal and IfoAe Huron system of 
" navigation vid the Ottawa and French Rivers. 

" 10th. TAc construction of the Georgian Bay Canal to connect the 
" Georgian Bay with iaAc Ontario, 

" 11th. 7%c construction of a Cana/ in the TownsAip of Murray 
" through the wee* of land lying between Lake Ontario and 
" the Bay of Qwt«^ and— 

" 12th. TA^ construction of a Cano/ through the Isthmus dividing the 
" 5ay of Fundy from the G^^T of St, Lawrence at 5ay Fer te. 

'* And also to enquire as to which of the said several works and 
" improvements hereinbefore mentioned and referred to 
" ought in the judgment of our said Commissioners to be 
" made and constructed for the purpose aforesaid ; and in 
" what order they respectively should be proceeded with ; 
*• and of what dimensions and depths they should be con- 
" structed ; and the probable costs of the construction of 
" such several works and improvements respectively." 

We met at Ottawa on the 25th of the same month, and organ- 
ized by electing Hugh Allan, Esquire, as our Chairman, and 
proceeded forthwith to the earnest consideration of the various 
important subjects to which our attention was directed. 

Having learned that surveys were in progress under the 
direction of the Public Works Department for the enlargement of 
the Welland Canal, as well as for the proposed Bay 
Verte Canal, across the Isthmus separating the Northum- 
berland Straits from the Bay of Fundy, we called upon 
the Chief Engineer of the Department to state when his 
reports on these two works would be completed, and were dis- 
tinctly informed by that officer that it would not be possible for 
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him to have them ready until near the close of the ensuing 
session of Parliament, and the same statement was repeated fo 
us at our second meeting on the 19th January last. 

We regret having to state that under the circumstances the 
necessary information upon all the engineering points of the 
enauiry respecting these two very important works cannot be 
laid before us in sufficient time to enable us folly to comply 
with our instructions, and it therefore becomes necessary to 
defer making a report until the results of these surveys are 
available. 

At this stage of the inquiry, however, certain information of 
an important character, bearing both on the engineering and 
commercial aspects of the inquiry, has been obtamed^ sufficient 
to enable us to arrive at satisfactory conclusions as to the actual 
requirements of the trade, and to warrant us in recommendhig 
the course of action to be taken respecting the several pro- 
I>osed works and enlargements enumerated in our instructions, 
as well as to surest the order in which they should be pro- 
ceeded with. AllSiis we think it proper thus early to lay before 
the G-ovemment. . 

In order to elicit information from all parts of the Dominion, 
as well as from parties in the United States, directly interested 
in our trade, a circular letter and list of questions relating to our 
Ganal system was prepared, and upwards of 2,400 copies were 
despatcned without loss of time. Copies were sent to every 
Board of Trade and Chamber of Commerce in Canada, to the 
Boards of Trade in the principal Cities of the neighboring States, 
to every Senator and Member of Parliament, to the Mayor of 
every city and town, to every newspaper published throughout 
the Dominion, to every leading newspaper in the neighbouring 
States, and to all the principal merchants and other individuals 
tiirouffhout the Dominion who were supposed to possess any 
specicd knowledge of this subject. 

Circular letters were also addressed to the Collectors of Cus- 
toms at all the principal ports on the inland lakes, both in 
Canada and the United States, for returns of ihe available 
draught of water in their respective jpoiis. 

The appeal thus made was very generally responded to. A 
great deal of practical knowled5;e was brought to bear upon the 
subject: and many of the rephes evince an extended acquain- 
tance with the operation and requirements of that ^eat and an- 
nually increasing trade of which the St. Lawrence is ihe natural 
outlet 

In the interval between our first and second meetings, re* 
pliea were received from the Boards of Trade at Halifax, 19^. S., 
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St. John, N. B., Quebec, Ottawa, Kingston, Belleville, Toronto, 
Hamilton, London, Stratford, Q-uelph, Windsor, in Canada ; and 
Chicago, Milwaukee, Detroit, Toledo, and Oswego, in the United 
States, — from Com Associations at Montreal and Toronto— from 
Corporate Towns and Public Meetings, and from sixty-four in- 
dividuals — ^in all eiffhty-seven. The , reply from the Montreal 
Board of Trade did not come in until the 3rd Feb. inst. 

These replies when categoricaUjr given were all condensed 
and arranged by our Secretary's directions under their several 
appropriate heads, so as to show at a glance, both for purposes of 
contrast and comparison, the facts, opinions and recommenda- 
tions^ contained in the numerous and lengthy communications 
laid before us. Where not so ffiven, the remarks if deemed im- 
portant are added at the end of the questions relating to each 
work. These abstracts contain such a mass of valuable informa- 
tion relating to the commercial aspect of the enquiry that we 
Appendix A, consider it proper to submit them with this letter for the informa- 
tion of the Government. 

Tables showinff the actual depth of water in the principal 
Appendix B. Harbours on the Imand Lakes, compiled from official returns, are 
abo appended. 

Tables of distances by water, on ten different routes between 
Appendix c. Inland Lake ports and Atlantic sea ports, compiled by the Secre- 
tary from the best and latest authorities are ukewise appended. 

These abstracts and tables, together with the various Surveys, 
Maps, Plans, Reports, Estimates and Documents, relating to tne 
Canal System of the Dominion, and to the projected works and 
Appendix!), ^jjargements enumerated in the accompanying list, were laid 
before us at our second meeting in Ottawa on the 18th January 
last. 

We now propose to ffive a very brief historical sketeh of the 
several canals to which our attention has been directed, 
describing their inception, and the progress and changes in them 
from time to time to adapt them to the ever-increasing demands 
of the trade. Then will follow a statement of our views upon 
the commercial aspect of the question, and the decision and 
recommendation respecting the works required for the further 
enlargement and extension of the Canal system of the Dominion, 
and the order in which they should be undertaken and pro- 
ceeded with ; and finally, the engineering features, showing the 
effect of the proposed improvements upon existing works, and 
their probable cost 
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HISTORICAL SKETCH OF THE CANALS OF CANADA. 



Of the great arteries of this Continent none surpasses the St. 
Lawrence in the length of its navigation, the yolume of its 
waters, or the fertility of the vast area of country of which it 
forms the highway of communication with the Atlantic Ocean. 
Following it, not from its remote sources, but from Fond du Lbic, 
at the head of Lake Superior, to the Straite of Belle Isle, the entire 
distance is 2,392 statute miles. In its course from Lake Superior 
to the sea, its Tolume is swelled by the waters of the great 
Lakes, and smaller expansions, as w:ell as by numerous tributories 
of no insignificant size or importance. Between Lakes Superior 
and Huron, it is kftown as the Ste. Marie, between Huron and 
St. Clair, as the St. Clair ; between St. Clwr and Erie as the 
Detroit ; between Erie and Ontario as the Niagara. 

Below Quebec, the breadth ofthis magnificent river increases 
until it is about one hundred miles at its junction willi the 
waters of the Q-ulf. 

The imporiaince of the St. Lawrence navigation has always 
been fally appreciated by tiie people of Canada, and large sums 
of public money have been wisely devoted toward the improve- 
ment of its facilities, not merely for internal and local, but for the 
ever increasing commerce of the Basin of the G-reat Lakes. Not 
only has the channel of the river been deepened and otherwise 
improved, but an expensive system of canals constructed to over- 
come the natural obstructions, and connect the Lakes with tide 
water. Steamers, and ships of large tonnage can now proceed di- 
rectly from the Ocean to Quebec and Montreal, a distance of 986 
miles. From Montreal, however to Lake Erie the capacity of 
the vessels is limited to the size of the canals, of which we pro- 
pose now to give a brief historical and statistical sketch, before 
proceeding to state the conclusions at which we have arrived 
from the facts before us, and to shew the immense interests con- 
nected with the important question which has been submitted 
to the consideration of the Commissioners. 

The Canals of Canada, now in operation, have been con- 
structed for the purpose of improving the following routes of 
navigation : 

First — The St. Lawrence navigation ; 
a 
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Second — The Montreal and Kingston, by way of the Ottawa 
and Bideau Canals ; 

Third — The Bichelien and Lake Champlain ; 

Fonrth— The Bras D'Or Lake (in Cape Breton) and the 
Ocean. 

THE SAINT LAWBENCE ROUTE. 

First in importance is the St. Lawrence system of Canals, 
which commences at Montreal, and ends at the foot of La^e 
Erie. On this rente the works are known as the Lachine, the 
Beauhamois, the Cornwall, the Farren's Point, the Bapide Plat, 
the GkJops, and the Welland, and have a total leng^ of 71 miles, 
with a total lockage of 558 feet, through 54 locks. 

Lachine Canal. 

Above the city of Montreal, now the head of the Ocean 
navigation of the St. Lawrence, are the rapids of St. Lonis, per- 
haps better known as the Lachine Bapids ; and in order to 
snrmonnt this natural obstacle the present Lachine Canal was 
suggested soon after the conquest of Canada, and in fact its 
necessity was earnestly urged oefore the passage of the Consti- 
tutional Act in 1791. No practical steps, however, were taken 
toward the construction of the Canal till the year 1815, when the 
Legislature passed a Bill appropriating ^£25,000 in aid of its 
construction, at the recommendation of the then Gtovernor- 
Qreneral, Sir Q-eor^e Prevost. At that time its necessity in a 
military point of view was obvious to the military authorities ; 
and, no doubt, the work would have been immediately com- 
menced after the passage of the Act had not peace ensuea. Not 
until the year 1819 did the project again come before the public, 
and then the Act of 1815 was repealed and another passed for 
the incori>oration of a Joint Stock Company, with a capital of 
$600,000, in $200 shares. This scheme also proved abortive, for 
on ihe 26th of May, 1821, a Bill was passed through tiie House 
repealing the Act of Incorporation, and authorizinff the G-ovem- 
ment to construct the Montreal and Lachine Canal as a G-ovem- 
ment work. Commissioners were immediately appointed to 
superintend and carry out the project, and on the 17th July of 
the same year the ground was broken at Lachine. 

The British Government contributed ^£10,000 sterling, or 
$50,000, towards the accomplishment of the work, on the condi- 
tion that all military stores should pass free, and the Province 
paid the remaining expenditure on the CanaJ, the whole cost of 
which, to the end of 1826, amounted to $438,404.15. 

The Canal was opened for the passage of vessels in 1825. It 
was 28 feet at the bottom, 48 feet at the water-line, with 4| feet 
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depth of water : with seven locks 100 X 20 feet, built substantially 
of stone. 

The Canal, as first constructed, was very soon found to be 
inadequate to the requirements of commerce, especially of Upper 
Canada. When the project of uniting the Canadas became the 
^eat question of the day, Lt.-Colonel rhillpotts, acting under the 
instructions of the Earl of Durham, reported in favor of an im- 
proved Canal navigation, with locks throughout of the same 
dimensions as had been adopted for the Cornwall Canal, viz. : 
200 feet in length by 55 in breadth, and 9 feet of water on the 
sills. Colonel Phillpotts also proposed a new line for the Lachine 
Canal, and estimated the total cost of the suggested improvements 
at $1,579,7*20. After mature deliberation, however, as to the 
exigencies of the Lake trade, then in its infancy, it was decided 
to retain the old location of the Canal, and to enlarge it to 200 
feet by 45 feet for the locks, with 9 feet of water on me sills ; a 
width of canal 80 feet at bottom, and 120 feet at water surface, 
the length remaining as before Si miles. During the alteration 
navigation was not discontinued, for the new locks were con- 
structed by the side of the old ones. 

In 1844, in the course of the progress of the improvements, it 
was decided, at the earnest soUcitotion of ti^e mercantile com- 
munity of Montreal, to deepen locks 1 and 2 to 16 feet of 
-water on the sills, so as to admit the largest sea-going vessels 
then trading to Montreal, into the first basm of the Oimal. In 
the spring of 1848, the works were sufficiently enlarged to admit 
the passage of craft. It was not, however, till the month of May 
1862, that the Canal was excavated to its full width, a very ex- 
pensive undertaking, as the cutting is through tiie Silurian lime 
stone for some distance inland. 

The present Canal is of the following dimensions : 

Length 8J Miles. 

No. ofLocks 6 

Dimensions of Locks 200x45 feet. 

Total rise of Lockage 44f feet. 

Depth of Water on Sills— 

At 2 locks 16 " 

At 8 " 9 " 

Breadth of Canal at bottom 80 " 

Water Surface 120 « 

The whole cost of this work up to July 1st, 1867, waspabuoworkt 
♦2,587,532.85. ^ . ^^^ 
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Beauharnoii Canal. 

The Beauhamois Canal was the inevitable sequence of the 
Lachine, and the improvement of Inland navigation, and was 
built to overcome the Rapids called the " Cascades," " Cedar," 
and " Cotean," occup3ring altogether a distance of 7 miles, and to 
afford safe navigation between Li^es St. Louis and St. Francis. 

In the early period of Canadian trade, the most sanguine com- 
mercial minds hardly appreciated the progress it would make 
before half a century had passed away. Four short canals ffave 
facilities to boats carrying 30 barrels of flour for passing from 
Lake St. Francis into Lake St Louis. Several minor improve- 
ments were made in this part of the St. Lawrence navigation, 
according as the exigencies of business demanded, but by the 
year 1888, the question became of such pressing importance that 
the Government of Lower Canada appointed Commissioners 
to consider all matters relating to the navigation of the St. Law- 
rence, between Lachine and Cornwall. Mr. Mills, the Engineer 
of the CommissionerB, submitted several plans based on the di- 
mensions adopted for the Cornwall Canal, and his report was 
referred to a special- Committee of the House, who approved of 
it, and recommended a grant of $960,000 towards carrying out 
its recommendations, which proposed, as the best plan, short 
canals at the three rapids, and using the river between them. 

This Report, however, fell still born, and was followed by 
others, from Mr. A. Stevenson in 1884, and Messrs. Stevenson & 
Baitd in 1886, to equally litUe purpose. In 1889, Colonel Fhill- 
potts, before referred to, recommended a canal on the north side 
of the river, for mUitary reasons^ though he acknowledged at 
the same time that it was probable one on the south side would 
cost less. 

The first decisive action on the part of the Legislature, sub- 
sequent to the foregoing reports, we find recorded in the memo- 
randum submitted by the Board of Works in 1841, after the 
Union of the two Provinces, and this was the recommendation 
that the sum of $1,028,600 be devoted to the construction of a 
Canal to avoid the three Rapids, after the design made bv Mr. 
Mills in 1884 for three short Sections of Canal on the north side 
of the river. 

In the winter of February 1842, the Chief Engineer of the 
Board of Works, reported in favor of a Canal on the South shore, 
chiefly on the grounds that it would be shorter, above and inde- 
pendent of all water courses, uninfluenced by the Ottawa waters, 
and consequently navigated two or three weeks longer every 
season than the one proposed on the North shore. The question 
as to the best route for the Canal, then became a matter of earnest 
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dUcTUHaion before a Oommittee of Parliament, but it was not 
until the summer of 1842, that the contracts were entered into 
for construction nearly on the route proposed by Mr. Stevenson 
in 1884. 

By the close of navigation in 1845, the canal was opened, but 
it was then found that its upper entrance was imperfect, its channel 
crooked, and not sufficiently deep in dry weather and impeded by 
cross currents ; other difficulties dso presented themselves, sxid in 
the course of years, up to a very recent date, dams, regulating weirs 
and dykes have been erected at large expense to the country in 
order to give the requisite feu^ilities to the trade passing through the 
canal. Much difference of opinion existed at the time of the incep- 
tion of the work, and has continued down to the present day with 
respect to the best route of the canal — many persons contending 
that for Military reasons it should have been located on the Appendix a. 
north side— -others arguing that its natural position is where it is 
now situated, — but the Commissioners have no intention of going 
into this question. 

The following are the dimensions of this work at the pre- 
seiii time : 

Length Hi miles; 

No. of Locks. 9 

Dimensions of Locks 200 feet x 46 

Total rise of Lockage 82J " 

Depth of Water on Sills 9 " 

Breadth of canal at bottom 80 '' 

" " Water surface 120 " 

Total cost to 1st July 1867, *1,611,424.11 

Cornwall Comsl. 

The next canal which comes in natural order is that which 
extends from the town of Cornwall to the village of Dickinson's 
Landing, on the North shore of the river, to overcome the ob- Appendix a. 
structions known as the Long Sault Bapids. From the sketches 
already given of the other canals, it will be seen that this work 
was actually the first in the series constructed on the present 
scale, and that its dimensions was the standard for the others. 
As far back as the year 1817, the Governor of Upper Canada, in 
his speech at the opening of the Legislature, called the serious 
attention of Parliament to the importemt question of the naviga- 
tion below Prescott. In 1818, a joint commission was appointed 
by the Government of Lower and Upper Canada, and reported 
in favor of improvement between Montreal and Lachine, between 
the head of Lake St. Louis and Lake St. Francis, and also at the 
rapids above Lake St. Francis. They recommended the con- 
struction of canals, of a limited capacity— not more than four 
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feet deep — ^but no definite legislative action took place on the 
subject until December 1826, when a Report was laid before 
Parliament by the Q-ovemor, shewing the length of the proi>osed 
Canals between Lakes Ontario and St. Francis, and their proba- 
ble cost. The question, however, remained in abeyance until 
1882, when the House of Assembly of Upper Canada passed 
measures appropriating the sum of $280,000 for the improvement 
of the navigation of the St. Lawrence, so as to admit vessels 
drawing 9 feet water, and recommending the immediate com- 
mencement of such improvement between Cornwall and the 
head of the Long Sault Rapids. One of the stipulations of the 
Act was the completion of the Cornwall Canal before any of the 
other proposed works, leading to Lake Ontario, should be under- 
taken. In 1838, a Commission was appointed for the purpose of 
carrjring out the provisions of the Act, and Mr. Benjamin Wright 
was employed as engineer with authority from the Q-ovemment 
of Lower Canada to make the survey of the lower Canals, on a 
scale commensurate in all respects with those of the Upper 
Province. 

Pubuo Works Without going into unnecessary details, it will be sufficient 
p. JS^ ^^' to mention that the Engineers determined on Locks 55 feet wide, 
200 feet long between the gates, with 9 feet depth of water on the 
mitre sill ; Canal 100 feet wide at bottom, to admit the passage 
of steam boats ; these would allow the passage of vessels 175 to 
180 feet long. That, for the improvements proposed at the four 
several places above the Long Sault, where vessels would only 
use the Canals when going up, and run the rapids when going 
down, the breadth of the Canals should be only 50 feet at 
bottom. 

The suggestions of the Engineers were adopted by the Leg- 
islature, and Commissioners were subsequently appoint^ 
^ to superintend the works. The services of Messrs. Wright 
and Mills were engaged as Engineers, as well as those of Cap- 
tain Cole, R.E., and Messrs. Geddes and Fleming. In 1884 the 
work was put under contract, and the first sod cut with consid- 
erable ceremony by the late Sir John Beverly Robinson. 

The rebellion, as well as financial causes, retarded the com- 
pletion of the work tor some years. The passage of the first 
steamer, in December, 1842, through the locks, was the occasion 
of some ceremony, but it was not until the month of June, 1813, 
that the work was formally opened. 

Since the completion of the works, several improvements 
have been authorized for the purpose of increasing the depth 
of water, and giving other facilities to vessels passing through 
the Canal. At the present time, the Canal is of the following 
dimensions: 
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Length lljt Statute Miles 

No. of Locks 7 

DimeBsions 200 feet x 55 fee^j 

Total rise of Lockage 48 " 

Depth of water on Sills 9 " 

Breadth of Canal at Bottom 100 " 

" " water surface.. 150 " 

Cost to July 1st, 1867, $1,933,152.69 

The Williamsburg Canals. 

We have now come to that series of Canals known as the Appendix a. 
Williamsburg, viz: The Farran's Point, Rapide Plat, and 
Gralops Canals. 

The Farran's Point Canal extends from the foot to the head 
of the rapids in that locality, on the north side of the river, and 
is only used, as a rale, by vessels coming up the river. 

Before the question of the Cornwall Canal was mooted, the 
construction of the work had been discussed, and some surveys 
made of the place ; but it was not until four years after the Union 
between Upper and Lower Canada, that the work was actually 
commenced. The Canal was completed for traffic by October, 
1847. 

The Sapide Plat Canal, the second of the series, extends on 
the North Shore from Morrisburg to the head of the swift cur- 
rent, and has been rendered necessary by the Bapids from which 
it takes its name. Several Beports were made respecting this 
work previous to the Union, but it was not until 1843 that the 
necessary surveys were made. 

The works were commenced in the Spring of the ensuing 
year. 

The Q-alops Canal was constructed to avoid the Bapids at 
Pointe aux Iroquois, Point Cardinal, and the G-alops, and is also 
on the North side of the St. Lawrence. Mr. Benjamin Wright 
as early as 1833, recommended the construction of Canals to* 
avoid uiese obstructions, and Colonel Phillpotts subsequently 
approved of his plan which was not, however, carried out. In 
1843, the Board of Works of the United Provinces prepared a 
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design whch was adopted and carried immediately into effect. 
This design was the construction of a Canal three miles long to 
avoid the Iroquois Rapids, the use of the waters of the St. Law- 
rence for a distance of 2f miles, and then the construction of 
another Canal from the foot of the Q-alops Canal Rapids, 2^ miles 
long. Both these Canals were opened to the public in September 
of 1847 ; but it was soon seen that the Iroquois Canal had not a 
sufficient depth of water for vessels aacenainjf , and it was there- 
fore found necessary to connect that work with the Galops. 

The Junction Canal, the name of the central section for a 
time, was finallv completed in 1856, and the tiiree works are now 
known under the one designation of the G-alops Canal. 

The following are the dimensions of the Williamsburg 
series : — 

FarrarCs Point. 

Length of Canal f mile. 

No. of Locks \ ... 1 

Dimensions 200 feet X 46 feet. 

Total rise of Lockage 4 " 

Depth of water on Sills 9 " 

Breadth of Canal at bottom 50 " 

" water surface , 90" 

The Rapide Plat, 

Length of Canal 4 miles. 

Number of Locks 2 

Dimensions 200x45 fe^t. 

Total rise of Lockage llj feet. 

Depth of water on Sills 9 " 

Breadth of Canal at bottom 50 " 

Breadth at surface of water '. 90 " 

The Galops, 

Length of Canal 7| miles. 

Number of Locks 3 

Dimensions of locks 200 X 45 feet. 

Total rise of lockltge 15f " 

Depth of water onsills 9 " 

Breadth of canal at bottom r 50 " 

" " at surface of water 90 " 

Total cost of these works to July Isi, 186Y, was $1,320,655.54. 
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The Welland Canal. 

After leaving the "Q-alops" we have to travel a distance of Appendix a 
226 miles, partly by the river, but chiefly by Lake Ontario, and 
then we come to, perhaps, the most importajit part of our Oanal 
system — the Welland Canal, which connects Lake Ontario with 
Lake Erie, by carrying the navigation around the famous rapids 
and falls of the Niagara River. The early history of this work 
shows what difficmties attended its commencement, and it is 
obvious that had not the public men of Canada become in time 
fully alive to the importance of the interests involved in its con- 
struction, the Welland would not have been built as soon as it 
was. It would be imi>ossible within the limits proposed for this 
sketch to ffive anything like a full history of the obstacles that 
impeded for years the successfal accomplishment of this all- 
important oudet for the trade of the western country. 

As early as the month of February, 1816, a joint Committee of 
both Houses of the Parliament of Upper Canada reported on this 
and other works connected with inland navigation, and Colonel 
Nichol subsequently introduced a bill to appropriate money for 
a complete survey of the best route of water communication 
between Lakes Erie and Ontario, as well as between Lake 
Ontario and Montreal. No decisive action, however, resulted 
from this step, and we do not again hear of the project until two 
years later, when a Committee of the House reported favourably 
on a petition from the people of Niagara (old Newark), and sug- 
gested the formation of a Committee to carry out the work. In 
1821 a Commission was appointed to consider the subject of 
Inland Navigation, and it reported in 1823 in favour of con- 
structing the Welland of such dimensions as would accommodate 
the class of vessels then navigating the lakes. The result of this 
report was the incorporation of a private company, on the 
petition of W. H. Merritt and others, in 1824, under the title of 
the Welland Canal Company, who proposed to establish the 
necessary communication by means of a Canal and Sailway. 
They intended nmning up the natural waters of the Welland 
!River, and to pass across the township of Thorold, tunnelling 
through the high ridge of land about a mile and a half, and tiien 
proceeding directly by a canal to the brow of the high land ; then 
a railway was to descend the high land, and connect by means 
of another canal with the navigable waters of Twelve Mile 
Creek, so as to afford the required egress to Lake Ontario. The 
canal portion was to be of capacity sufficient to accommodate 
boats of not less than 40 tons burden. 

Public meetings were called, surveys made, and other steps 
taken to excite public opinion in favour of the undertaking ; but 
it will show how little interest was taken, when we mention the 
fact stated in an official document, tiiat at the ceremony of 
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breaMng the ground, on the 30th November 1824; not half a 
dozen gentlemen of capital or influence in the district attended. 
By 1825, the former scheme was considered objectionable, and a 
new one adopted for the admission of schooners and sloops. It 
was determined to have the entrance at the mouth of the twelve 
mile creek or Port Dalhousie, and the upper terminus at the 
Welland River, from whence the supply of water for the canal 
was to bedrawn. It was also contemplated, at an early day, to 
establish a communication between the Welland River and Lake 
Erie, so as to avoid the impediments to navigation below Fort 
Erie. It was proposed to have wooden locks 110 feet in lengUi 
by 22 feet in breadth, the cross section with 26 feet at bottom 
and 58 feet at the surface of the water, except through the deep 
cut, which was to be only 15 feet wide at bottom for two miles 
the depth of water was to be 8 feet. 

In the Summer of 1825 the Company set to work to carry 
out their project with an ostensible capital of |800,000 and their 
history thenceforth was one of financial embarrassment. 

In 1826 they obtained a loan of $100,000 for three years 
from the Upper Canadian Q-ovemment, and a promise of a con- 
tribution of one ninth of the estimated cost from the Imperial 
Q-ovemment on certain conditions — the locks to be 22 feet wide 
and all property of that Q-overnment to pass free. In 1827, 
the Government of Upper Canada took stock in the undertaking 
to the amount of $200,000, and the Government of Lower Canada 
to the extent of $100,000. The Imperial authorities ffave a grant 
of 13,000 acres of land in the vicinity of the Canal, and subse- 
quently gave a loan of $200,000 for ten years at 4 per cent in- 
terest. In 1828, a slide of earth occurred in the excavation of 
the Deep Cut and added greatly to the embarrassments of the 
Company, for it obliged them to abandon the Welland river as 
a feeder. The Company finaUy adopted the Grand River as a 
new feeder, and carried on the works with considerable energy, 
for water was let into the Canal in the fall of 1829, and in the 
month of November, exactly five years after the time the works 
had been commenced, two Schooners, one of 85 tons burthen, 
the otiier of smaller size, ascended the Canal from Lake Ontario 
to the Welland river. Then the Company, having accomplished 
so much, thought it an opportune time to seek farther aid from 
the Government, for the purpose of carrying out the work to 
completion. They prayed the Legislature to grant $100,000 
and to allow them to increase the Capital Stock to $1,200,000 ; 
and after considerable discussion, the vote in favor of the 
project was carried by very narrow majorities. Subsequentiy 
the Company proposed to extend the main line of Canal 
over the Welland river to Port Colborne (Gravelly Bay) by en- 
larging about 5 miles of the feeder and excavating a new Canal 
for the remaining distance to the Bay, 
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In 1851, the Government approved of this project and granted 
a loan of $200,000 for the completion of the work, which was im- 
mediately commenced, and completed in 1833. At this time, the 
Canal occupied nearly the same site as the present one, but the 
locks were of small dimensions and exclusively of wood. 

No works of importance were constructed on this Canal until 
after the union of the two Provinces. In 1837, the Grovernment 
took the step of converting all its loans up to that time into stock, 
and was authorized to subscribe $980,000 new stock. The capital 
stock of the Company was declared to be $1,195,200, and the 
Directors were limited to an expenditure of $400,000 during the 
year. In 1889, an Act was passed in Parliament by a vote of 26 
against 9 to authorize the Q-ovemment to purchase all the private 
stock, so that the work should become public property, but no 
steps were taken in consequence of financial difficulties to cany- 
out that desiffu, until 1841, when the works were placed under 
the control oi the Board of Works. The total expenditure by the 
G-overnment on the Canal, amounted at thattime to $1,851,427.77, 
but as the work was inadequate to the requirements of the trade, 
it was decided to enlarge the Canal, but not to the fall extent 
proposed by Colonel Phillpotts in 1839, viz. : Locks, 200 feet long 
by 55 broad. It was, however, determined to rebuild all the 
locks with stone, 120 X 24 feet, with 8 J feet of water on the sills, 
that the aqueduct should also be rebuilt with stone, that the 
feeder should be converted into a navigable Canal ; that the har- 
bors of Port Dalhousie and Port Colborne should be improved ; 
that the two first locks at Port Dalhousie, and the one at Port 
Colborne should be 200 X 45 feet, with 9 feet of water on the sills ; 
and finally that the Port Maitland branch should be undertaken 
and completed with an entrance Lock from Lake Erie 200 x 45 
feet, with 9 feet depth. Henceforth the progress in the improve 
ment of the works was systematically and successfully conducted, 
until the Canal reached its present condition, of which the fol- 
lowing statistics will afibrd a general idea : 
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Burlington Bap Canal. 

Another work which may be considered to form a part of 
the St. Lawrence naviffation, is the Burlington Bay Canal, which 
enables vessels to reacn the City of Hamilton from the Lake. It 
is simply an open cut across a sand bar at the entrance of Bur- 
lington Bay ; it is half a mile lon^, with an ayera^e breadth of 
188 feet between piers, and is navigable for vessels drawing 12 
feet of water. On the 19th March, 1828, a Bill was passed in the 
Legislature of Upper Canada authorizing the construction of this 
work, which was completed by 1882. After the Union, the work 
was enlarged and otherwise improved. The amount expended 
on it altogether was 1482,684.40. 

The Canadian system of Canals connecting the Lakes with 
the St. Lawrence, ends with the Welland. At Sault Ste. Marie, 
however, the Americans have constructed a Canal a mile and 
one seventeenth in length, with locks capable of allowing the 
passage of vessels of 2,000 tons. In this way the trade of Lake 
Superior fiilds its outlet to Buffalo and other ports on Lake Erie. 
The Americans have also improved the navigation through Lake 
George and over the St. Clair Flats. To this subject, however, 
we shall refer at greater length elsewhere. 

THE OTTAWA AND BIDEAU BOUTE. 

We shall next refer to the second part of the Canal System 
of Canada, viz., tiie works between Ottawa and Montreal, and 
between Ottawa and BjLngston, which may now be considered as 
feeders to the trade of the St. Lawrence. 

In the Annual Reports of the Department of Public Works 
the line of navigation which these Canals facilitate is given as 
the " Montreal and Kingston via Ottawa and Eideau Canals." 
These Canals are called the " Ste. Anne," or rather the " Ste. 
Anne Lock," the "Carillon," the "ChAte k Blondeau," the 
** Q-renville," and the " Eideau," and have a united length of 
142 { miles, inclusive of the Lachine. 

The Ste. Anne Lock was constructed for the purpose of 
enabling vessels to pass the rapids of the same name, situated at 
the junction of the Ottawa with the St. Lawrence. The work 
was ecommended by the Legislature of Lower Canada, as far 
back as 1881, and reported upon by Colonel Duvemet, R. E., but 
various causes contributed to prevent the commencement of the 
work until the 18th May, 1840, bv the Board of Works. By the 
end of June, 1848, boats were able to pass through the Canal, and 
the work was completed finally in the Autumn of the same year* 
Since that year, various improvements have been made in the 
work, and now the Canal has the following dimensions : 
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Length | mile. 

Number of Locks 1 

Dimensions 190x54 feet 

Total rise of Lockage 3 " 

Depth of Water on «)U j ? Jf i^Si^^Jig,,^,. 

Costto Jtdy 1st, 1867 $134,466.61 

Next in order come the Ordnance or Military Canak^ known 
as the Carillon, the Chute a Blondeau, the G-renville, and the 
Bideau. The Carillon is distant 27 miles from Ste. Anne, and 
was constructed on the north side of the Ottawa River, to avoid 
the " Carillon" rapids. It was projected in 1819, and subse- 
quently completed under the direction of the "Royal Staff 
Corps," and at the expense of the British Government Its di- 
mensions are now : 

Length 2} miles. 

NmaberofLocto 8 j^^fXI. 

Dimensions Lift Lock No. 1 128 x32|feet. 

" No. 2 126Jx82i " 

G-uard Lock No. 8 1261x32^ " 

T"W i-k^ ■ M, ?J» JJ^ltlia. 

Depth of Water on the Sills 6J feet. 

Breadth of Canal at Bottom. 80 " 

" at Surface 50 " 

Cost to July 1st, 1867, of "Carillon," 

G-renville and Chute k Blondeau..... $63,063.64 

The Chute a Blondeau lies on the north side of the river' 
four miles above Carillon, and is constructed through solid rock 
to avoid the rapids from which it takes its name. It was also 
designed at the same time, as the Carillon, by the Eoyal Staff 
Corps, and may be described as follows : 

Length of Canal i Mile. 

Number of Locks... .,.. 1 

Dimensions. 130| x 32; feet at upper end 

86J " at lower end 

Total rise of Lockage ... 3f feet 

Depth of water on Sills 6 " 

Breadth of Canal at bot- 
tom 30 " 

Breadth of Canal at sur- 
face 30 " 

The G-renville follows the Chute a Blondeau, If milee further 
up, and lies also on the north side of the river, with the! olgect of 
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EmTmonntiiig the rapids known as the Long Sanlt. Its history is 
that of the two previously mentioned works. So far as the records 
go to show, the Q-renville was the last work completed ; but the 
first passage through all of them was not made until the latter 
part of April, 1834, when the steamer St. Andrew's passed through 
them. 

The proportions of the Q-renville Canal are as follows : 

Length of Canal 5 1 miles. 

Number of Locks 7 

Dimensions of Locks — * 

Lift Lock No. 5 ) p^^^.^o^ ^ 1801x32^ feet. 

No. el Combmed j I28|x32| " 

No. 7( « ( 128ix3i; " 

No. 8) \ 128 x32i " 

No. 9 107ixl9 " 

No. 10 106gxl9i " 

auardLockNo.il 107^X19^ " 

Total rise of Lockage 45f feet. 

Depth of water on Bills 6J " 

Breadth of Canal at bottom 20 to 30 feet. 

" " surface of water 25 to 60 " 

The Bideau Canal extends from Ottawa City to Kingston, 
and makes the Bideau and Cataraqui navigation available for 
craft of a certain depth of water, for a distance of 126^. miles. 

The necessity for the construction of such works was seen 
during the war of 1812, and in the year 1815, Captain Jebb, of 
the Eoyal Engineers, was sent by the Military authorities to 
examine into the practicability of finding a satisfactory route. 
This gentleman reported favorablv on the project, but no deci- 
sive action was then taken in reference to it by the Imperial 
Government. In 1824, they offered a loan of $340,666.67 
towards the construction of the Canal, and Mr. Clowes was 
thereupon instructed by the Upper Canadian Commissioners 
appointed previously on the question of Inland Navigation, to 
make a survey of the proposed work. 

He submitted three plans, and in 1825, the Committee to 
whom his Eei)ort was submitted, recommended the adoption of 
the one with 6 feet of water. The Government of Upper Ca- 
nada, however, on fall consideration, declined to construct the 
work, as they believed that the improvement of the St. Law- 
rence navigation was best calculated to promote the commercial 
interests of the country, and that the accomplishment of the 
work shoxdd devolve on the Imperial Government, if it was 
necessary chiefly for military reasons. 
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Accordingly the Imperial Goyemment sent out a Commis- 
sion of Boyal Engineers to report on the work, and subsequently 
determined to construct it. In the autumn of 1826 Colonel By, 
R. E., arrived from England, and immediately commenced tiie 
construction of the works, Sir John Franklin laying the founda- 
tion stone. The works were completed in the spring of 1882, and 
the Steamer Pumper passed through from Bytown to Kingston. 

Length of Canal 126^ miles. 

Number of Locks 47 i ^^^^ Ottawa to Kingston 

JNumr>eroii.ocJM4< j 88 ascend, 14 descend. 

Total Lockage, 446i feet j jgf ^^y ® } at high water. 

Dimensions of Locks 184x88 feet. 

DepU. of w...r on SOI. j Jj ".?» 'S^%^^- 

Breadth of Canal at bottom IsJ^^^^SS^' 

" at surface of water 80 " in Earth. 

Cost to 1st July, 1867 $4,064,764,47 

RICHELIEU CANALS. 

Appendix A The third series in the Canal system of Canada is that 

which has been constructed to connect the St. Lawrence with 
Hudson River via the Eichelieu and Lake Champlain. The 
Richelieu river is situated 46 miles below Montreal, and 114 
miles above Quebec. The obstructions to its navigation are re- 
moved by a canal at St. Ours, 14 miles from its mouth, and by 
another, 82 miles further up, known as the Chambly Canal. 
The route is thence free from difficulties for the remainder of the 
river Richelieu and Lake Champlain, at the head of which the 
Americans have a canal properly called the Whitehall Canal ; by 
means of this and a small portion of the Erie Canal, boats are 
enabled to reach the Hudson at Albany, 811 miles from 
Montreal. 

The Chambly Canal was suggested, like most of the Cana- 
dian Canals, after the experiences of the American war of 1812. 

In 1818, the Parliament of Lower Canada passed a BiU, 
granting to a Company the right of constructing a canal to avoid 
the Chambly Rapids, and otherwise improve the navigation of 
the Richelieu. The Company made the necessary surveys and 
published a report in reference to the best plan of constructing 
the works, but several years passed away and nothing was done 
to carry out the provisions of the Act. Accordingly the Legisla- 
ture passed another Act appropriating $200,000 for the construc- 
tion of the works, and providing for the appointment of Com- 
missioners to commence the undertaking after the completion of 
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the Lachine Ganal. Still the project made no progress mitil 
1830, when the Commissioners ordered the dredging of the bed 
of the river ; this work was continued throughout mat and the 
following year, and finally in March, 1835, Mr. Hopkins was 
appointed Engineer; of tne Chambly Canal. He altered the 
original design, with the approval of the Commissioners, who 
entered into contracts for the construction of the works, and 
also applied to Parliament for additional assistance. The Legis* 
lature tiiereupon made an appropriation of $38,000 but the Bill 
did not receive the Royal assent. 

The Chambly Canal lies on the west side of the Richelieu, 
extending from Chambly Basin up to St. John, twelve miles. On 
the appointment of the Commissioners just referred to, in 1829, 
they ordered the necessary surveys to be made, and two years 
later the work was regularly placed under contract for the gross 
sum of $184,872, but tiie contractors were obliged to suspend on 
account of having taken the work at too low a rate. Considerable 
progress, however, had been made in the construction of the 
Canal, and when the state of afiairs had been reported to the 
Legislature, a Bill was passed through the Houses, in 1836-'36, 
granting the requisite funds, but it also failed to receive the 
Royal assent. During the ensuing year the want of funds con- 
tinued to be the difficxdty, and it was not until 1841 that the 
work was taken energetically in hand by the Board of Works. 

The Canal was opened two years later, but the work was 
found to be in a vexy unsatisfactory condition, and at last, in 
1858, it had to be renewed to a large extent. 

At present the Chambly Canal may be summajrized as 
follows : — 

Length of Canal > 12 miles 

Number of Locks 9 

Guard Lock, No. 1, at St. John 122 x 28J feet. 

Lift " No. 2, " 124 X 23J " 

Lift " Nos. 8,4,5,6 118 x 23 to 28^ feet. 

Total rise of Lockage 74 feet. 

Bfepth of Water on Sills 7 " 

Breadth of Canal at bottom •.... 36 " 

«< «< 1^^ surface 60 " 

Cost to July 1st, 1867 .V..V/.V.V..V..*. $634,711.76 

The Saint Ours Lock and Dam was commenced in 1844 
under the Board of Works, and was completed in 1849. The 
dimensions are as follows : — 

Length of Canal J mile, ^ 

Number of Locks .,,.♦ ••* 1 
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Dimensions of Lock 200 x 45 feet. 

Total rise of Lockage 5 feet. 

Depth of Water on Sills 7 feet at low water. 

Cost to 1st July, 1867 $121,537.65. 

ST. petee's canal. 

Aivendiz A The only Canal in actual operation in the Maritime Prov- 

inces is that which connects the Bras D'Or Lake of Cape Breton 
witii the ocean. The width of the Isthmus separating the sea 
from the lake, which is a noble sheet of water, abounding in fish, 
and surrounded by a country rich in mineral and agricultural 
resources, is only half a mile. The project of canalfing it was 
mooted at an earlj date by the representatives of Cape Breton in 
the Legislature of Nova Scotia. In 1821, a survey was made by 
Mr. Francis Hall, and other surveys by Mr. C. W. Fairbanks, and 
Captain Barry in subsequent years. The design of the latter, for 
a Canal 22 feet wide at bottom, and 13 feet deep, was adopted, 
and the work commenced on September 7th, 1854, and continued 
until 1868, when Mr. Laurie, then Chief Engineer of the Pro- 
vince, made an unfavourable report as to the probable remunera- 
tive results of the work, and suggested a marine railway as tiie 
best means of accommodating tiie trade of the locality. The 
works were then suspended for some time, but the Cape Breton 
representatives continued urging the necessity of the undertak- 
ing, and tibe construction of the Canal was resumed in 1864. 
The St. Peter's Canal was among the public works handed over 
to tiie Dominion in 1867, since when the work has been com- 
pleted; and is now 2,400 feet long ; with a breadth of 26 feet at 
bottom ; with one tidal lock, 26 x 122 feet, and four pairs of gates. 
The depth of water in sills, at lowest water, is 13 feet — the ex- 
treme rise and fall of tide in St. Peter's Bay, being about 9 feet. 
Cost previous to Union was $160,811.95, and up to 30th June, 
1870—1142,226.78, or a total of $302,037.53 to that date in N. S. 
currency. 

Projected Canals, 



Appendix A 



Besides Canals in operation, several others have been pro- 
jected of recent years, with ihe avowed object of affording greater 
facilities for the trade of C^ada. 

Prominent among these schemes is what is generally known 
as the Toronto and Q-eorgian Bay Canal. The distance between 
its Southern terminus, in Humber Bay, of Lake Ontario, and its 
Northern terminus, in Georgian Bay, of Lake Huron, is 100 miles, 
of which 24 are deep water navigation, through Lake Simcoe, 
which is to be the summit level and feeder. Nearly twenty 
years ago Mr. Kivas Tully made the first exploration of the line 
of tiie proposed Canal, and of late years the project has been 
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energtically advocated by gentlemen in Toronto and elsewhere, 
incorporated as the " Huron and Ontario Ship Canal Company." 

Another scheme is that for the construction of a branch 
Canal from the town of Niagara to connect with the Welland at 
Thorold. Mr. Walter Shanly reported favorably on the project 
in 1854, and during the last Session of the Legislature, a Bill was 
passed for the incorporation of the Ontario and Erie Ship Canal 
Company, from the waters of Niagara River, at or near Fort 
Q-eorffe, in Niagara, thence to Thorold, and thence to the waters 
of La£e Erie, at or near Port Colborne, or the Niagara, at or near 
Chippewa ; locks to be the size of the Comwafl Canal. The 
capital, $8,000,000, in shaxes of $100, with power to borrow to 
the extent of unpaid capital. The work to be commenced 
within two years, and finished within five. 

The Murray Canal was advocated as far back as 1797, when 
a resolution was formally adopted by the Lt.-GK)vemor in Coun- 
cil for the reservation of 3000 acres of land in favor of the con- 
struction of the work. The necessity of the work has, since then, 
been frequently brought before the Legislature, and surveys of 
the route were made. As late as July, 1866, a Committee of the 
House of Assembly of Canada authorized another survey, which 
was made. 

The Caughnawaga Canal is another scheme which has been 
earnestly advocated for some time past. It was first prominently 
brought before the public by Messrs. John Young, L. H. Holton, 
and other merchants of Montreal in 1847, and in answer to their 
petition the then Governor General, Lord Elgin, instructed Mr. 
J. B. Mills, C. E., to make a Survey. In 1848, this gentleman 
reported in favor of a Canal having the upper terminus at St. 
John, and the St. Lawrence terminus near the Village of Caugh- 
nawaga, immediately opposite Lachine, about 8 miles above 
Montreal. In 1852, the Commissioner of Public Works strongly 
urged the construction of this Canal, and subsequently other 
surveys were made and reported upon, but no Government 
action was ever taken on the subject. Other gentlemen, especi- 
ally the Hon. John Young, however, kept the scheme promi- 
nently before the public, and in the last Session of Parliament a 
Bill was passed incorporating a number of gentlemen into a 
Company to build the Cauglmawaga Ship Canal, from Lake St. 
Louis in the St. Lawrence to Lake Champlain, on the Richelieu, 
with power to use and enlarge the Chambly Canal, with con- 
sent of the Government, who may, however, at any time assume 
the whole work — the locks not to be of less size than those on 
the Beauhamois Canal. The Capital Stock $3,000,000, with 
power to increase to $4,000,000, in shares of $100. The Canal 
to be completed within five years, or Charter forfeited. 
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One of the most important schemes, which have been brought 
before the public of late years, is undoubtedly the Ottawa Canal, 
to connect Montreal witn Lake Huron, vid the Ottawa River, 
Lake Nipissing, and French River. The route was examined 
by two Engineers, first in 1857, and afterwards in 1869, and 
their reports are found in full in the reports of the Department of 
Public Works. The subject has been frequently before Parlia- 
ment, but no definite steps ever taken to carry out the project. 

Another Canal which has come prominently before the Public 
of late years, is what is generally called the Bay Verte Canal, to 
connect the waters of the Q-ulf of St. Lawrence, at Bay Verte, 
with those of the Bay of Fundy at Cumberland Basin, by cutting 
across the Isthmus of Chignecto, uniting Nova Scotia with New 
Brunswick. In 1826 a survey of the route was made by Mr. 
F. Hall at the instance of tiie Lieutenant-Ghovemor of New 
Brunswick. At a later date, Mr. Thomas Telford, C. E., revised 
the report of Mr. Hall, and suggested a Canal with a depth of 
14 feet, with a view of accommodating the large trade that must 
accrue especially with Quebec, Montreal and the Upper Lakes. In 
1848, Captain Crawley made another survey — Canada paying a 
portion of the expense. A survey of the line is now in progress 
at the instance of tiie Dominion Government. 
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COMMERCIAL ASPECT OF THE QUESTION. 



In orderjto appreciate to the fullest extent the importance 
of the question of Canal enlargement and extension, it is neces- 
sary to consider the natural position of the St. Lawrence and its 
relations to the vast area of country which extends from the Appa- 
lachian or Alleghany Eange on the East to the Eocky Mountains 
on the Western or Pacific side of this continent. The resources 
of ifcat section of territory to which the St. Lawrence and the 
Great Lakes are tributary and form the natural communication 
with the Ocean, are most varied and have been developed of 
late years to an extent without parallel in the history of com- 
mercial enterprise. On the plains and slopes and in the val* 
leys lying conti^ous to the great artery of which the Canals 
form me connectmg links, are raised corn, wheat and other agri- 
cultural products in such abundance that it is frequently found 
impossible to dispose of them to advantage. 



Timber and minerals abound to an unlimited extent either 
in the immediate vicinity of the Eiver and Lakes, or that of the 
streams which pay them tribute. The climate of this fertile 
region is not like that of the South, enervating and sometimes 
draught with pestilent vapours, but is bracing and healthy to the 
highest degree. It is a region eminently adapted for the use of 
man, and me development of his best enterprise and industry. 

It is in what is generally called " The Basin of the Lakes " 
ilhskt we see the most remarkable material progress. 
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Within the past thirty years cities and towns have arisen 
with striking rapidity — new States have been marked out and 
taken their place among the most prosperous of the oldest com- 
munities of the continent. 



The history of the Province of Ontario and of the States of 
Illinois, Michigan, Minnesota and other sections of the North 
"Western country, illustrates the spirit of the commercial enter- 
prise of the present day. 

A few facts derived from official and authentic sources, will 
shew very clearly the progress of the country to which the St. 
Lawrence forms the outlet. 

In the year 1841, just thirty years affo, the gross value of 
the trade of the Lakes was estimated at $65,000,000 ; ten years 
later it had more than quadrupled, for it was put down in 1851 
ADorewB on ** $300,000,000, emploving 74,000 tons of steam and 188,000 tons 
oSSIiarMd of sailing vessels, whilst at the present time the aggregate value 
Lak« Trade. ^£ ^y^ ^^^ commerce cannot be less than $700,000,000. The 
tonnage of the Lakes in 1851 was, as already stated, not above 
212,000, whereas in 1862, it had risen to 450,000 tons, of which 
about 80,000 tons was Canadian, — so far as can be gathered from 
the imperfect available statistics of lake trade. In 1866 the ton- 
nage was put at 547,267, valued at $17,537,440 in American cur- 
rency. We have no returns for 1870 at hand, but we find that 
the Gitv of Buffalo alone in 1869, owned 131 steam vessels and 
127 sail, with a grand tonnage of 91,828 tons. 

To illustrate the growth of the country watered by the St. 
Lawrence and the Lakes, we refer to the rise of its principal com- 
mercial emporiums. Chief among these is Chicago ; its population 
twenty years ago was not 30,000, whereas in 1860, it had risen 
to 110,000, and in 1870 to 299,000 souls. Milwaukee had a popu- 
lation of 20,000 in 1850, and of 72,000 in 1870. Cleveland 
increased in a still greater ratio, for its population rose from 
17,000 in 1850 to 92,000 in 1870. Bujffalo and Oswego also et- 
emplify very forcibly the influence of the great commerce of the 
West. 



Andrews on 



The total population of the grain growing States, viz : Ohio, 
Miclu^an, Indiana, Illinois, Missouri, Iowa, Wisconsin, Minnesota 
and Kansas in the year 1840, was not above 3,000,000 of souls, 
whereas the last Census of the United States, taken in 1870 
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shows that it had increased to over 12,000,000. The aggregate 
production of the same States in grain was as follows : 





1860. 


1860, 


IfiM 






Wheat bush. 

Com " 

Oats " 


48,842,038 

222,208,602 

42,328,731 

739,567 

831,617 

8,636,182 


89,293,608 
892,289,631 

62,738,901 
3,997,001 
4,866,761 

11,039,332 


166,100,000 
556,050,000 
146,200,000 


Rye « 

Barley " 

S-wine No. 


4,802,000 

8,756,000 

19,100,000 



Nor has the Commercial progress of the Province of Ontario, 
lying contiguous to the Lakes, been less striking than that of the 
American States. Forty years ago it held a very humble position 
in the list of the industrial communities of this Continent. In 
1811 the population of Upper Canada, or Ontario, was only 77,000 
whereas it had risen to 952,000 in 1861, and to 1,896,091 in 1861, 
whilst assuming that the same rate of increase has continued as 
between 1861 and 1861 it cannot be less than 2,137,000, at the 
present time. Its agricultural progress has not been surpassed 
by the rival communities on the opposite side of the lakes. Those 
who may have the time or inclination to investigate the subject, 
will, find that it is not an exaggeration to say that the increase of 
Ontario in the chief staples of food, especially wheat, has been 
equal to that of the majority of the grain growing States and 
greater than that of some — the State of Ohio for instance. In 
1851 Ontario raised over 12,000,000 bushels of wheat; in 
1861 the production had increased to nearly 26,000,000. The 
only State of the Union that exceeded this percentage of increase 
in wheat was Iowa, whose production increased seven times 
within the same period. 

The average yield of wheat per Acre for the past 20 years, 
has been greater than that of any of the North Western States. 
The yield of Barley is also greater. The soil and climate being 
admirably adapted for the growth of this article, for which there 
is a large demand in the United States, — that country having 
imported from Ontario 6,295,131 bushels in 1869 against 8,691,- 
608 in 1868. 

The progress of the capital of Ontario is another illustration 
of the wealth of the country, on which its prosperity depends. 
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Between 1840 and 1860 its population increased 95 per oent — a 
greater ratio than that of St. Louis or Cincinnati and other older 
Western cities. Montreal also aflfords another striking example 
of progress and prosperity as the commercial entrepot on the St. 
Lawrence between tiie Lakes and the Sea Its population in 
1852 was only 62,000, whereas in 1861 it had risen to 101,602, 
and is probably 125,000 at the present time. But the statistics of 
its trade best exemplify its rapid growth. We find that in 1861 
the number of ocean steamers carrying its commerce was only 
40 of an aggregate tonnage of 51,298 tons, whilst in 1869 they had 
increased to 117, with a tonnage of 117,965 tons. In 1860 the 
number of ocean sailing vessels entering the port was 222, with 
an aggregate tonnage of 76,174, while they had increased in 1869 
to 440, with a total tonnage of 141,898. The figures of its lake 
craft engaged in the inland trade are equally satisfactory. In 
1862 tiie number of these vessels was 4,875, with a tonnage of 
523,991, and in 1869 5866 with 721,824 tons. 

et wq?^"* ^ The commerce of this fertile and progressive country (illus- 

trated at some length in the appendices) depends on several 
routes of communication. Nature has intended the St. Lawrence 
to be the great commercial highway of the West, and if it has not 
fulfilled ite destiny to the extent it should have done it is because 
the enterprise of man has endeavoured to divert its trade into 
other and artificial channels. The St. Lawrence runs through 
British territory, whereas the great bulk of population and com- 
merce is on the American side of the Biver and Lakes. 

To control the entire traffic of the Q-reat West has been the 
great object of the State of New York for many years past, and 
certainly its enterprising people have succeeded to a considerable 
extent in achieving their purpose, and thereby adding to the pros- 
perity of New York and other Atlantic cities. The Erie Canal, 
with which must be ever associated the name of De Witt Olinton, 
is a monument of the liberality and enterprise of the Americans, 
though it is confidently asserted that it has great difficulty in 
keeping pace with the progress of the commerce of the West. 

The Mississippi, it is true, is another natural arterv for the 
commerce of the West, but it runs into re^ons unsuitable for the 
carriage of the chief products of that section, and it is out of the 
line of direct communication with Europe, and may therefore not 
be considered so formidable a competitor as the Erie Canal for 
the commerce which we are chiefly considering. 

If it were possible to put a stop to the commerce of the West, 
and for its people to have no desire to increase their wealth or 
add to their comforts, then would the Erie Canal suffice, even at 
its present dimensions. But when we consider the actual facts 
before us, we see the commerce of a splendid region, yet in the 
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infancy of its development, retarded only because the ineVitable 
march of progress has been more rapid man human entetprize. 

If we take the figures of the Eastward moTement by the Erie 
Canal vtaBuflFalo, for nine years, we find the following results: — 

Total Tonnage. 

1862 1,980,982 

1868 1,692,651 

1864 1,402,859 

1865 1,807^07 

1866 1,600,800 

1867 ^ 1,418,461 

1868 1,476,298 

1869 1,281,706 

Or if we take the figures of the Eastward movement of flour 
and grain for the past five years, we find that there has been a 
considerable reduction, the decrease being steady ever since 
1865, amounting to 71 per cent, since 1854. It is true that a con- 
siderable tonnage has passed, via Oswego, through the Welland 
Canal, during t£e same period. Nevertheless, the fact remains 
that the Erie Canal would seem to have leached its full capacity 
for the business which it was intended to do. For ini^tance, the 
total tonnage, via Buffalo and Oswego, duifing the years already 
given, w^w as follows : — 

Total Tonnage. 

1862 5,598,783 

1863 5*657,692 

1864 4,862,S41 

1865 r... 4,729,664 

1866 ..... 6,776,220 

1867 6,e88,825 

1868 6,442,326 

1869 6,862,080 

The Eailways, it is true, have relieved the Oaaai of a very 
considerable traffic ; and it appears that from 1860 to 1869, the 
whole amount carried on the two chief ntilroads of the State was, 
in round numbers, 

7,780,000,000 tons, moved one mile. 

While that of the Canals was 

9,470,000,000 tons, moved one mile. 

In other words the i^gregate freight moved since 1860, on 
the Canals, during average seasons of 7 J months, has been about 
24 per cent, more that moved on the New York Central and 
£rie Bailways during seasons <^ twelve months. 

5 
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On the other hand, the statistics of the production of 
the grain growing states since 1860, shew a large and 
steady increase. The shipments from Chicago of flour and 
grain, reduced to bushels, amounted to omy 1,880,968 in 
1860 ; the quantity in 1860 had ' risen to 81,108,769 ; and in 
1869 to 66,769,616, The same rapid increase is shown by refer- 
ence to the trade statistics of Milwaukee and Toledo, which 
come next in order after Chicago, as receiving ports of the pro- 
duce of grain growing States. 

Or we may illustrate the cereal crop movement at the prin- 
cipal lake ports, by reference to the receipts of Flour and Q-rain, at 
Chicago, Milwaukee, Toledo, Detroit, and Cleveland, from 
August 1st 1868, to July 81st 1869 inclusive, and for the corres- 
ponding periods of 1866-7 and 1867-8 : 





1866-7 


1867-8 


1868-9 




Flour reduced to wheat, 

bushels rrrttt.,tt.tT".t 


18,844,286 
69,814,066 


20,177,486 
86,888,672 


26,881,706 
94,988,646 , 


Total fl-TaiiiT 




Grand Totals — ^bushels 


88,168,840 


106,061,007 


121,816,260 



The inadequacy of the facilities afforded by American enter* 
prize and energy for the transit of the products of tiie West has 
been asserted for some time by those who are especially interest- 
ed in havinff cheap routes of communication with the principal 
markets of me world. On the 14th of February 1868, Commis- 
sioners were appointed by the State of Illinois to confer wiih the 
Canadian authorities on the question of transit, and in their 
memorial they used these emphatic words : — " For several years 
" past, a lamentable waste of crops already harvested has occur- 
" red in consequence of the inability of the Rwlways and Canals 
" leading to the seaboard to take off the excess. The North 
" West seems already to have arrived at a point of production 
" beyond any possible capacity for transportation which can be 
" provided, except by the great natural outlets. It has for two sue* 
" cessive years crowded tiie Canals and Railways vnth more than 
" one hundred millions of bushels of grain, besides immense 
" quantities of other provisions and vast numbers of cattie and 
'* hogs. This increasing volume of business cannot be maintain* 
" ed vnthout recourse to the natural outiet of the lakes * * # * 
" The St. Lawrence famishes for the country bordering upon 
'* the lakes a natural outiet to the sea." These words illustrate 



Digitized by 



Google 



85 



the natural aspirations of the West, and might be supplemented 
by other extracts, equally forcible. 

The question now arises, how far the people of Oanada, who 
are the possessors of the St. Lawrence, have shown their estima- 
tion of the priceless heritage entrusted to them ? The history of 
thB improvement of the navigation of the St. Lawrence is one 
wnich Canadians need not be ashamed to read. The Oanal sys- 
tem, even in its present condition, is an illustration of bold design 
and liberal execution. The question of defence, no doubt, was 
an all important element in the inception of these enterprizes, 
whilst the British Gk)vemment controlled aU our ajffairs ; but in the 
course of time, as the country became older, and commerce in- 
creased — very slowly, it is true, for some time — the necessitjr of 
stimulating the growth of the country west of Montreal, by im- 
proving the route of communications became more evident to 
the public men and merchants of Oanada. We have abeady 
seen that when the Imperial authorities as far back as 1825 
endeavoured to induce the Upi)er Canadian Government to un- 
dertime the construction of tiie Bideau Canal, they declined 
under the conviction that the true policy, in a commercial point 
of view, was to improve the direct route of the St. Lawrence 
navigation. Immediately after the Union, when the population 
of the two provinces was not much more ihan a million of souls 
altogether, and the total amount of the revenue was only about 
$1,488,000, the Legislature of Canada appropriated no less a sum 
tiian two millions of dollars for the improvement of the Canals, and 
formally adopted the policy of improving the navigation of the 
St. Lawrence, in accordance with the then commercial require- 
ments of the country. The results of this wise policy have been 
eminently satisfactory, measured by direct and indirect advan- 
tages to me growing resources of the country. 

Of the Canals of Canada, none has been so successfal in a 
commercial sense as the Welland. Forming as it does the con- 
necting link between the upper lakes and Lake Ontario^ it has 
necessarily drawn to it a considerable share of the Western trade, 
seeking the cheapest and most expeditious means of transit to its 
destination. By this Canal, the productions of Oanadian territory, 
on Lakes Superior, Huron, and Erie, must find their way to the 
larger cities of Canada by Lake Ontario or by the side of the St. 
Lawrence. It afford^ the shippers of Chicago, Milwaukee, To- 
ledo, and other Western cities the means of sending their surplus 
produce to New York via Oswego, or to Montreal for tranship- 
ment to Europe via the St. Lawrence. No Canal is more advan- 
tageously situated to control Western trade, and if its success 
in the rature is not equal to what it has been in the past, it 
will be because the people of the Dominion are indiflferent to the 
interests involved in its improvement. 
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Witiun^twenty yearfl the trade of the Welland Canal has nearly 
doubled, for while the total tonnage of vessels and property 
(up and down), was only 820,000 in 1849, it had risen to nearly 
2,500,000 in 1869, or some 400,000 tons more than the aggregate 
tonnage of the St. Lawrence GanaLs during the same year. The 
revenue from tolls was only 1113,968 in 1849, but it was 
nearly $230,000 in 1869. When these returns are analysed, we 
find that the great proportion of tolls is collected on American 
tonnage. Take the three last years for instance : 





1868. 


1869. 


1870. 


American Vessels..... 


...116,964.24 


$17,886.90 


118,987.10 




.... 10,664.68 


11,044.02 


11,828.88 



Difference ♦6,290.61 16,842.88 17,108.77 



Another striking fact in these returns is the superiority in size 
of the American tonnage, though the greater number of vessels 
is Canadian. 

1868. 1869. 1870. 

Amo«n.« Vo««ol« JNo... 2,982 2,791 2,884 

Amencan v esseis | rp^^ 692,169 719,482 766,548 

Canadian Vessels i ^^- ^'225" 3,278 8,866 

uanadian vessels j rp^^ g^g .^g^ g^g ^^g 591,674 ^ 

It is also equally noteworthy that the American Steamers 
passing through the Welland though less in number than the 
Canadian Steamers, are of a larger class — in fact, of the largest 
capacity of the Canal. For instance, the number of American 
Steamers going through in 1870 was only 878, whilst those be- 
longing to Canada amounted to 1,199 but the tonnage of the 
former was, in the aggregate, more than double that of the latter. 
Theae facts will be more striking when the tonnage of the 
Vessels in the trade of the Upper Lakes is considered. 

But is the Welland itself equal to the present requirements 
of commerce ? No one who considers its career for the past 
twenty years can doubt that it has played an important part 
in the commerce of the "West and that its usefulness has not 
been at any time exaggerated by its promoters and advocates. 
At the same time, tibere can be no doubt that, as in the 
, case of the Erie Canal, it has not equalled the requirements 
of the growing commerce dependent on the facilities it affords 
for speedy and cheap transit. In 1857, the tonnage of Vessels 
passing through it was 1,148,771, and in 1869, only 118,680 tons 
more, while in 1867, the amount was actually less. The greatest 
number of vessels ever passing through it was eight years ago, in 
1862, when the total amount of tonnage was 1,476,842, Last 
year, the tonnage of the Vessels amounted to 1,357,117 tons. 
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which was above that of the two previous years. Bnt taking the 
following statistics of the total tonnage of v essels and property 
(up and down) for a number of years, it will be seen that the 
business of the Canal has comparatively stood still, although it 
certainly aflfor^s the best and most convenient avenue of com- 
munication ; 



I860 2,182,698 tons 

1861 2,848,156 

1862 2,496,774 

1863 2,687,479 

1864 2,479,669 

1866 2,008,888 

1866 2,067,682 

1867 1,927,198 

1868 2,402,187 

1869 2,462,201 

The fact is that whilst the Welland has held its own, and is 
still the most profitable of the Canadian Canals, the trade of the 
Upi)er Lakes, or rather the character of the tonnage conveying 
iliat trade, has been undergoing a marked change. Of course, 
the energetic efforts of the BiidOTalo interest to concentrate the 
great bu]^ of the Western business at that city, for shipment ma 
Erie Canal have much to do with the stationary business of the 
Welland. Last season the lowering of the tolls on the Erie 60 
per cent gave Buffalo the advantage over Oswego of over Ic. per 
bushel, as compared with the rate of previous years, and neces- 
sarily brought more business to the former entrepot of Western 
commerce. Still the Welland, shortening as it does the Canal 
route to New York, could, even with the present tolls of the Erie 
satisfactorily compete for the transit of Western produce via 
Kingston or Oswego, were it equal in size to the demands of the 
shipping interest. During the past thirty years the vessels en- 
gaged in the Lake trade have not merely increased in number to 
a very great extent, but have also altered as to their style. In 
1839, the twenty-five largest steamers on the lakes had an average 
of 449 tons burden, the largest being 800 tons. In 1861, the 
average of the 26 largest feU short of 1,000 tons, and the average 
of the whole steam fleet, consisting of 157 steamers and propellers^ 
was 437 tons. Of late years paddle steamers have gone compara- 
tively iato disuse, propellers and tugs taking their place. Tak- 
ing the years of which we have reliable statistics we find that the 
total tonnage of paddle steamers fell from 69,160 to 41,870, while 
the tonnage of the propellers increased from 61,660 to 76,287 be- 
tween 1860 and 1866. Tugs are also enumerated, for the first time, 
in the same year, the number being 234, and the total tonnage, 
* 28,678. If we analyse the shipping statistics of Buffalo we notice 
that in 1869 she owned 11 screw steamers of about 1,100 tons 
and four over 1,400, the largest being 1,470 ; 20 between 800 and 



Digitized by 



Google 



88 



1,000; 19 between 600 and 800 ; or 64 out of the whole nnmber 
of 58 screw steamers beyond the capacity of the Welland. The 
total number of steam vessels was 181, divided as follows : 

Screw Steamers 68 Steam Yachts....^ 11 

Tugs 69 Side Wheel Steamers... 8 

It is also noteworthy that out of the 88 barks 29 have a ton- 
nage ranging between 420 and 880. Reference to the shipping 
statistics of other Upper Lake Ports, will also establish the fact 
that the propellers are not only increasing in number, but in size ; 
and whilst tiiat is the case, Buffalo has virtually the control of 
the bulk of the western traffic. 

Experience proves that the largest class of vessels, especially 
steam, now plying on the lakes, carry property at the cheapest 
rates. The larger class of vessels, boux sail and steam, carrjring 
from 20 to 36,000 bushels of grain, are increasing year by year 
and must entirely obtain according as the artificial channels of 
communication are improved. A very general opinion prevails 
that steam, that is the screw vessel, must prevail in the end over 
sail on the lakes, for it has all the advantage in respect to rates 
of Insur^ce, expedition, safety and competition with railways, all 
important elements in tiie transportation of the bulky produce 
of tiie West. As respects the changing character of the Lake 
vessels, the Sault Ste. Marie Canal of itself would give us a suffi- 
cient illustration, if we had no other facts before us. It has been 
constructed and enlarged with regard to the increasing re<juire- 
ments of the lake trade, and points out to us the necessity of 
improving our owncommunication with the upper lakes so as 
to divert the trade, as far as possible, from Buffalo, and bring it 
by the cheapest and most expeditious route to the sea-board, 
namely the St. Lawrence. At present, according to the Oswego 
Board of Trade, three-fourths of tiie tonnage of the lakes cannot 
pass the Welland Canal— a fact of itself quite sufficient to show 
why its traffic does not increase. 

Other merchandize besides wheat would find its way by the 
Welland were it enlarged and deepened with a view to the com- 
merce above it. For instance, a large amount of lumber, pro- 
bably 16,000,000 feet on the average is manufactured now every 
year on Q-eorgian Bay by Americans and shipped via Oolling- 
wood. Northern R. R. to Toronto, and thence by lake tq Oswego, 
for transportation by the Erie Canal. The Copper and Iron 
Trade of Lake Superior is also worth competing for. The total 
amount of Iron produced in the Lake Superior District having 
risen to 672,241 tons i^ 1869 against 7,000 in 1866, while the 
copper product increased to 16,288 tons in 1869 as compared 
with 8,600 tons in 1868. Hitherto this branch of industry has 
"been crippled on account of the want of cheap transit. Is it 
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not more than probable that the improvement of the Welland 
will attract this business to Oswego rather than to Buffalo ? 

The first step, therefore, in the improvement of the Inland 
Navigation of the Dominion is the enlargement of the Welland 
Canal, the great link of commercial intercourse, not only with 
the prosperous Western country of the United States — ^whose 
process we have seen, is already so great ; but with that vast 
territory belonging to the Dominion, which must ere long be 
peoplea by thousands, and teem like the Western States, with 
the evidence of an irrepressible industry and activity. On im- 
proving the Welland, we take the step pointed out to us by the 
unerring finger of Progress. The commercial interests of 
Canada demand it, if our country is to keep pace with the 
enterprise and energy of the communities to which the St. Law- 
rence is tributary. 

The Welland Canal must be considered as that link which 
is indispensable to the complete development of the St. Law- 
rence navigation. Our great object should be to seek tiie control, 
as much as possible, of the Western traffic and take it to tide 
water. 

In the nature of things, this commerce must always find its 
way to market by the following routes — Cleaving the Mississippi 
out of the Calculation altogether for the reasons before given — 
Fkst by the several lines of Railway connecting the Lakes with 
the Sea-board. Secondly by the following water communica- 
tions, vid Buffalo and the Erie Canal, vid the Welland and 
Oswego, or vid the Welland and the St. Lawrence. Even under 
existing circumstances, a considerable share of business is 
enjoyed by Kingston, as much as could be expected in view of 
the facilities afforded there in comparison with those given at 
Oswego. At present there is very little difference between the 
average cost of carrying grain from Chicago to Kingston or 
Oswego. 

The Board of Trade of Kingston admits that when freights are 
brisk, the rate to Oswego is quoted often J per cent le9s in con- 
sequence of vessels going thither being sure of despatch, and 
return freights, but as a rule the rates are about the same. Both 
Kingston and Oswego must be benefited the moment the Wel- 
land is enlarged, so as to admit propellers and sailing craft of the 
size that are obtaining on the lakes ; for then it is admitted on 
all sides that there would be an immediate reduction of freight, 
ranging from 2 to 4 cents a bushel on nain on account of the 
larger, and consequently cheaper class of vessel that can engage 
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in the trade. In the year 1858, the receipts of wheat and com at 
Kingston daring the season of navigation were— 

58 cargoes in British vessels 889,948 bushels. 

46 " American " 641,011 

Total 1,480,969 

A single Forwarding Company gives the receipts from the 
United States during 1870, as follows : — 

79 cargoes in British vessels 1,127,987 bushels. 

Ill " American " 1,892,875 

Total 8,020,862 

So far as can be ascertained the total quantity of grain re- 
ceived at Kingston from United States ports last year, amounted 
to a little over 6,000,000 bushels ; of which the largest proportion 
was carried in American vessels. 

These figures are significant inasmuch as they show the 
growth of the grain forwarding business of Kingston during 
twelve years, and especially the disproportionate increase in 
Canadian bottoms. Who can doubt that tiie latter fact is owing 
in a large measure to the state of the Commercial relations 
between Canada and the United States. 

The Welland is inestimably valuable to Canada because it 
forms a part of the great route of water communication between 
the sea-board and the lakes. 

At present this route has its only water rival in the Erie 
Canal, and all the efforts of the State of New York have long been 
directed to make the latter equal to the requirements of "Western 
trade. Enterprise can do a ffreat deal, but it cannot divert trade 
from its natural channels. Artificial routes like the Erie Canal 
may compete for a time with a natural line of communication like 
the St. Lawrence, but sooner or later they must fail. On this 
point the Western people have time and again spoken, but for the 
present let us see what an organ of the mercantile community of 
New York State says on a subject all important to it ; 

" It would be folly to ignore the fact," says the report of the 
Buffalo Board of Trade for 1869, " that a great increase has taken 
" place in the trade of Canada with Europe in breadstufs. 

" The route via the St* Lawrence leads almost in a direct line 
« irom the grain growing regions of the West to those nations of 
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" Europe whose people are and will be the chief consumers of 
"the grain exported from this country. By a liberal Canal 
"policy we may arrest this diversion of Trade, and restore 
"the traffic of very many important articles which seek 
"other channels through lower rates of transportation. The 
" observer of last year's statistics has doubtless noticed that the 
" trade of Chicago with the Dominion has largely increased both in 
" imports and exports. The Canadians hope to establish a large, 
" direct foreign trade by way of the St. Lawrence, to and from 
" the West, exporting wheat by the vessels used in the trade, 
"returning with iron, salt, hardware, glass, crockery, carpets, 
"drugs, dyes, &c., and the estimated value of such imports sdone 
" foot up to $40,000,000. Would not a reduction of tolls on the 
" Canal somewhat disarrange this programme ? Two plans are 
" proposed for receiving the trade of the great West by the Cana- 
" dians. The one is, to enlarge the Canals around the rapids of 
" the St. Lawrence, and to increase the capacity of the Welland 
" Canal to a degree whereby vessels of large tonnage can pass 
" direct to and from the Upper lakes ; the other contemplates a 
" Northern route, by improving the navigation of the Ottawa 
" River, which flows into the St. Lawrence at Montreal. The first 
"route mentioned is the most Jeasible, least expensive^ easier 
" maintained, and can be made available longer during the yearT 

Coming from such a source, these words are very signifi- 
cant, they lead us to infer that the New York interest is fully alive 
to the inferiority of the Erie route as compared with the St. 
Lawrence, and determined to make an energetic eflFort, sooner or 
later, to bring back to the artificial route that trade which is 

Gradually being diverted from it. Canadians need not, however, 
ave any fears of the future of their ffreat natural line of naviga- 
tion, whilst they are themselves fully awake to its importance 
and resolved upon availing themselves of the superior advantages 
given them by Nature. 

Though the St. Lawrence route has never yet received any- 
thing like the amount of traffic which it should by virtue of its 
superior facilities ; yet it is surprizing that it has even done as 
much as it has, when we consider the formidable nature of the 
opposition it has had to contend against. The trade that should 
naturally have sought it, just as the river seeks the sea, has been 
wooed away from it by the enterprizing communities deeply in- 
terested in the prosperity of American Canals and Railways. 
The very want of a uniform system in its canals, no doubt, has 
also operated to retard the development of the St. LawrenceAgpendixo- 
navigation to a very large extent. Yet despite all the disad-J^JJf*^ 
vantages under which it has laboured, it has done an amount of 
business which is of itself a guarantee of what might be accom- 
plished under more auspicious circumstances. 
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Sy referring to the statistics of the commercial progress of 
Montreal, we can obtain a very accurate idea of the ii^nence 
which the improvement of onr Inland Navigation has already 
exercised on ihe commerce of Canada. We have already seen 
that the increase of ocean steam tonnage at that port was 51 i>er 
cent in four years ; the increase of sailmg vessels, 88 per cent ; 
and the increase of river craft 16 per cent during the same 
period. 

In 1846 the quantity of flour and wheat (reduced to bushels 
of grain) received at Montreal was 2,786,315 bushels. 

In 1855 the quantity was 2,799,372 bushels. 

In 1865, the quantity had increased to the large figure, 
6,558,754 bushels. 

In 1869, the last year of which we have official figures, the 
quantity was still greater, 12,883,458 bushels. 

The increase in shipments was equally as large in proportion, 
viz. : — 

In 1855, 495,440 bushels. 

In 1865, the quantity reached 3,972,943 bushels. 

In 1869 the quantity was 11,425,667 bushels. 

The increase in total receipts of 1869 over 1868 was 192,567 
barrels of flour, and 4,903,985 bushels of wheat, or reducing flour 
to wheat of 5,866,820 bushels. The shipments of 1869 over 1868 
increased 283,845 bushelsof flour, and 4,460, 109 bushels of wheat, 
or, reducing flour to wheat, of 5,877,534 bushels. The Bufialo 
Board of Trade might well say that "this was a remarkable diver- 
sion of commerce from our Canals." 

Elsewhere we give various tabular statistics which clearly 
show the progress of this flour and grain trade to which we espe- 
AppendixG. ^i^Uy refer throughout, because it is that branch of trade which 
' the improvement of our Inland Navigation particularly afiects 
and from which the Canals must always derive the principal part 
of their revenue. Looking at the proportions carried by canal 
and rail, we find that the Q-rand Trunk Railway has proved a 
very important competitor for the trade of the St. Lawrence. 
Flour appears to have found its way very largely by rail, but the 
corn and wheat and bulky products goby canal. The competition 
between the canal and railway appears, in fact, to have produced 
tiie same results as in th« case of the New York Canals and Bidl* 
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ways Tiz. : that the canal bnsmess of 7 months is in excess of the 
12 months business of the railway. It must also be remembered 
in this case that the charges of a railway running alongsidej a 
perfect water communication must be lowered during the summer 
months to an extent which is probably not profitable. 

Even under existing circumstances the freights from the West 
to Montreal are remarkably low compared with those from 
Chicago and other Western ports to New York vid Buffalo and 
Oswego. The Secretary of the Montreal Board of Trade gives 
figures which are incontrovertible on this point, and are verified 
by all the evidence gathered. 

According to this statement the average rate of freight per 
bushel of wheat from Chicago to New York was as follows 
(American currency) during the following years : — 

Via Buffalo, Via Oswego. 

cents. cents. 

1866 26f 27J 

1866 30J 81J 

1867 22J 22J 

1868 28 28 

1869 28 28i 

In 1868 the average rate paid per bushel by propeller from 
Chicago to Montreal was 18c in gold ; in 1869, the rate was still 
less or about 12c. 

The difference in time is so greatly in favor of the St. Law- 
rence (some ten or eleven days) 9iat the trade is actually forced 
into its natural channel despite the obstructions arising from the 
want of an enlarged and uniform system of canal communication, 
and the desperate attempt of the Erie Canal Managers to divert 
it to New York. . Even last year we have it recorded that the 
agregate receipts of wheat at Montreal were actually one-third 
of the quantity carried from the West to New York city, another 
illustration of the superiority of a natural over a purely artificial 
route. 

It only requires an energetic effort on the part of the Do- 
minion to make the St. Lawrence the great highway between 
the Sea and the West to the very base of the Eocky Mountaics. 

Into our hands must come, sooner or later, the carriage of 
the great bulk of the produce required by Great Britain, who 
now chiefly receives her supply from Kussia, Q-ermany, the 
United States, Turkey, and tiie Danubian Principalities, Chili, 
and Egypt. 
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The following statement of the respective proportions brought 
into Great Britain since 1869, from Canada and the United 
States, will be interesting. 



Ybabb 


Flour and 

Wheat Reduoed 

toBuBhdls. 


Quantity and Proportion 


Ditto from British 




from the United States. 


North America 


1860 


69,438,262 


1' 33 or 29.03 per ot. 


2,446.550 or 4.03 per ct. 


1861 


70,273,849 


2< 48 " 41.05 " «' |6,324,005 " 9.00 '« '* 


1862 


93,412,469 


4( Bl ** 43.05 ** " 


9,554,903 ** 1002 '* " 


186S 


57,657,398 


21 01 " 38.04 " <* 


6,969,949 " 10.04 " *' 


1864 


53,829,446 


li 05 " 34.09 " •< 


3,419,541 " 7.00 « <' 


1865 


48,241,297 


1 47 " 5.08 <• •' 


986,451 " 2.00 " " 


1866 


54,827,134 


] Bl " 3.04 '• « 


111,255 " O02 « « 


1867 


73.055,323 


l,,._,_B8 •' 13.00 »' " 


1,558,677 " 2.13 « '■- 


1868 


68,144,617 


12,792,993 " 18.77 '* " 


1,490,543 " 2.19 " " 


1869 


82,969,174 


28,504.479 " 34.35 " " 


6,340,153 " 7.64 « " 



In case of enlargement, and the larger class of vessels, that 
will be able to go directly to Montreal, the difference in favor 
of the St. Lawrence navigation must be increased just in propor- 
tion to the facilities afforded and the ability to get return 
freights. 

To understand the extent of decrease in freight that the im- 
provement in Navigation and in the craft employed on the Lakes 
and River has brought about, we should refer back to the Com- 
mercial statistics for the past forty or fifty years. In 1826, the 
cost of transportation from Montreal to Prescott, 119 miles was 
♦16 per ton ; thence to Niagara $8 per ton, in 1854 the cost of 
taking a ton of iron from Quebec to Chicago was just $6.50, now 
it can be taken for $3.50 by water. 

It must be admitted at once that by enlarging the the capa^ 
city of the St. Lawrence Canals, including the WeUand, we must 
increase the proportion of "Western produce shipped directly by 
the St, Lawrence. 

When the propellers mostly in use in Western Waters can 
come directly to Montreal or Quebec and there transfer their 
cargoes to the latger class of Vessels, necessary for European 
traffic or go on to Boston through the Gulf of St. Lawrence and 
the " Bay Verte Canal" (which must shorten the route to Port- 
land and Boston about five hundred miles) then freights of 
Western produce will be reduced to a minimum, and New York 
will acknowledge what it now fears, that the success of the Erie 
Canal is a. thing of the past and that the Western trade has 
followed the universal law which must obtain sooner or later 
everywhere — which no legislation can alter, no enterj^rize balk, 
that commerce always seeks the cheapest, safest, and most ex- 
peditious channels of communications witlx its markets. 
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It is an axiom in trade that the nearer yon can bring the pro- 
duce to its market without breaking bulk, the greater will be the 
saving in freight. As respects the competition of the rival routes 
between Chicago and New York via the Erie Canal, and Chicago 
and Montreal via the "Welland and St. Lawrence Canals, there 
can be no question as to which route must always be the superior. 
The one now gives 352 miles of canal, with a lockage of 675 feet, 
whilst the other, with all its imperfections, has only 71 miles of 
canal, with a total lockage of 553 feet, the remaining distance 
being river and lake. 

We have already seen how much the producer saves on freight 
by the St. Lawrence route, with its imperfect system of Canals. 
By improving the Canals to Montreal freight must be reduced at 
least 15 per cent., and the consumer of Western breadstuffs in 
G-reat Britain will secure his supply cheaper, and necessarily 
come to obtain the greater part of it from this continent rather 
than from the Eastern parts of Europe, on which he now mainly 
depends in seasons of scarcity for ms^ng up the deficiency in 
the home production. 

One important element in the consideration of the question of 
transportation between East and West is tiiat of return freights. 
New York being the great centre of the import trade for the 
West, has hitherto naturally drawn to it the commercial marine 
of all nations, and vessels carrying wheat, corn, and other pro- 
ducts of the grain-growing States, have never wanted return 
freights. Hitherto, however, the direct foreign trade with the 
West, via the St. Lawrence, has been insignificant (although on 
the increase), compared with the dimensions it might assume 
under a more favourable condition of things. • 

It is clearly our interest to try and satisfy the natural aspira- 
tions of the West in this particular. 

The Report of the Chicago Board of Trade for 1869 refers to 
this subject and shows the difficulties to which it in common with 
other Western Towns is now subject : " Efforts hitherto made 
" to induce Congress to make Chicago and other Western cities 
" ports of entry for foreign goods received via thfe seaboard cities 
" have failed thus far but will not be abandoned until their full 
" accomplishment is realized. Goods to a limited extent are now 
" received in Bond but they are subjected to examination, more or 
" less damage, detention, and expense, at the point of delivery by 
"ship which Western Merchants believe can be avoided by 
" proper regulations for their prompt delivery in bond from the 
" Vessel to responsible transportation lines subject to examina- 
" tion and appraisement at this or otiier prominent cities in the 
"West." 
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The whole question hinges on the transportation charres 
and whether the foreign goods reach Chicago by a propeuer 
running directiy from Bostoh or by the transference into the 
propeller at Montreal, the West will be equally benefited. Every- 
thing, however, will depend on the facilities it may be the policy 
and interest of Canada to afibrd. What should be the policy of 
Canada has been foreshadowed freauenthr by far seeing men 
interested in the Erie Canal route to New York. 

In 1869 Hon. Israel T. Hatch, formerly in Congress, and 
prominent for his zeal in promoting New York commercial 
interests, held out this warning to the Produce Exchange of tiiat 
city : "If the ambitious views of our people in the North West 
" originating in Chicago its commercial centre and in New Eng- 
" land with Boston, its commercial centre, could be realized, the 
*' signal flags of your line of splendid ships would be floating in 
" the ports of your rivals, Montreal and Boston, for you would 
" have to send them there to get freights. The North West aims 
" at direct trade with Europe, and Boston believes that if the St. 
'* Lawrence Canals can be enlarged they can bring their largest 
" class of propellers upon the lakes now engaged in carrying from 
*' Chicago to Ogdensburg and then by Kail to Boston, through the 
** St. Lawrence to Boston and so become respectable rivals to you 
" in the inland commerce of this country. Schemes to accomplish 
" these objects are now pending, and I do not hesitate to say that 
" I believe as certainly as that the waters of the St. Lawrence 
" will continue to flow to the Ocean that this /commercial experi- 
*^ ment will be tried to change the channels and outiets of the 
" inland commerce of this country. 

Shall it b^ said that the people, outside of Canada, alone 
appreciate the natural advantages which the Dominion enjoys by 
virtue of its geographical position, and its possession of the finest 
system of water inter-communication on this continent ? So far, 
it can be truly urged, that our public men, irrespective of poli- 
tical parties, together with the great mass of intelligent people; 
from one end of the country to the other, have ever been alive 
to the intimate connection that exists between the commercial 
prosperity of Canada and the improvement of the noble artery 
of communication afforded by the St. Lawrence. Even if we had 
not the public records, or ihe history of our Canal system, or the 
expressions of opinion in Parliament, or the utterances of tho 
public Press, to guide us in determining our policy, we have 
now in the abstracts given elsewhere a large amount of valuable 
evidence to show us the direction which an intelligent public 
sentiment has taken on this important question. All agree that 
the Welland and St. Lawrence Canals should form part of a 
uniform system of Canal navigation, that the enlargement and 
extension of one should be simultaneous with the enlargement 
and extension of the other. 
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In this connection we cannot refrain from referring espe- 
cially to the carefully prepared replies of the Board of Trade of tiie 
City of Hamilton, which are the results of the experience, not of 
any particular commercial interest, but of merchants, shipowners, 
and shipmasters, who are thorou^ly conversant with the trade of 
the lakes and its requirements. " The capacity of such vessels for 
" the proposed increased size of locks would be similar to those 
" engaged on the American side on the Upper Lakes, viz : 230 
" to 260 feet in length, 30 to 34 feet beam, with a draft of water 
" of 12 feet, and a carrjring capacity of 30,000 bushels of wheat, 
" At present first class propellers of 450 to 500 tons, and carry- 
" ing 15,000 bushels of wheat through the Welland, can afibrd 
*• to carry from Chicago to Montreal at a freight of 12J cents per 
'^ bushel, and do well at that ; and if the locks were enlarged to 
*' the suggested dimensions, then steam and sail vessels of a car- 
" rying capacity of 30,000 bushels could advantageously engage 
" in the trade between the Upper Lakes and Montreal ; and a 
" reduction in the present rate of freight might reasonably be 
^ anticipated to the extent of at least 12ji- per cent. By steamers 
" of the proposed size engaging in the trade between Montreal 
" and the Upper Lakes, not only would the large bulk of the 
" produce of the basin of the weat lakes find its way to tide 
" water by the St. Lawrence, but return cargoes of iron, salt, 
** crockery, and other heavy goods would find meir way into the 
" interior by the same route. Iron is now received from Ocean 
" Ships in Quebec, and laid down in Chicago for $3.50 per gross 
" ton, by the water route, even with our present imperfect faci- 
'* lities ; and when it is understood that the cost of haulage over 
** a railway for the same distance is at least $10 per ton, it 
" appears impossible for the rail to compete successfully with 
" water. In the race of competition, which we have inevitably 
" to run, it becomes of paramount importance to avoid all unne- 
" cessary transhipments, and by grasping every natural advan- 
" tage within our power, resolve with heart and hand, to place 
" the St. Lawrence route in a position of unquestioned supe- 
" riority to that of Buffalo, Oswego and New York, and thus 
" render our own unrivalled inland waters the great highway to 
" Europe. The people of the Dominion owe it to themselves as 
" the guardians of a noble heritage to see that the American 
" people on the shores of the great lakes have every possible faci- 
" uty given them freely to use the Welland, St. Lawrence and La- 
" chine Canals on the same terms as our own people, with a view 
" to assist in developing the enormous produce traffic that annually 
" rolls its increasing volume from the West to the Atlantic. No 
" unwise legislation should, in imitation of the crude fiscal policy 
" of our neighbours, be permitted to check the growth of a com- 
*' merce that is destined to eclipse in magnitude all the realiza* 
'* tions of the past, and all the most sanguine anticipations of the 
" future.'' 
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Nor is this language, we repeat, the mere expression of the 
opinion of a single commercial community, it is supplemented by 
the opinions of all classes of the community, through the length 
and breadth of the Dominion. 

When the St. Lawrence has become the principal avenue of 
intercourse with the seaboard, the people who live along its 
route must be largely benefitted by the tolls the trade will pay 
to the canals, then at last remunerative, as well as by the stimulus 
it will give to all branches of industry ; but there is another con- 
sideration, which is all important in the estimation of Canadians, 
and must be particularly ta^en into account in maturing a policy 
respecting the inland navigation of the Dominion. The Boards 
of Trade of the principal cities of Canada have made especial 
reference to this point in the course of their replies to the queries 
the Commissioners addressed them. The language some of tiiem 
use is so emphatic that we cannot pass it by without quoting a 
few very significant expressions. The Board of Trade of Toronto, 
i^r referrmg to the necessity of developing Western trade, say 
they are satisfied that by the deepening of the canals the trade 
with the Maritime Provinces would be increased, for then 
** it would be carried without breaking bulk from the lakes to 
" the ocean, creating thereby a reciprocity of interest, and con- 
*• necting our several Provinces more closely." T^e Com 
Exchange Association of the same city points out that under 
existing circumstances " that reciprocity of trade, upon which we 
*' must count as the only basis of legitimate commerce, and the 
" one great means of uniting the Provinces in the strong bonds 
" of mutual interest, remains undeveloped, and will continue so 
** until our water communications shall have been permanently 
" established on such a scale as to induce the building of vessels 
" suitable at once to the navigation of the lakes, the canals, and 
*• the ocean." 

These words give expression, briefly but emphatically, to the 
aspirations of the people of the Dominion, East and West, 
to stimulate trade between the different sections, and in that way 
create a feehng of mutual interest which will very materially 
strengtilien the political ties which now unite Quebec and Ontario 
to Nova Scotia and New Brunswick. 

Intimate commercial relations with one another must tend to 
dissipate jealousies, and create a truly national spirit, which will 
be the best guarantee of the stability of the edifice which we are 
now raising on the Northern half of this continent. 

Intercolonial trade has already made considerable progress 
since the establishment of the Confederation and the repeal of 
the Reciprocity Treaty with the United States ; but its propor- 
tions are stiU necessanly dwarfed by the want of facilities for 
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cheap and rapid intercourse between the diflferent Provinces. 
The enterprizeof the Q-rand Trunk Railway Company in putting 
on a line of steamers between Portland and Halifax, has done 
much to facilitate trade between Montreal and the Capital of 
Nova Scotia. The Grulf steamships, which ply between Quebec, 
Shediac and Pictou, and other ports of the Q-ulf of St. Lawrence, 
have also done a great deal towards developing a trade which, 
ten years ago, had reached its minimum jwint. Unfortunately 
the Trade and Navigation Returns, since the first of July, 1867, 
when Confederation came into operation, do not enable us to 
ascertain the progress of the trade between the Provinces con- 
stituting the Dominion, and we are consequently forced to seek 
elsewhere for information which is especially interesting to us 
at the present time. We know, however, that there has been a 
steady increase in the trade carried on in the chief staple of the 
Provinces — ^the coal of Nova Scotia and the flour of Ontario for 
instance. In 1866, Canada only exported 68,283 brls. of flour to 
Nova Scotia, whilst she sent 181,836 to Halifax alone, vid the 
Grand Trunk Railway during 1869. The total amount of ship- 
ments for four years by the same route to Nova Scotiaf and New 
Brunswick was as follows : 

1869 1868 ^ 1867 1866 

293,754 828,204 228,846 167,859 

In 1864-'65 the total quantity of flour exported from Canada 
to all British North America was only 137,681 bbls.,'S^while the 
quantity had reached 642,412 during 1869. Of this Quantity 298,- 
*764 were sent by the Q-. T. R., via Portland, and me remainder 
by steamers and sailing vessels by the St, Lawrence. The con- 
sumption of Nova Scotia coal, on the other^^hand, is steadily in- 
creasing in the Province of Quebec. Still the balance of trade is 
largely against Nova Scotia who now buys over a million and a 
haff of dollars of Canadian produce without receiving a corres- 
ponding return. 

Direct trade between Ontario and the lower x>ott8 has no 
actual existence, and cannot be developed whilst the canal com- 
tnunications above Montreal are so imperfect. An attempt was 
made not long since to employ a propeller, "Her Majesty" between 
Toronto and Halifax. That steamer carried 7,000 oarrels of flour 
or about 32,000 bushels of grain, and drew 10 feet 6 inches of 
water, but she could only go through the canals partly laden. 
Before this experiment could be fairly worked out, the boat was 
lost on the lower St. Lawrence, but it was at all events sufficient 
to show what could be done under more favorable circumstances 
of inland navigation. 

The growth of Intercolonial trade depends on cheap transit, 
since the merchandize passing between the Maritime Provinces 
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and Ontario must be of a bulky character, requiring larM vessels 
and rapid despatch to be really profitable. When a propefler can go 
direct with a cargo of coal, or other produce of the Eastern Prov- 
inces, to Kingston and Toronto, and there get a return freight of 
flour, barley and other Western produce, Intercolonial Trade will 
have entered on a new era. 

When Nova Scotia coal of the best description can be sup- 
plied abundantly and cheaply to Western Ports, a great impulse 
will necessarily be given to the transfer of the tr^e of the St. 
Lawrence and Lakes to screw steamers, a transfer already taking 
place, as we have previously shown. A wrong impression prevails 
in many quarters with respect to the value of Nova Scotia coal, 
for steam purposes ; many think it very inferior to the American 
article in this particular. The true state of the case, however, 
is that whenever it has had a fair trial, it answers steam pur- 
poses most admirably. The last annual report of the Boston and 
Yarmouth (N. S.) Steam Navigation Company gives us some im- 
portant facts bearing upon this subject. In 1868, they had to 
change the coal used in their boats, in consequence of the strike 
among the miners of Pennsylvania. Cow 6ay, Cape Breton, 
Coal was then burned during the latter part of the season. 
Fourteen trips were made in which hard coal was used, and 
eighteen with soft or bituminous. A saving of $1,000 was the 
result of the eighteen trips, The same steamer has, on the 
average, consumed forty tons of anthracite per round trip, which 
at a cost of $5.50 per ton, made $220. The round trip requires forty- 
three tons of Cow Bay Coal, which at $3.60 per ton is $154.80, 
showing a saving of $66.20 per trip, or upwards of $2,000 for the 
season. With a through trade between Toronto and Pictou, 
there is every reason to believe that coal suitable for propellers 
can be supplied at depots on the lake and river for very little 
over $4 a ton. With the canals enlarged coal freights would be 
reduced to the minimum point — a lake propeller would always 
bring back from the lower ports a cargo of coal, rather than come 
emptj— just as the English timber ships have been accustomed 
to bring the same article instead of ballast. 

Inseparably connected with the growth of Intercolonial 
Trade is the construction of the Bay Verte Canal, across the 
Isthmus connecting the Provinces of Nova Scotia and New 
Brunswick. The advantages that must accrue, not merely to 
. the Dominion as a whole, but to the commerce of the Maritime 
Provinces, are so clearly pointed out by the Boards of Trade of 
all the leading cities of Canada, and by men interested in the 
development of our commercial interests, not simply the mer- 
chants of St. John and other places in the locality of the proposed 
Canal, but merchants of Hamilton, Toronto, Ottawa, Montreal 
and Quebec, that it is superfluous for the Commissioners to do 
more than briefly refer to a few salient features of the scheme. 
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A steamer laden with flour for St. John N. B. now goes down 
the Gulf as far as Shediac, where the cargo is transported by 
rail to its destination. The total distance by water from Shediac 
through the Gut of Canso and around the coast of Nova Scotia 
to the Bay of Fundy as far as the commercial Capital of New 
Brunswick, is about 600 miles, and the consequence is that there 
is little or no direct communication between the Bay of Fundy 
Ports and those of the River St. Lawrence. By a Oanal throuen 
the Isthmus the distance from Shediac to St. John will not be 
much more than one hundred miles. 

This fact will show the insuperable'obstacle that now^exists to 
anything like extensive commerce between Montreal and the 
Bay of Fundy Ports of New Brunswick and Nova Scotia, and the 
great impulse that must be necessarily given to trade by the 
opening up of a route which will shorten distance so consider- 
ably, furnish an inland navigation from the Lakes to Boston, and 
consequently lessen freights between these points at least 25 per 
cent. 

The interests of the Maritime Provinces that will be esi>eci- 
ally benefitted will be their Coal Trade, their Fisheries, and the 
valuable products of their quarries. Pictou on the Straits of 
Northumberland now sends a large portion of its coal to Boston, 
and other American Ports, despite the high tariff which the 
selfish policy of the dominant party in Congress has imposed upon 
that article of traffic, so indispensable to the manufacturers and 
other classes of people in New England. A cargo of coal is now 
carried through the Strait of Canso (often a troublesome route in 
the Autumn and Spring) at the average rate of |2.60 gold per ton 
to Boston or $8 to New York. According to a statement given 
elsevrhere, the freight from the head of the Bay of Fundy is 
frequently as low as |1.50 and averages $1.75 to Boston, 
and |2 and $2.25 to New York. Gjrpsum, equivalent 
to coal as an article of freight, is carried from W indsor 
at the head of the Avon (less accessible than the Bay of 
Fundy terminus of the Canal) to New York for $2,25 
Gold. When we consider the shorter distance, and the lessening 
of Insurance in the autumn on account of a safer route than that 
now taken through Canso and round the Atlantic Coast of Nova 
Scotia, so exposed at certain seasons to fogs and storms, it is safe 
to estimate the saving of the freight on a ton of Coal from Pictou 
to Boston or Portland at $1 per ton. The amount therefore sav- 
ed on the 60,000 tons which now find their way to Boston would 
be $60,000. It is also obvious that the coal production of Pictou 
county would be largely increased. 

The lumber and fishery interests of the Gulf of St. Lawrence, 
both ofthe Island of Prince Edward and what is generally known 
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as the North Shore of New Brunswick, will also be benefitted 
equally with the coal trade of Picton, by their being afforded a 
safer and shorter route not only to the Ports of the Bay of Fundy 
but also to those of the Northeastern coast of the United States. 

The fisheries of the Bay of Fundy are valuable, and prosecut- 
ed with considerable energy by the population that lives along its 
borders. Shad and Herring are the most profitable source of 
trade at present, but with 3ie opening of the Canal, there must 
necessarUy be a remarkable impulse given to the Mackerel 
Fisheries of the Gulf of St. Lawrence, to which a short and 
secure route will be given not only to the inhabitants of the North 
and South Shores of the Bay but to those in the Counties of 
Yarmouth and Shelburne, who are altogether engaged in Mari- 
time pursuits. Yarmouth is the shipbuilding and shipowning 
county of Nova Scotia, — owning now an aggregate tonnage of 
over 90,000 tons, and already sends a number of schooners to the 
Gulf and Bank Fisheries, with the construction of the Canal the 
people of this section of the Dominion will be encouraged to eug^e 
more largely in the prosecution of the deep Sea and Gulf Fin- 
eries, especially of Mackerel, and to build a larger number of the 
small craft suitable for this branch of enterprize. The American 
Fishermen, who also resort to the Gulf in such large numbers, will 
find it to their interest to use this Canal, as it will enable them 
to make an additional trip every season. 

The Country lying contiguous to the Bay of Fundy and the 
the streams which flow into it is exceedingly fertile, and no 
part of Ontario or Quebec can surpass Dorchester, Hillsborough, 
Sackville, Annapolis or Kings Counties in the growth of certain 
agricultural and horticultural products. Not only will this 
Canal give freer access to this fine section, a great part of which 
is the result of the action of the tides, which have in the course of 
ages formed a soil of rare fertility, but it will enable the valuable 
stones of its quarries, the olive freestone of Dorchester, the 
gypsum of Hants and Hillsborough, the grind and scvthe stones 
in the vicinity of Cumberland Bay, as well as the Albertite of 
New Brunswick, which is unsurpassed for illuminating purposes, 
to be transported to the Canadian Market from which it is now 
virtually shut out by the difficulty and cost of transit 

All these mines and quarries are now in active operation and 
do a large business with the United States. They fie accessible 
to the water, and every convenience exists for rapid diipment. 

A vessel taking these products of the Maritime Provinces 
to Canada can return with cargoes of flour, and manufactures of 
Ontario and Quebec, which 3ie people of the Bay of Fundy 
Ports are now buying in the American market. 
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The oi>eiuiig up of this new commerce is largely a question 
of freight. The St. John (N. B.) Chamber of Commerce tersely 
recapi^ates the benefits arising from the construction of this 
as follows : 

" First : The Maritime Provinces import, say 700,000 barrels 
" of Flour annually, besides a great many other articles of bulky 
" character. 

"Second: The Maritime Provinces possess inexhaustible 
" supplies of productions required by Ontario and Quebec. 

" Third : The chief articles of import from Ontario to the 
*' Maritime Provinces, and vice versd, being bulky, the element of 
" freight, forms a large item in their value ; hence, any greater 
" faciBty for transit tending to cheapen the cost, must be pro- 
" ductive of a greatly increased demand. 

"Fourth: This Canal would not only afford the desired 
" facility for transit by rendering it unnecessary to break bulk 
" between the points of shipment and destination, but would 
" remove a great barrier to cheap freights by enabling owners of 
" vessels to secure return cargoes to Ontario and Quebec, and thus 
" build up a mutually desirable reciprocal trade which may be 
" increased to almost any extent." 

This Canal cannot be considered apart from the Canals of 
the St. Lawrence navigation. As a Canadian Canal at Sault Ste. 
Marie is the natural commencement of the improvements of the 
Inland navigation of the Dominion, so the work through the 
Isthmus of Chignecto is the inevitable conclusion necessary to 
give unity and completeness to the whole system. It is Cana- 
dian in design and must prove national in its results. 

We have considered this question of Canal improvements 
with reference to Western trade, as well as to internal or inter- 
colonial commerce, but there is another aspect in which it may 
be viewed, and that is in connection with the very important 
subject of commercial relations with the British, and especially 
the Foreign West Indies. 

Formerly the direct trade between those countries and the 
old Province of Canada was very considerable; but of recent 
years it has comparatively disappeared, though more attention 
has been directed to the subject since the visit paid, some time 
since, to those Southern latitudes by the Commissioners appointed 
by the four Provinces to enquire into the trade of the West Indies 
and South America, for the purpose of establishing, if possible, 
larger commercial relations between them and Canada. 
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As yet, however, the only sections of the Dominion that do 
any large business with those countries are Nova Scotia and New 
Brunswick. Quebec has a very insignificant direct trade with 
them, whilst there is virtually none with Ontario. According to 
the trade and navigation returns for 1869, we learn the following 
facts: — 

Exports from To South America To British W. L To Foreign WX 

Nova Scotia 1111,010 $1,421,972 1605,561 

New Brunswick 91,641 51,822 608,419 

Ontario 

Quebec 804,570 78,296 9,602 



Import! to From South America. From British W.L From Foreign W.L 

Nova Scotia 887,100 84,752 

New Brunswick... 142 211,293 88,933 

Ontario 46,032 212,081 

Quebec 267,100 

From another statement in the same returns we find that of 
the total value of Importations into Quebec from the foreign 
West Indies, viz. : $1,855,554, no smaller amount than $1,032,594 
came through the United States, Of the $198,577 worth that 
came into Ontario $194,546 passed also through the American 
Ports, 

A large direct trade must be opened sooner or later between 
the Western sections of Canada and these countries, which now 
purchase from the United States a great quantity of goods which 
can be supplied more cheaply from Canada. Tne only reliable 
figures available at present are found in the Commissioners' re- 
port of 1864. The Americans exported to South America and 
the West Indian Archipelago the following articles :— 



Flour to the vaIh a of i1 0.1 40.852 


"RroAil smA blRP.TLltfi ' 


* 479,404 


"Rnttpr * 


823,856 


flnnillpR * 


902,838 


I^VkApfiA ' 


* 805,925 


TTa-TTIA tLY\(\ bftAon ' 


888,809 


l.arA * 


* 8,797,115 


Apples * 

Vnrk * 


* 116,614 


2,267,475 


Potatoes ' 
Onions 


« 488,655 


* 80,628 


* 161,906 
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Rye, oats barley, &c. " 882,480 

Fish " 1,169,327 

Beef " 528,069 

Wheat " 144,010 

Beer, Ale and porter " 107,332 

Petroleum and coal oil " 1,025,221 

Boots and shoes " 902,038 

Timber, boards, planks, &c. " 2,889,990 

Staves, hoops, shooks, barrels and hogsheads 3,109,454 

Besides a great many other articles, unnecessary to enumer- 
ate, which can be supplied to a large extent by Ontario and 
Quebec. With the improvement of the St. Lawrence Canals, 
Ontario may be induced to embark to a certain extent directly in 
trade with the West Indies, for she possesses the products which 
those countries demand. By means of the Bay Verte Canal, a 
shorter and safer route will be open to propellers and sailing 
vessels. 

The Ontario and Quebec merchants can supply the firms of 
St. John, interested in this trade, with the description of mer- 
chandise for which there is an ever ready and remunerative 
market in the tropics, and in that same way get back sugar, 
molasses, and other West Indian and South American produce, 
which is now supplied indirectly to so large an extent through 
the United States. 

The largest class of screw steamers, which must originate 
as one of the results of improving the inland navigation, can also 
late in the autumn proceed to the lower ports, and thence to the 
West Indies, where it is quite possible for them to find employ- 
ment during the winter season, instead of laying up for five 
months in the year in Upper Canadian ports. In any case, the 
large proportion of vessels and steamers which will trade between 
Quebec or Montreal and the West Indies will generally take this 
route. 

The impulse that will be given to ship building and the 
carrying trade of the Dominion must be very considerable. Of 
late years the shipping interests of the British American Pro- 
vinces have made very great progress, and now they are entitled 
to the proud position of owning the largest commercial marine in 
the world after England, the United States, and France — ^in fact, 
it is almost equal to that of the latter country. Ship building as 
a branch of industry has almost disappeared in the United States, 
in consequence of their enormous taxation and the high price of 
labour ; and Nova Scotia and New Brunswick have now taken 
the place that Maine and Massachusetts formerly occupied on 
this continent. Not only does Canada own her ships, but she 
sails them ; her flag is to be seen in every port of the world 
where commercial enterprize has found its way. 
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The carriage of this great Western trade, the proportions of 
which can be measured by its rapid development despite the 
obstacles to its free egress to the principal markets of the world, 
must sooner or later find its way into the hands of Canadian 
shippers. New sailing vessels and propellers, better adapted to 
the sea and the lakes, must be built in the course of a short time, 
for the demands of trade must be satisfied ; and the enlargement 
and extension of our Canal system will therefore be immediately 
followed by an increase of Canadian tonnage and the general 
improvement of our shipping interests, already large for a coun- 
try whose commercial history does not extend beyond the present 
century. 

At present the Canadian carrying trade is very much crip- 
pled by the Navigation Laws of the United States, which shut 
out Canadian vessels from the coasting trade of the lakes as well 
as of the sea-bord. By reference to the returns of the Welland 
Canal, noticed elsewhere, it will be seen how large is the trade in 
the hands of American shipowners. Our vessels are now unable 
to trade between Chicago and Oswego, and must also be pre- 
vented from trading between the Ajmerican Lake ports and 
Boston or other places, with which there will be more or less 
direct trade after the improvement of our Canal system. 

Indispensable as the navigation of the St. Lawrence is to the 
Americans, we can justly claim from them as one of the condi- 
tions of its free use in the future that they should abolish restric- 
tions which are really more injurious to the commercial interests 
of their own Western country than they are to those of Canada. No 
doubt the moment our Canals are improved, and the Q-reat West 
sees the advantages the liberal policy of Canada has conferred on 
her, that her surplus wealth is no longer at the mercy of Erie 
Canal monopolists, and New York forwarders, that her produce 
has increased in value by the saving in time, and decrease in the 
cost of freight, which the St. Lawrence route offers her, that her 
import trade has also ^decreased in the cost of its transit ; 
then she will be the first to demand that these useless, short- 
sighted Navigation Laws, the relic of an age of commercial fal- 
lacies, be struck off the statute book of a people, whose true po- 
licy is the freest intercourse with the whole world of commerce. 

From the extracts we have given in the previous parts of 
this letter, the value the people of the Great West put oh the 
free use of our Canals and system of Inland Navigation has been 
clearly shown, but it is hardly necessary to point out to those 
whom we are now addressing that it has always been the po- 
licy of the Grovemment of the United States to obtain that boon 
from Canada. Mr. Andrews, in hi» valuable report submitted to 
Congress in 1852, on the subject of commercial relations between 
tiie British Provinces and the United States, said : " The free 
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" navigation of the St. Lawrence is greatly desired by all those 
" Western States bordering on the great Lakes, as their natural 
" outlet to the sea." This report had much efftect in bringing 
about the Reciprocity Treaty, the fourth article of which 
extends to the inhabitants of the United States the right to 
navigate the River St. Lawrence and the Canals in Canada, used 
as the means of communication between the great Lakes and the 
Atlantic Ocean, with their vessels, boats, and crafts, as freely as 
the subjects of Her Majesty. It also gives to British subjects the 
right freely to navigate Lake Michigan, and pledges the faith of 
the Q-overnment to secure to them the use of the several state 
canals on terms of equality with the inhabitants of the United 
States. 

The Reciprocity Treaty was a measure of mutual compro- 
mise and mutual concession ; the use of our Canals, Fisheries 
and river navigation was given to the Americans in return for 
certain quasi privileges extended to Canada. Tet despite the 
fact of the repeal of that treaty and its concessions, Canada has 
not closed her Canals to foreigners, but has given them every 
right which legitimately can be claimed by them ; and it is only 
necessary to refer to the returns of trade to see how largely the 
Americans have availed themselves of the privilege. 

Under these circumstances, we can fairly claim some return 
for the still greater advantages which their Western commerce 
must receive from the extension of Canal improvements 
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DECISION ARRIVED AT BY THE COMMISSIONERS 
CONCERNING THE FOREGMDING WORKS. 

It will be observed that the eridence laid before us relative 
to the proposed enlargement and extension of our Canal system 
for the purpose of securing to Canada a larger share of the grow- 
ing trade of the West, comprehends a wide ran^e of opinion 
gathered from all quarters of the Dominion as well as from the 
neighboring cities of the United States interested in the subject. 
In some cases it may be supposed to represent the sectional or 
vested interests of the places from which it emanates but for the 
most part it is characterized by the broad and definite views of 
the persons practically acquainted with the actual requirements 
of the trade. 

We have carefully analyzed the statements and recommen- 
dations elicited by our questions, comparing them with each 
other, and considering them in relation to our own previous 
knowledge of the subject ; and after earnest and mature delibera- 
tion in the interest of the Dominion, as to the best means of at- 
taining the desired object, we are enabled to arrive at decisions 
on the several points submitted. 

Although there is a good deal of discrepancy between many 
of the replies which have been received, both as to the proper 
lines to be improved and the proper scale of improvement, still 
we think it will be sufficiently evident, all things considered, 
after a fair comparison of the answers given by parties best 
acquainted with the wants of the trade and the existing condi- 
tion of our Canals, that there is a remarkable degree of unanimity 
in regard to all the essential requirements — so great an unanimity, 
indeed, that no person of ordmary capacity can fail to see what 
improvements are essential to the development of a proper 
Canal system for the Dominion. 

Scale of Navigation. 

Firsty then as regards the proper scale of navigation for the 
main line of water communication from Lake Superior to tide 
Water, we are of opinion that there should be one uniform size of 
lock and Canal throughout, including the Welland Canals the 
St, Lawrence Canals, and the proposed Canal at the SauU Ste. 
JXfafie. 
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That the most suitable size of lock for these Canals will be 
one having 270 length of chamber between the gates, 45 feet in 
width, and 12 feet of clear draught over the mitre sills. 

That the bottom of the Canal should be sunk at least one 
foot below the mitre sills of the locks with a width throughout of 
not less than 100 feet, to admit of two vessels passing each other 
with perfect ease in any part of the Canal, and that the slopes 
both in earth and rock excavation should be such as the nature of 
material may require for the preservation of the Canal, and the 
protection of the vessels navigating it. 

That the most suitable size for the locks on the proposed 
Bay Verte Canal will be 270 feet in length of chamber between 
the gates, 40 feet in width, and having 15 feet draught of water 
on the mitre sills. 

That the most suitable size for locks on the proposed Ottawa 
improvements will be 200 feet in length of chamber between the 
gates, 45 feet in width, and 9 feet draught over the mitre sills. 

That the proper size for the locks on the Chambly Canal will 
be 200 feet in length of chamber between the ffates, 45 feet in 
width, and of such draught over the mitre siUs not exceeding 
nine feet, as the Channel in the River Richelieu will conve- 
niently afford. 

The size of the locks and the sectional area of the Canal 
must of course be suited to the class of vessels now in use and 
best adapted for the movement of the immense tonnage of the 
Lakes. The vessel that does this work with the greatest 
economy of time and money, is the true ideal vessel of the future, 
the one that will continue to transport the most tonnage and 
consequently presents the best claims for consideration. 

The tendency in ship-building for the last quarter of a 
century on the Upper Lakes has been to construct larger vessels 
every way whether propelled by steam or sails ; while the screw 
is superseding the paddle everywhere, on the lakes as well as on 
the ocean, the relative number and tonnage of screw steamers 
is gradually increasing upon the sailing craft. 

The Lake St. Clair Flats were in former years the accepted 
gauge of the navigation. But by the combined action of the 
Canadian and United States Governments the obstacles in this 
lake have been so far removed that vessels can now pass through 
it drawing 14 feet. The channel has been dredged out to 800 
feet in width and 13 feet depth, at low water affording 14 feet 
however at the ordinary level of the lake. As fast as the channel 
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wa« deepened so the draught of the vessels increased. The iron 
screw steamer "Philadelphia" can now navigate this channel 
at all ordinary stages of the water, drawing 14 feet. Her length 
is 234 feet, beam 34 feet, and carrying capacity 1,500 tons. The 
wooden screw steamers " Nebraska" and " Colorado" are each 
265 feet in length, 34 feet in beam and 1,600 tons capacity. 

Then again as the line of navigation is extended so the long 
voyage demands larger tonnage. As an approximate rule for 
the size of a vessel for any particular route, it has been observed 
that any vessel to be properly adapted to its business should 
have one ton of measurement for every mile of her voyage, and 
as examples in illustration of the rule it may be remarked that 
the vessels plying between Chicago and Buffalo, 916 miles, now 
range between 600 and 1500 tons, while many persons of consi- 
derable experience in the trade are of opinion that a medium 
size of about 1,000 tons is best suited for tiiis route. The Ocean 
vessels laid upon the line between Montreal and Liverpool for 
a journey of 3,220 statute miles have a capacity from 2,000 to 
4,000 tons. The distance between Chicago and Montreal, 1261, 
miles, would seem, from these examples, to require that the vessels 
trading between these ports should have a capacity ranging 
somewhere between 1000 and 1500 tons. 

The superior economy of the larger vessel is sufficiently establish- 
ed by the present cost of transport on the great channels of trade 
between Chicago and Buffalo, and between Chicago and Oswego. 
On the former route, where all classes of vessels fiom 600 to 1500 
tons are in use, the average charge on a bushel of wheat, in 1 869, 
for the whole year, struck from the weekly quotations, was 5-66 
cents, while on the latter route, where the size of the vessels is limit- 
ed to 500 tons, the average cost for the same year taken in the same 
way was 11-13 cents, or a difference of 5-48 cents for only 148 
miles extra distance. Making a fair allowance for this extra dis- 
tance and the time and tolls on the Welland Canal, there is still 
a difference due to the different kind of vessel of about four 
cents a bushel. This agrees with many of the answers given on 
this point. As the price of freight to J^ingston is generally the 
same as to Oswego, there would appear to be a saving of four 
cents a bushel after the Welland is enlarged, so as to bring 
through the larger vessels. This saving is equal to the cost of 
carrying a bushel of wheat from Kingston to Montreal, and the 
same dmerence obtains whether the cereal is carried by screw 
steamers or by sailing vessels. 

The locks should not be of larger size than is necessary con- 
veniently to pass the vessels using them. To make them larger 
than the necessities of the case demand entails not only an un- 
necessary expense in cost and maintenance, that has to be borne 
by tixe vessel itself in the form of tolls to pay interest on the out- 
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lay, bat causes a waste of water and loss of time in filling and 
emptying the locks. 

Width of Lodes. 

If we had now for the first time to consider the proper width 
of the locks in relation to the most suitable breadth of beam for 
vessels adapted to the St. Lawrence trade, we should feel dispos- 
ed to limit it to 40 feet, but inasmuch as 30 out of the 64 locks 
now in use on this line alone are 45 feet wide, we think this fact 
has already established the width and, therefore, do not recom- 
mend any change. The replies on this point correspond very 
generally with this view of the case. To reduce the width of 
the St. Lawrence canals to 40 feet would exclude from them all 
the best class of steamers now running on this route, and inflict 
a serious injury upon the trade of the country. 

On the Bay Verte Canal, however, we can see no good reason 
for a greater width than 40 feet, which will take in all the largest 
class of sea-going vessels which it is designed especially to ac- 
commodate. 

Length of Locks, 

If from the length proposed for the chamber of the locks, 270 
feet between the gates, the space required for the swing of the 
gates (20 feet) be deducted, the available length for the vessel is 
260 feet, which in proportion to the width is as little as can be 
allowed by the accepted rules of naval architecture. 

The Draught, 

While some of the writers who ought to be best informed on 
the subject, recommend a draught of 14 feet and others as much 
as 16 feet, regard must nevertheless be had to the capabilities of 
the harbours, and to the engineering characteristics of our Canals, 
as well as to the prudent suggestions of moderate and experienc- 
ed men who have limited their views to 12 feet. It would be 
extremely unwise to embark in magnificent schemes, exceeding 
ttie resources of a young country with the view of introducing 
ocean vessels into our Canals and Lakes. Montreal and Quebec 
are now established seaports and natural points of transhipment, 
but under the influence of Confederation we are warranted in 
looking forward to a great development of trade between 
Ontario and the Maritime Provinces, and the interchange of com- 
modities between them can best be effected by a special class of 
coasting vessels going directly through without breaking bulk. 

Having, therefore, a prudent regard to the demands upon 
the resources of the Dominion, to the condition and capabilities 
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of our Canals and Harbours and to the actual wants of the trade, 
• we have agreed upon a draught of 12 feet as most suitable for the 
St. Lawrence route, and 15 feet as most suitable for the Bay 
Verte Canal. 

Tlie Ottawa Canal. 

The scale of improvement recommended for this route is 
the same as that of the existing St. Lawrence Canals. Locks 
200 X 46 X 9 feet and has been so fixed in consequence of the pecu- 
liar character of this river, which, when improved, as suggested 
by the engineers who have surveyed this route, by a series of 
locks and dams, making slack water navigation throuffhout, will 
A|>i>en<uxA be admirably adapted for a barge navigation similar to that 
which now obtains on the River St. Lawrence, and, as appears 
by the evidence, by far the cheapest means of transport. 

The Chambly Canal 

The scale recommended for the enlargement of this Canal 
corresponds with that suggested for the Ottawa except that the 
draught may fall a little short of nine feet in case the River 
Richelieu will not afford it without involving considerable ex- 
pense. 

As both these Canals will be principally used for the con- 
veyance of lumber from Ottawa to the American market, it is 
desirable that they should be built of corresponding dimensions. 

CLASSIFICATION OF WOBKS. 

Secondly, — respecting the relative importance of the several 
public works and proposed improvements to which our attention 
has been directed, and the order in which they should be pro- 
ceeded with, we have found it expedient to divide them into 
four separate classes, as follows : — 

Works of the first class. 

In the first class we have placed all those works which it is 
for the general interest of the Dominion should be undertaken 
and proceeded with, as fast as the means at the disposal of the 
Q-overnment will warrant. 

These works are — 

T? e Sault Ste. Marie Canal. 

The raising of the lock walls, waste weirs, and banks of the 
"Welland Canal, on the present line from Allanburg to Port 
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Dalhousie, in a permanent manner, to admit the passage of 
vessek drawing twelve feet water. 

The enlargement of the Welland Canal on the scale adopted 
for it. 

Ti:e Ottawa Canal improvements from Ottawa City to La- 
chine, and the enlargement of the Ghambly Canal on the scale 
adopted for them. 

The deepening of the navigable channel in the Eiver St. 
Lawrence between Quebec and Montreal to twenty-two feet 
draught at low water. 

The constmction of the Bay Verte Canal on the scale adopt- 
ed for it. 

The enlargement of the St. Lawrence Canals to the same 
scale as the Welland. At the lower entrance of the Lachine 
Canal another set of locks to be constructed with seventeen feet 
of water on the mitre sills forming a second line of connection 
between the Montreal Harbour and the upper basin of the 
Canal. The lands purchased and set apart in former years for 
increasing the accommodation to the trade at this point when re- 
quired, we now propose shall be used for the establishment of 
commodious docks and basins, the whole of which as far as Wel- 
lington street are to be made 18 feet deep. 

The improvement of the channel in the River Saint Law* 
rence above Montreal, by removing all obstructions in the river 
and lakes between the several can^, and also at the ingress and 
egress of these canals so as to give fourteen feet of water 
throughout. 

We consider that all the works embraced under the head of 
first class are really of so great importance, so essential to the 
welfare and prosperity of the whole country, that we feel some 
degree of embarrassment in recommending which of them should 
be first proceeded with ; but we respectftdly suggest that they 
should be undertaken in the order in which they are here 
recited, or as far as possible, simultaneously. 

Without classing the Upper Ottawa Canal, the improve- 
ments of the Rapids, of the Saint Lawrence, and the Murray 
Canal, amon^ works of the second class, the Commissioners 
resolved, on me subject of the Upper Ottawa Canal, that the 
wide discrepancy between the different Engineers' Plans and 
Estimates, one being as high as 112,058,680, and the other |24)« 
000,000, leaves them in doubt both as to the proper methods of 
improvement and their probable cost. The importance of this 
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work to the whole Dominion cannot well prospectively be over- 
estimated, and the Commissioners are of opinion tliat farther 
examination into the subject is necessary as earlv as possible, in 
order that, if found advisable, action may be taken with regard 
to it. 

As regards the improvements of the Rapids in the Saint 
Lawrence, it is very desirable that the depth of water in the 
river shoidd be so increased as to afford at least eight feet at the 
lowest water. 

The Commissioners are led to believe that this depth can be 
obtained at a very moderate expenditure, and recommend that it 
should be done as early as convenient. The further deepening 
of the channel to fourteen feet is no doubt quite practicable, but 
it may be left for future consideration. 

« 
The Murray Canal is entirely a work of local importance, and 
is not required by the general trade of the Dominion. In this 
view, wmle so many works of general importance are calling for 
execution, the Commissioners recommend that for the present 
the consideration of this canal be deferred. 

Works of the Third Class, 

In the third class we have placed the works which have been 
undertaken by private companies, which companies have received 
the necessary powers for constructing them, under special and 
most liberal charters from the Dominion Parliament ; and for 
this reason we do not feel warranted in offering any recom* 
mendation in regard to them. 

These works are, — 

The Caughnawaga Canal. — 
The Erie and Ontario Ship Canal. 

Works of the Fourth Class. 

In the fourth class we have placed that proposed work, pro- 
jected^by a chartered company which has applied for a ffrant of 
the public lands to aid in its construction, but on which we do 
not recommend any expenditure of the public resources of the 
Dominion. ^ 

That work is, — 

The Q-eprgian Bay Canal, otherwise designated in the 
Charter as the Huron and Ontario Ship Canal. 29 Vic, cap 78, 
Sept 1866. 
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Rideau Canal, 



From the evidence submitted in reference to this Canal, we 
are led to the conclusion that it is an important work, which 
onght to be maintained as one' of the public works of Canada. 
That as constructed it is quite sufficient for the wants of the 
trade, provided it is kept in good working order, and the sum- 
mit level maintained at its original height. That it requires no 
extension or enlargement, but only to be cleared of deposits 
which have accumulated in certain parts of the Canal, and to ^^^^ 
have the locks-gates, dams and sluices made reasonably water- 
tight — ^the cost of which falls naturally under the head of 
ordinary repairs and management. 

To insure a constant supply of water, at all seasons, for the 
several reaches of the Canal, but more especially at the summit, 
it is necessary that dams and regulating sluices should be con- 
structed at the outlets of the larger lakes which empty into the 
Canal, in order to retain the flood waters, and let them oflF as may 
be required during the season of navigation. Four such dams 
api>ear to be necessary to secure this object. An appropriation 
of $12,000 was made last year for this purpose, and two of these 
dams are now in course of construction. 
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ENGUNEEBINa ASPECT OP THE ENLAEGEMENT. 



We now propose to sketch the engineering aspect of the pro- 
posed improvements. 

As it would obviously be out of place in a communication of 
this nature to enter minutely into engineering questions, they 
are accordingly treated in a general way, merely sKetching their 
more salient features, but it is hoped with sufficient distinctness 
to afford a clear and comprehensive view of the subject. 



SAULT STE. MARIE CANAL. 



A survey for a canal to surmount these rapids was made upon, 
the Canada side, under the directions of the Department of Public 
Works, in 1852, some time before the existing canal on the 
American side was commenced. The results of this survey are 
now before us. There are no engineering difficulties ; on the 
contrary, every condition seems favourable to the construction, 
at a moderate expense, of a first-class canal, of the dimensions 
proposed for the Welland and St. Lawrence. 

St. Mary's Island, through the middle of which it is proposed 
to make a straight cut, is sujout half a mile in length, and is com- 
posed of a regularly stratified sandstone (Lower Silurian), which 
is easily wrought, and of such solidity as to afford a good foun- 
dation for the lock. It has a superficial covering of drift, a few 
feet in thickness, barely rising above the level of Lake Superior. 
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The distance between the deep water bays at the upper and 
lower entrances, corresi)onding with the length of the canal from 
end to end of the piers, is little over a mile. 

The fluctuations in Lake Superior are limited to a rise and 
fall of about eighteen inches. The fall in the rapids varies 
according to the different stages of the Lake and Kiver, from 
17 to 19 feet, but is generally about 18 feet. 

This survey was made at a time when side-paddle steamers 
were in the ascendant, when they had nearly reached their 
maximum of size and tonnage, and monopolized the greater 
share of the passenger and freight business on the Upper Lakes, 



The screw steamer was then on its trial, and its superiority 
in point of economy, speed, and carrying capacity, was as yet un- 
developed. 



It is not surprising therefore that under these circumstances 
the Chief Engineer of the Department proposed to build this 
Canal of sufficient size to pass the largest class of side-paddle 
steamers at that time employed in the trade. Locks 350 x 66 X 
10 feet, and the prism of the Canal 130 feet at bottom and 140 
feet at surface to admit of two steamers passing each other in 
any part of the Canal. His estimate for this Canal with the two 
locks, (which it was necessary to build when the breadth was so 
great) was $480,000. If the same amount of work had to be 
performed now when labour is so much higher, a large per- 
centage would have to be added to this estimate. 



It is believed, however, that on the more moderate scale we have 
suggested for the Canal system of the Dominion, it will be quite 
practicable to overcome the whole fall by a single lock of 18 feet 
lift, and thus avoid the expense of the regulating weirs which 
w^ould be necessary if two locks were constructed to divide the 
lift. 



This will materially simplify the construction and operation, 
reduce the quantity of work to be performed, and consequently 
the cost of the Canal and the time of passing through it. 

There are now no less than three locks of equal lift in daily 
working on the Welland Canal, and therefore fhere can be no 
doubt, that if properly constructed, a single lock will be found 
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most suitable for this short Canal, the last link in the great chain of 
the Canadian Canal system from Lake Superior to the Atlantic 
Ocean. The estimated cost for a Canal and single lock — Canal. 
100 feet bottom, 110 feet surface, 13 feet deep— lock 270 X 45 X 12 
including the entrance piers, and excavation to deep water, 
and superintendents' and lock-tenders' houses, is $550,000. 

THE WELLAND CANAL. 

The Grand River Level. 

Up to this time the navigation of this Canal has been depen- 
dent on the Q-rand Biver. 

This river takes its rise in the southern part of the County 
of Q-jey, less than thirty miles from the shores of the Q-eorgian 
Bay. In its circuitous course of one hundred and thirty nules, 
thence to Lake Erie, it, with its branches, waters the greater por- 
tion of the populous and flourishing Counties of Wellington, 
Waterloo, Wentworth, Perth, Oxford, Brant and Haldimand, and 
drains an area of 2600 square miles. 

If one-half the annual rain fall within its watershed could be 
stored up and let off as required, it would afford 275,000 cubic 
feet of water per minute or about nine times as much as would 
be necessary for continuous lockages both ways for the enlarged 
Canal. But there are no means of doing this and only a frac- 
tional portion of the supply can be utilized. It flashes off at the 
dam at every flood, and the waste is so ffreat that there is often 
in dry seasons a scanty supply, even for me smaller locks now in 
use after shutting it off from all the mills along the line. A dam 
at Dunnville, four miles from its mouth, raises the water in that 
river nine feet, making slack water navigation for 16 miles, as 
far up as Cayuga, and a feeder 21 miles in length, 26 feet at bot- 
tom, and 9 feet deep, conveys to the main line at the Junction 
the water required for lockmg both ways — towards Lakes Erie 
and Ontario. 

A vessel entering the Canal at Port Colbome is first locked 
up 8 feet to the present summit level of the Q-rand River and 
going towards Port Dalhousie begins its descent immediately, 
after passing through the deep cut at AUanburgh, a distance of 
1 5 miles from Lake Erie, and in its course crosses the Welland 
Eiver by an aqueduct at a distance of 8i miles from the lake. 

The lock at the Junction is not used so long as the Canal is 
fed from Grand River, but when Lake Erie becomes the summit 
and feeder, the water on the main line will be lowered to its 
level and this lock will then have a lift of 8 feet, and will be 
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used for all vessels and craft passing thence to Dunnville and 
Port Maitland. 

From the annual reports of the Department of Public "Works 
it appears that while the business on the Canal is continually in- 
creasing the supply of water continues to diminish from year to 
year, and in some seasons has fallen as low as 8 or 4 feet in the 
summit level. At no time, however, has the navigation been 
stopped on the main line from failure of supply in the Q-rand 
River, because of the great depth in the summit and the power 
reserved to the Superintendent of shutting oflf the water from 
the mills when it is wanted for the Canal. 

Lake Erie Level, 

While the Grand River, therefore, has continued for thirtjr- 
seven years, ever since the first opening to Port Colborne m 
1888, to aflFord a precarious supply of water, the existing condi- 
tions of the navigation were never considered satisfactory, nor 
looked upon as final. They left the most important link in the 
great chain of water communication, between two great Lakes 
entirely dependent on the stability of a wooden dam, the suffi- 
ciency of an earthen embankment, and the possibility of failure 
in the source of supply. At an e^rly day it was foreseen that as 
the country through which this river took its course was cleared 
up for settlement, and opened to the influence of the sun and 
winds, it could not be depended upon as a feeder. 

It was, therefore, wisely determined by the Board of Works, 
as early as 1843, to make Lake Erie the summit and feeder of 
the Canal, and the plans for its enlargement were arranged 
accordingly. 

It was at first intended to lock down at the Junction to 
Lake Erie level, and to raise the banks and mechanical structures 
on the summit of the main line from Allanburgh to Port Col- 
borne to that level only ; but when the Slides began in the banks of 
the Deep Cut, it was deemed advisable to raise all the banks and 
structures high enough for the Grand River level, while at the 
same time the bottom was kept down to that of Lake Erie, so 
that as now arranged this 16 miles of the main line of the Canal 
is adjusted for bom levels. 

The Guard Lock at Port Colborne is provided with a double 
set of gates made to act in opposite directions, and the walls of 
this lock, of the lock at Allanburgh, the locks into the Welland 
at Port Robinson and Welland, and the walls of the aqueduct 
are all now raised to the Grand River level. 

In the event of the navigation, at the lower level, being 
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stopped by accidents from slides, it was deemed indispensable 
that there should be the means of resorting to the higher level 
to pass oyer them. Throughout the summit level the prism of 
the Canal was intended to be excavated to 50 feet at bottom of 
Lake Erie level and llj feet deep, and the work is now very 
nearly completed. 

The direct line of the Wellwid Canal between Port Col- 
borne and Port UaUtousie, presents tiie lowest summit between 
these two lakes — ^yet on this line, nature has interposed two for- 
midable lines of defence against the waters of the upper Lake. 
The first consists of a band of stratified limestone two miles in 
breadth along the lake shore, rising eight feet above the level of 
the lake. Through this a channel has been cut 58 feet in breadth 
with vertical sides and witJi a depth of 12 feet below the low 
water surface of the lake. ^ 

The Deep Cut. 

The second line of defence is the " Deep Cut" near Allan- 
burgh, about a mile and three quarters in length, consisting of 
clay, resting in a bed of soft material of the nature of quick-sand. 
This clay cutting presents more formidable obstacles to the Lake 
Erie summit, than the longer and harder rock excavation. From 
the natural surface of the ground to the Lake Erie bottom level 
the depth at the summit of the cutis 45 feet, but in consequence 
of the spoil bank having been at first placed too near the slopes, 
the depth of the cutting since it has been widened is 60 feet. 

In the early history of this undertaking by the Welland 
Canal Company, as previously stated, it was attempted to make 
the Welland River the feeder, and it was not until they had 
succeeded in excavating two-thirds of the whole length down 
to that bottom level, that the slides occurred which closed up the 
channel, and compelled the Company to abandon their plan and 
seek a higher level. 

By means of powerful steam dredges the Deep Cut has been 
excavated to a depth of 19J feet below Grand River level, or 11^ 
feet below Lake Erie Level, and fifty feet at bottom, with slopes 2 
feet horizontal to one foot vertical ; but serious slides on several 
occasions have all but closed the channel, and their removal has 
delayed for many years the achievement of this important design. 
The work was begun in 1846, and with slight intermission has been 
prosecuted from year to year until the present time. In the last 
general report of the Minister of Public Works for 1869, the hope 
was expressed of bringing the Lake Erie water into the canal 
during the sumD^er of 1870, but settlements in the banks having 
been discovered in four different places during the season of na- 
vigation in 1869, fortunately without any accident, the lowering 
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of the water has been deferred in the hope that in the mean 
time the bank of the canal will solidify and become more secure. 

The upper i)ortion of this cut is a stiflf strong clay, i>as8ing by 
degrees as it goes below the water, into a treacherous unstable 
material resembling quicksand. When a slide occurs the bottom 
rises and the harder material at the top descends on the line of 
fracture, and takes the place of the softer material. The 
dredging operations remove the softer substance, and the 
harder clay is left as a lining to the bottom, giving greater 
resistance to the pressure of the banks. It would therefore 
appear that the only practical means of preventing slides is to 
remove the superincumbent weight of the spoil bai^ and widen 
the cut. 

Years ago a scheme was mooted of washing out the deep 
cut, and wasting the material down the valley of the Twelve 
Mile Creek, and if there had been any other place to receive the 
stuff than the harbour of Port Dalhousie, and the canal between 
it and St. Catherine's, the project might have been enter- 
tained. 

What the Enlargement requires. 

In order to enlarge the Welland Canal to the scale now 
proposed — locks 270 x 46 x 12, and canal 100 feet at bottom — ^it 
will be necessary — 

1. To construct a new canal from Thorold to Port Dalhousie. 

2. To raise the locks, banks, and weirs on the present line 
so as to give 12 feet water. 

3. To deepen the Harbors at Port Colbome and Port 
Dalhousie to 15 feet, so as to give safe entrance to vessels draw- 
ing 12 feet water. 

4. To widen and deepen the main line between Thorold 
and Port Colbome to 100 feet bottom and 13 feet depth, one foot 
below the lock sills. 

5. To build a second lock at Port Colborne, in order to 
admit more water into the canal 

6. To sink the floor of the aqueduct two feet, and possibly 
to build another aqueduct alongside of it, so as to give free pas- 
sage to the water for supplying tiie double set of locks from 
Thorold downwards. 

As the Commissioners cannot have the results of the survey 
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now in progress before closing their letter, they are unable to 
give a correct estimate of the probable cost of these works, bnt 
would respectfully submit that, as well as they can judge in the 
absence of more positive data, their cost will be about $6,550,000. 

New Line — Thorold to Pari Dalhousie. 

The construction of an entirely new line from Thorold to 
Port Dalhousie, or to some point on the present line between the 
first and second lock is imperative for the following- reasons. 

The reaches between the present locks on the mountain 
declivity are entirely too short, and of too small capacity for the 
enlarged canal. The locks are so close together that even sup- 
posing it possible to construct the large locks on this line without 
stopping the navigation, and to make use of one of the present 
walls to form part of the new locks, still the enlarged locks would 
be placed so close together that there would not be left a vessel's 
length between them. Thev would be tantamount to combined, 
locks, the operation of which is to retard the passage of vessels, 
and cripple the efficiency of the Canal. 

Therefore, as combined locks cannot be admitted on such 
an important navigation as this is, it is imperative to seek another 
line where ample basins can be established between the locks to 
admit of the passage of vessels and capable of holding an 
abundant supply of water for working the lock without drawing 
down the levels. It is believed that tiiere is no difficulty in find- 
ing such a line, and of locating the locks on the sloping ground 
descending from Thorold to Port Dalhousie, where an efficient 
canal can be economically constructed under the most favour- 
able conditions. This survey is now in progress under the 
direction of the Public Works Department. 

Lateral Cut to Niagara, 

The idea has often been discussed of making an entirely ne'w 
line of Canal from Thorold to Niagara instead of the projected 
one to Port Dalhousie, thus giving two entrances to the Canal 
from Lake Ontario. 

The inhabitants of the town of Niagara have always taken a 
lively interest in this question, and only last year a company 
was formed and received a most liberal charter from the Do- 
minion Parliament for the construction of this branch. 

A survey for a lateral cut to Niagara was made by Messrs. 
Barratt andKeefer in 1839, and again by Mr. Walter Shanly in 
1854. The estimate of the latter for a canal 12 J miles in length 
on a scale commensurate with the Sault Ste. Malie Canal, with 
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locks 850 X 75 X 12 and Canal 100 feet broad at bottom was at 
that time nearly four millions of dollars. 

More Water in Present Canal, 

While the construction of the new line is in progress it is not 
only necessary to keep up the present line to its full working 
capacity, but it is also desirable to extend further accommodation 
to the trade by making it of the same depth as the proposed en- 
largement, viz., to pass vessels drawing 12 feet water. 

For the class of smaller vessels it will be advisable always 
to maintain the existing line of locks and keep them in good 
working order. At a moderate expense, these locks with the 
bsmks and waste weirs between AUanburgh and Port Dalhousie 
can be raised and finished in a permanent manner to admit 12 
feet of water on the sills, and as this would have to be done at 
any rate, it is better to do it at once and secure a present advan- 
tage. The entrance locks at Port Colborne and Port Dalhousie 
have now the full depth of 12 feet on their sills. The second 
lock from Port Dalhousie is at St. Catherines, SJ miles from that 
port, and is of the same size, only the depth is 10 J feet on the sills. 
They are all 45 feet in width. 

The aqueduct is also 45 feet in width. Thus the part of the 
Canal where tho smaller locks obtain is confined to the eight 
miles between Allanburgh and St. Catherines. The 24 locks on 
this division are 150 x 26 J feet. They were originally designed 
and built for 9 feet draught, but some years after they were com- 
pleted the water was raised to 10 J feet by bolting down timbers 
upon the copings of the walls and by raising the banks and 
weirs. The immediate effect of this improvement was to increase 
the tonnage capacity of the vessels navigating the Canal from 
400 to 500 tons net. For the same reason another addition of If 
feet will increase the tonnage capacity from 500 to 650 tons net. 

There is no doubt that ship owners will immediately avail 
themselves of such an important addition to the carrying capa- 
city of their vessels, and thereby avoid the necessity of lighting 
through that canal, as they are obliged now to do when heavily 
laden. 

The temporary timber now used to raise the water, should 
be replaced by substantial masonry, and the lock gates weirs 
and banks should be permanently finished to the higher level. 
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BIVER ST. LAWRENCB. 
Quebec to Montreal, Distance 160 Miles. 

Before any improvements were commenced on this part of the 
St. Lawrence the draught of vessels was limited by the flats in 
Lake St. Peter to 11 feet at low water. The dredging of a 
channel through this lake was commenced in 1844 and com- 
pleted in 1865 at a cost of $1,347,018. It is 11 J miles long, 300 
wide at bottom, and nearly, if not quite, 20 feet deep at low 
water. 

As the dredging of this artificial channel proceeded, it was 
discovered that several other points in the track of sea-going 
vessels presented obstructions which likewise had to be removed. 
These are all particularly pointed out by the Chief Engineer of 
the Public Works Department in his report of the 25th January, 
1868, published in the general report of that Department forfthe 
same year. 

This marked improvement in the channel of navigation has 
given access to Montreal for a much larger and^better class of 
sea-going vessels, including Atlantic steamers of 3,000 tons capa- 
city, the efiect of which has been a considerabe reduction in the 
cost of Ocean freight, and a corresponding advantage to every 
banch of business throughout the country. 

In order, however, to benefit to the full extent* by the pro- 
posed enlargement of the Canals and to be prepared for the 
great increase of business they will naturally bring to Montreal, it 
is considered essential that still further facilities should be ex- 
tended to Atlantic vessels frequenting this port, so that they may 
be in a position to compete successfully with New York and 
Boston snipping for the carrying trade to European ports. 

Many of the larger steamers now trading at Montreal draw 
from 18 to 23 feet laden, without coal, and range from 290 to 350 
feet in length. For the security of the navigation the channel 
should be as wide as the length of the vessel, and the depth fully 
one foot more than her draught; this would require the en- 
larging the channel throughout, between Quebec and Montreal, 
to 400 feet in width and 24 feet in depth at low water. 

The cost of such an enlargement has been estimated ^by the 
chief Engineer in his report, before referred to, at $2,500,000, but 
he states that having made no examination for this purpose he 
assumes the depths shewn on the Admiralty charts as giving a 
fair idea of the channel way not included in his surveys ; con- 
sequently it is not founded on correct data, is partly conjectural 
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and merely submitted for the purpose of giving some idea of the 
extent of the work. He remarks that it is a work of great mag- 
nitude involving the removal of a larger mass of material than 
has been excavated up to the J)resent time, while it would of 
course embrace all those portions of the river where improve- 
ments have already been made, and probably other parts where 
no work was required for a twenty feet channel. 

We, therefore, recommend that the necessary surveys and 
examinations be made with a view of finding out all the places 
where obstructions to a channel 24 feet in depth are likely to be 
encountered, and that an estimate be prepared of the probable 
cost of removing them. Meanwhile the Commissioners recom- 
mend that the deepening of the channel to 22 feet depth of water 
be undertaken and proceeded with as already indicated. 

THE ST. LAWRENCE RIVEK. 

Kingston to Montreal, 178 miles 

Fall in the rapids from Lake Ontario to tide water 284 feet. 

The navigation of these rapids by steamboats was never 
thought practicable until after the completion and opening of 
the Cornwall Canal in 1842 when the experiment was tried and 
proved entirely successful. A daily line of passenger steamers 
was soon established, and for about seven months in each year 
these vessels have continued daily to descend aU the rapids be- 
tween Kingston and Montreal, affording for the pleasure travel 
in summer, one of the most delightful trips to be found in any 
jwirt of the world. 

Returning, these steamers make use of the Lachine, Beau- 
hamois and Cornwall Canals, but have sufficient power to 
ascend the upper rapids, Rapide Plat, Iroquois and Q-alops with- 
out entering the Canals. 

It is not usual, however, for freight vessels to navigate the 
lower rapids. Long Sault, Coteau, Cedars, Cascades, and Lachine 
but as they can safely descend the upper rapids, it has long been 
a favourite project with many, and one that was strenuously ad- 
vocated by the late Honorable "William Hamilton Merritt, to 
make such improvements in the channel through the lower 
rapids as would enable all vessels, and especially the propeller 
class, to pass down with safety without making use of the canals, 
thus saving both time and expense. 

For this purpose, no less than three different surveys and 
reports have been made under the direction of the Public Works 
Department for the improvement of the downward navigatioA 
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The first was made by Mr. T. 0. Keefer, in 1850, by placing 
wing dams and glancing piers at certain points and removing 
certain rocks and shoals by blasting under water, it was propos- 
ed to increase the volume of water through the navigable chan- 
nel, sufficiently to allow vessels drawing 9 feet of water to pass 
down in safety. His estimate at that time amounted to $60,000. 

The second report was made by the chief Engineer of the 
Department in 1858. After a somewhat more extended examina- 
tion of the currents, the Coteau, Cascades and Lachine rapids, 
he submitted an estimate of $120,000, predicated upon nearly, 
the same method of pier work and blasting out of the channel 
to afford a draught of 10 feet, but recommended before actually 
commencing operations that further surveys and examinations of 
the rapids should be made. 

The attention of the Department having soon after been di- 
rected to the successful operations of Messrs. Maillefort & Eaas- 
loff in submarine blasting without drilling at Hell Gate, near New 
York, arrangements were made with those gentlemen in 1854 for 
a regular hydrographic examination of all the rapids above La- 
chine and the testing of their method by firing a certain number 
of charges. Their Report and Plans dated 15th November, 1854, 
were laid before Parliament in 1856. They reported that in order 
to make a perfectly navigable channel throughout, from Prescott 
to the head of the Lachine Canal, for vessels drawing 10 feet 
water; improvements were required at the Galops, Long Sault, 
Coteau, Cedars and Cascades, the channels through which were 
to be mined out 200 feet wide and from 12 to 18 feet deep, and 
that the cost of carrying out this plan on their system of sub- 
marine blasting would be $720,000. It does not appear, however, 
that any action was taken upon this Report. 

Mr. J. B. Jarvis, in reporting on the Caughnawaga Canal, in 
1865, seems to have entertained an unfavourable opinion of the 
project, remarking that " It would require much improvement in 
" the channel to navigate a propeller of 600 tons with reasonable 
" safety through the rapids opposite the Cornwall and Beauhar- 
" nois canals," and that " no advantage can be promised to the 
" route from this source." 

With the information supplied by these Reports, the Depart- 
ment of Public Works did not undertake any improvement of 
the rapids, and consequently, up to this time, the channel through 
them remains in its natural condition. 

We have not time at present to give this subject the con- 
sideration its importance seems to deserve, but we state that in 
pur opinion by a judicious employment and combination of the 
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two systems — ^pier work for confining the currents within certain 
limits, and sub-aqueons blasting with the more powerful explo- 
sive substances now in use, nitro glycerine or dynamite — very 
considerable improvements can be made, and at a much more 
moderate expenditure than that contemplat^^d in the last estimate 
laid before the Public Works Department. 

SAINT LAWRENCE CANALh. 

An estimate was prepared by the Chief Engineer of the De- 
partment of Public Works in 1860 for increasing the draught of 
water in the St. Lawrence Canals to 10 J feet — the depth specified 
in the Address of the Legislative Assembly of Oanada of tiiie 16th 
March, 1859. The Engineer's report and estimate were pub- 
lished in the Public Works report for 1859, and were accompanied 
with copious notes, "explanatory of the circumstances, nature, 
and extent of the work to be done " in the accomplishment of this 
object. 

The draught at present is nine feet. To increase it by only 
IJ feet, the estimated cost was |1,028,000. It does not follow 
however that doubling this increase and making the draught 12 
instead of 10 J feet wiU necessarily double the cost. The differ- 
ence between raising the banks, and deepening the canal for 
IJ feet or for 3 feet may be directly arrived at, but if certain lock 
walls have to be taken down in order to sink the sills, or if the 
sills can otherwise be lowered by undersetting without disturb- 
ing the walls, the mere addition of work and material necessary 
for three feet instead of IJ feet, is small in comparison to the 
cost of the elaborate preparations indispensable in either case. 
On the other hand since it has been recommended to add 70 feet 
to the length of the locks, which was not contemplated in the 
estimate referred to, it is evident that it cannot be taken at this 
time as any measure of the cost of increasing both the length and 
draught to the scale now proposed It will therefore be necessary 
that another survey and estimate should be made in order to as- 
certain the probable cost of the enlargement. 

It is unnecessary therefore at present to enter into the en- 
gineering details respecting the manner in which the existing 
works will be affected by the proposed enlargement, but it may 
be proper to state in a general way that we do not apprehend 
any serious difficulty in carrying it out, and that we think it may 
be accomplished for somewhere about the sum of $3,150,000. 

Lachine Canal, 

From the evidence laid before us, as well as from the 
Annual Reports of thPubUc Works Dep ariment for many years 
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past, there appears to be the most urgent necessity for increased 
accommodation to the trade at the lower entrance of this canal. 

Vessels are so crowded together in the limited space 
aflforded, both in the Montreal Harbor and in the npper basin of 
the Canal, and the delays in passing the two lower locks form- 
ing the connection between them are so great as to become 
constant sources of complaint, and a heavy tax upon the business 
of this port. As the trade increases, matters are only getting 
worse. The entrance locks are proved to be altogether "inade- 
quate to the present requirements, and it is time that some 
action ^should be taken to remedy the evil, for if it is suffered to 
continue, the products of the West will be drawn into other 
channels. 

As far back as 1860 particular reference was made to this 
subject in the general Report of the Public Works Department 
for that year, setting forth the necessity for increased accommo- 
dation, and suggesting the means of supplying it, in the following 
terms : — 

" The quantity of produce now arriving at Montreal indicates 
" the necessity of providing, at an early day, for far greater dock 
" room and warehouse capacity than is at present, or is likely 
" this year to be afforded. 

" By opening new basins on the south side of the canal, and 
" deepening the channel through the middle of the large basin 
" up to them, sea-going vessels may with facility be brought in 
connection both with the Upper Lake vessels and the Grand 
" Trunk Railway, for the draught upon the sills of the two lower 
" locks has been made 16 feet expressly with this view, and the 
" reguisite quantity of land has long since been acquired, and is 
" still retained for that express purpose. 

" These basins might be proceeded with from time to time 
" according to the requirements of the trade, and it is believed 
" that the requisite accommodation can be obtained in this 
" manner, in the readiest way, and at the very least amount of 
" expenditure. Besides the advantage to the trade thereby 
" afforded, the sale of the building lots around these basins, for 
" the erection of warehouses, would alon<», in the course of a few 
" years, more than repay the cost of their construction. 

" It is unnecessary to dwell upon the importance to the trade 
" of the St. Lawrence, of having proper facilities for receiving, 
" storing, and transhipping grain and other produce, or to re- 
" count the inconvenience and loss of time it has sustained dur- 
" ing the jwist season for want of them. The mere fact that the 
" raUway, although it reaches the city which is the head of ocean 



a 



Digitized by 



Google 



79 



" navigation, possesses none of these facilities, and is as yet, un- 
" connected with the Harbour, is sufficient in itself to shew that a 
" radical, defect in the traffic arrangements remains to be re- 
" medied, and a great want supplied." 

To meet the increasing demands of the trade at this port we 
consider it indispensable that the former entrance to this canal 
should be re-opened and another set of locks laid alongside the 
present ones, in the line of the old canal, with 17 feet of water 
on the sills to admit ocean vessels into the upper basin, and that 
the whole of the canal reserve containing upwards of fifty acres, 
be laid out into docks and basins in the manner suggested in the 
report just quoted, but instead of proceeding gradujJly with the 
improvements, the whole as far up as Wellington street should at 
once be undertaken, and made 18 feet deep. 

We feel confident that the additional basin accommodation 
will be used as fast as it can be provided, and that the warehouse 
lots can be sold, as soon as they can be put into the market. 

These are not merely local works — they have a direct 
bearing upon the interests of the whole country, and are essential 
to the proper development of the canal system. 

JiVe have not had time to obtain the necessary information in 
regard to the cost of the proposed works, but in order to give 
some general idea of it, we may state that they have been roughly 
estimated at $1,350,000. Adding $3,150,000 for the enlargement 
of the St. Lawrence Canals, the total cost will be 14,500,000. 

BAY VERTE CANAL. 

The evidence submitted points out with remarkable force 
and unanimity, the necessity of opening a highway for com- 
merce between the G-ulf of St. Lawrence and the head waters of 
the Bay of Fundy through the Isthmus of Chignecto dividing 
them. 

The project of connecting these two tideways by a canal has 
been discussed for the last fifty years without arriving at any 
practical result. The perusal of the reports heretofore made by 
Royal and Civil Engineers including that of the Chief Engineer 
of the Department of public Works submitted to the legislature 
in 1869, tends rather to create a doubt as to its practicability 
than to encourage a hope of its accomplishment. 

In his several interviews with the Commissioners this latter 
gentleman represented that the surveys as far as known did not 
warrant him in saying whether the canal was feasible or not ; 
but accepting such facts as he has made known to us we cannot 
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see that nature has here placed any insuperable obstacle to the 
progress of commerce when it demands a passage through this 
Isthmus ; and therefore we submit the following special report 
on this subject by the Secretary of our Commission endorsed by 
one of our own body, both of whom are Civil Engineers. We 
think this will remove all doubts as to the practicability of the 
proposed undertaking. 



Hugh Allan, Esq., 

Chairman, Canal Commission, 

Ottawa. 
Sir, 

I beg to submit the following remarks on the practicability 
of the Bay Verte Canal. 

In the reports which have been made on this projected 
work, which for so many years has been under consideration, 
without as yet any definite action having been elicited, it appears 
that while Captain Crawley, R.E.,in 1840 pronounced it impracti- 
cable, Mr. Thomas Telford, C.E.,a higher authority in engineer- 
ing matters, when reporting on Mr. Hall's Sur\''ey of 1825, " saw no 
serious obstacle to be encountered." % 

Francis Hall had proposed an intermediate summit six feet 
above high water of Cumberland Basin to be fed by the fresh 
water streams of the Isthmus. Mr. Telford, however, observing 
that the whole of the ground over which the canal will pass be- 
tween the two tideways approached nearly to a level proposed 
the adoption of the highest spring tides in Cumberland Basin 
for the top water line of the canal, remarking that the omission 
of the extra locks on Mr. Hairs summit would greatly facilitate the 
navigation and aflford better opportunity of acquiring the use of 
the water of the adjoining districts. His estimate for a Canal on 
this summit 14 feet deep, 45 feet wide at bottom and 90 feet at 
surface, except in deep cuttings where the bottom would be 80 
feet, and top 70 feet, with locks 150 x 40 x 13 feet was <£155,898 
sterling ; but no provision was made in this estimate for piers or 
harbours at either end. 

In reviewing these several reports in 1860, the Chief En- 
gineer of the Public Works Department remarks that the adop- 
tion ofthe highest spring tides in Cumberland Basin as the summit 
level of the canal in the maimer proposed hj Mr. Telford " would 
doubtless be in many respects a serious mistake." He says the 
highest spring tides are of uncertain occurrence and at most only 
periodical, and consequently the supply would be irregular. " In 
" fact tiiie canal could only be used for a few hours at a time, and 
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** at distant interrals, whilst it would be wholly unserviceable 
" during neap tides." 

However, not to leave the advocates of the canal without 
hope, after observing that Captain Crawley could not find a suf- 
ficient body of fresh water to supply a summit above that of 
Cumberland Basin, he suggests that the " Canal would be much 
" more serviceable if the main level were made 10 or 12 feet 
below that summit," at which height he thinks it quite probable 
an abundant supply of fresh water could be obtained, whilst the 
water of the Bay of Fundy could be kept back by a lock at the 
western entrance of the canal. But whether this arrangement 
could be judiciously carried out depends entirely on the height 
and nature of the ground between the terminal points. Before 
venturing to offer a definite opinion, he recommends another 
survey and examination of the Isthmus This survey is now in 
progress under his own directions, but he has informed the Com- 
missioners that he will not be able to submit his report thereupon 
before the time fixed for sending in their present communication. 
Consequently, from the documents now before them, as well as 
from the verbal statements of the Chief Engineer himself, they 
are not in possession of sufficient information to enable them to 
offer any opinion on the practicabitity of the scheme. In fact 
as before stated the Engineer referred to would not then under- 
take to say that the project was feasible. 

It is very desirable that something more definite should be 
laid before the Commission with regard to the practicability of the 
canal, before communicating with the Government, otherwise, 
action on this important question may have to be deferred. Under 
these circumstances I feel called upon to submit an opinion on 
the subjec', expressed in general terms. This opinion, however, 
is based on the facts contained in the forgoing reports, and upon 
such farther information as I have gathered from different sources 
including that communicated by the Chief Engineer in his several 
interviews with the Commissioners, in reference to the results of 
the survey as far as known. 

The main facts are these. 

1. The turbid water of Cumberland Basin cannot be used 
for feeding the canal, nor can it with propriety be admitted into 
the canal, as from the great quantity of vegetable and earthy 
matter held in suspension, it would when quiescent soon deposit 
and fill up to the channel. 

2. The fresh water supply in the district through which 
the Canal passes, available at some certain level below high 
water in the Bay of Fundy, has been found by measurement to 
amount to 8,981 cubic feet per minute. 

11 
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8, The extreme range of tides in Onmberland Basin falls 
somewhere within 48 feet. 

4. The extreme range of tides in Bay Yerte is limited to 8 
feet. 

6. The lowest water of Cumberland Basin falls about 25 
feet below the level of medium tides, and high water rises about 
28 feet above that Level. 

6. The direct distance between the two tideways is about 15 
miles, and between the mouths of the Aulac and Tignish rivers J 
about 11 miles, and no serious difficulties are likely to be encoun- ^ 
tered in the excavation of a channel, 

7. By the construction of the necessarv artificial works at 
both ends of the Oanal, it is assumed that the entrances can be 
made practicable. 

The quantity of fresh water available at some certain level 
not yet determined, supposing the whole of it could be used for 
feeding the Oanal, is barely sufficient, after making the necessary 
deductions for leakage, absorption, and evaporation to affi)rd 
one lockage in an hour and twenty minutes or 18 lockages in 
24 hours, whereas with an abundant supply of water 70 or 80 
vessels could be put through in the same time. 

This statement Ib sufficient to show that the quantity of 
fresh water is inadequate for the supply of such an important 
public work as this is intended to be. 

It has, however, been remarked with regard to the water in 
the Bay of Fundy, that it is only at the beginning of the 
flood tnat it is so exceedingly muddy as to be inadmis- 
sible, while at high water, it is comparatively clear, con- 
taining much less foreign matter, and therefore not altogether 
objectionable if used only to supplement the fresh water supply. 
If this be so then, Telford's summit, or one a few feet lower, 
corresponding with high water or neap tides, mi^ht be foimd to 
answer all the conditions. Further information on mese x>oints, and 
especially as to the proper level for receiving the fresh water into 
the Oanal, is essential before they can be accepted as influencing 
the design. 

Should these two sources of supply, however, fail to meet 
the requirements, it does not necessarily follow that the re* 
sources of the engineering art are exhausted. If the plan that is 
cheapest of accomplishment cannot be carried out because Nature 
has not given the necessary facilities, the interest of commerce in 
this project is too great to oe baulked by an expenditure we did 
not at first anticipate. It demands the speedy opening of the 
channel, and will justify its construction almost at any cost 
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There is nothing but the additional qmantity of excavation to 
prevent the adoption of the high water of Bay Verte as the sum- 
mit level of the canal, and this maybe reduced to a certain extent 
by seeking out the lowest and most favorable grotrnd for the 
channel of communication. On this plan there will be one lock seesketch 
at the Bay Verte of 8 feet lift at low water, and three of 48 feet " 
aggregate lockage at the other end of the canal, the highest of 
wMch will have its gates set to work in opposite directions to the 
other two, serving to keep back the h^hest water of Cumber- 
land Basin, and to pass vessels in either direction and at any stage 
of the tidal fluctuations. 

The clear water of the Q-ulf would be the source of supply, 
and render the canal independent of the fresh water streams, 
while it would afford the means of washing out the mud from 
the south end of the canal, and of keeping the locks and their 
machinery clear of deposits. 

Mr. Hall's summit was six feet above the highest spring tides 
of the Bay of Fxmdy ; Mr. Telford's summit corresponded with the 
highest spring tides of that bay. The Chief Enspneer suggested 
the possibility of a summit some ten or twelve feet lower, while 
the one I have here suggested would lower it still farther down to 
the high water of the Bay Verte, some 15 or 20 feet below that of 
the Bay of Fundy. The only object of adopting any interme- 
diate summit between the high-water levels of the two tideways 
is to save expense in the cost of construction. The difference to 
the vessel in navigating the canal is immaterial as regards the 
time and convenience of the transit, but, if anything, in favour of 
the lowest summit. 

From my point of view, I am clearly of opinion that a canal 
through this isthmus is practicable ; but I would not venture to 
decide upon the most feasible plan without having first examined 
the ground, and been informed of all the details of the survey. 

All of which is respectfully submitted for the information of 
the Commissioners, by 

Tour obedient Servant, 

Samuel Kesfsb, 

M. Inst. C. E, 
Ottawa, 8th Feb., 1871. 
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Haying read all the existing rei)ort8 referring to this canal, 
and given me subject my very best consideration, I am perfectly 
satisfied that Mr. Keefer's plan is quite practicable, with or with- 
out a supply of fresh water ; and that a canal of the dimensions 
the Commissioners have decided on recommending, can be built 
for the amount estimated. 

C. S. azowsKi, C.'E., 

Canal Commissioner. 
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THE PROPOSED OTTAWA CANAL. 

The proposed improvement of the Ottawa and French Rivers forming 
a line of navigation between Montreal and Lake Huron. From 
Reports of the two Surveys made between the years 1856 and 
1860. 

The Report of Mr. Walter Shanly is dated 22nd March, 1858 

That of Mr. T. 0. Clarke for the same is dated 2nd January, 
1860. 

Both these engineers had the advantage of consulting the 
geographical results of the Q-eological Survey conducted under Sir 
wiUiam Logan, between the years 1852 and 1855, and they agree 
very nearly as to the proper line for improvement, as well as to 
levels and distances, and generally as to the method of improve- 
ment by locks and dams. Their estimates, however, are made 
on entirely different bases, and for diflFerent scales of navigation. 

The Ottawa is one of the main tributaries of the St. Lawrence. 
It drains an area of 80,000 square miles, and by Mr. Clarke's 
measurements at Carillon, discharges five millions cubic feet of 
water per minute at its ordinary stages. This is about one-sixth 
of the volume discharged by the St. Lawrence at the Cascades. 

Its course from Montreal to the mouth of the Matawan is 
nearly due west. Here it turns away to the north, and the line 
of the proposed navigation continues on in the course of the 
Matawan, rxmning in the same westerly direction to the line 
dividing the water sheds of the Ottawa and the St. Lawrence, on the 
border of Lake Nipissing. Crossing this summit, it then follows 
Lfi^e Nipissing, and descends the French River to its mouth on 
Lake Huron, a distance of 431 miles from Montreal. The low 
water surface of the Ottawa River at Ottawa City, 116 miles from 
Montreal, is 120 feet above tide water. At the mouth of the 
Matawan, 308 miles from Montreal, it is 489 feet above the sea. 
Lake Nipissing is 640 feet, and Lake Huron 574 feet above the 
same level. 

That portion of the Ottawa River between Lachine and 
Ottawa City is called the Lower Ottawa, while the part westward 
of that city is called the Upper Ottawa- 
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Mr. Shanly's estimate is made for 58 miles of canal, from 60 
to 100 feet at bottom, according to the magnitude of the obstacles 
to be overcome, and 10 to 11 feet deep ; locks 250 x 50 x 10 feet. 

It is not predicated, however, on the actual location of the 
proi)osed works at all the rapids, nor does it appear from his re- 
port that any plan was matured. He had commenced an 
elaborate hydrographic survejr of the river which he intended 
should be as accurate and reliable as the admirable survey by 
Bayfield of the St. Lawrence and inland lakes, and when only a 
small portion of the long chain of navigation had been submitted 
to the test of instrumental examination, his labours were brought 
to a somewhat abrupt termination by instructions from the Public 
Works Department. To arrive at tne cost of the improvements, 
however, he estimates the 58 miles of Ottawa Canal fthe enlarge- 
ment of the Lachine Canal included) at upwards of $870,000 per 
mile, and adding $2,250,000 for the removal of shoals, makes the 
total amount $24,000,000. 

Mr. Clarke's estimate does not include the enlargement of the 
Lachine Canal, and provides for only 21 miles of canal, with locks 
250 X 45 X 12 feet. It amounts to $12,058,680 exclusive of in- 
terest, legal expenses and land damages. It is accompanied with 
plans and sections shewing throughout the J whole Ime the loca- 
tion, nature and extent of the works proposed for the improve- 
ment of the navigation, and with detailed estimates giving the 
quantities and prices of every description of work and material 
required in their construction. 

Both these engineers aimed at providing a slack water 
navigation adapted for the largest class of screw steamers on the 
upper liJces, by a series of locks and dams and short cuts aroxmd 
the rapids. The main difierence observablebetween these plans are 

(1) Mr. Clarke's line of improvement is more in the river, hav- 
ing more dams but a less number of miles of Canal, as appears 
from the fact that including the Lachine Canal he ^ves only 29 
miles of Canal where Mr, Shanly provides for 58 miles. 

(2.) Lake Nipissing is dealt with differently. They both pro- 
pose making it the summit and feeder of the Canal, but Mr. 
Shanly proposed raising its surface 28 feet to the level of Trout 
Lake and flooding a verjr large tract of the best lands that are to 
be found in the immediate vicinity, while Mr. Clarke proposes 
raising it only 9J feet and lowering Trout Lake 8 feet, and by 
also lowering Turtle Lake 7 feet, and raising Lac Talon 21 feet, 
he reduces these four lakes all to one common level, linking them 
together and making the summit level of navigation 57 nales in 
length, thus creating a vast reservoir 330 square miles in area, 
and affording an abundant supply of water, more than suflBicient 
ior the utmost demands of the navigation. His summit will be 
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651 feet above the level of the sea and 77 feet above that of Lake 
Huron. 

In institnting a comparison between the St. Lawrence and 
Ottawa Routes, it is necessary here to point out an error which 
has been repeated in various official reports on the subject, with 
regard to the comparative distance by tiiese two rivers, between 
Chicago and Montreal. This error has tended to exaggerate the 
advantage in favour of the Ottawa, and seems to have arisen 
from assuming that the distance between Chicago and BuffiJo is 
1,100 instead of 916 miles as shewn by the recent surveys of the 
TJ. S. Topographical Engineers. 

The two lines of navigation are thus compared : — 

St. Lawrence. Ottawa. 

Lake Navigation 1,146 Miles 675 

Eiver Navigation 132 " 847 

Canal Navigation 71 " 68 

Totals 1,348 " 980 

Shewing a difference of 868 miles in favour of tho Ottawa : — 
The correct distances appear to be 

St. Lawrence. Ottawa. 

Lake Navigation 1,006 Miles 660 

Eiver Navigation 186 " 402 

Canal Navigation 71 "(Clarke) 29 

1,261 991 

Shewing only 270 miles in favour of the Ottawa. 
A comparison of Locks and Lockage will stand thus. ; — 

St. Lawrence. Ottawa. 

Number of Locks 64 69 

Feet of Lockage 663 710 

Making a difference against the Ottawa of 16 locks and 157 
feet of lockage. 

The Lower Ottawa. 

Since the very great increase of traffic of late years on the 
lower Ottawa, especially in lumber, has been such as to demand 
greater facilities of transport than the Ordnance Canals can afford, 
it has been decided to place the enlargement of these Canals or 
the construction of a new line of navigation of greatly increased 
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capacity, amongst the works of the first class^ to be proceeded 
with as soon as the means can be granted for that purpose. 

Mr. Shanly proposed a new line of Canal at St. Anne's, three 
miles in length, and to enlarge the Ordnance Canals. This 
would make altogether 11 miles of Canal, which, at the per 
mileage rate of his estimate would amount to four and a-half 
millions of dollars, for a canal on the scale proposed by him. 

Mr. Clarke's estimate for the necessary improvements on 
this section of the river, for a navigation of 12 feet draught, (in- 
cluding $136,105 for deepening the channel through Green Shoal) 
amounts to $2,255,686. 

He proposed to enlarge the St. Anne's Lock and deepen the 
channels leading to it — to dam the Ottawa at the Carillon^and 
Chute k Blondeau Eapids, and to enlarge the Q-renville Canal. 
This plan requires two dams and 7 new locks^^in lieu of the 11 
locks now in operation on the Ordnance canals. 

Without further information as to the effect of the proi)Osed 
dams we are unable at present to decide upon the most feasible 
plan, but we are of opinion that a canal of sufficient [dimensions 
such as we have suggested, can be constructed at a cost of about 
♦1,800,000 



RIVER RICHELIEU AND LAKE CHAMPLAIN. 

Lake Champlain is only ninety feet above tidej[water, and 
thirty-four feet above the St. Lawrence at Lachine, while the 
Champlain Canal connecting it with the Hudson at Albany has a 
summit, fed by Glens Falls Feeder, only 150 feet above tide water, 
and occupies the lowest, shortest, and most favourable line for a 
canal uniting these two great rivers. It is however of inferior 
capacity to me least of the Canadian canals, allowing boats of only j^p^,y^ q 
70 tons to pass from Lake Champlain into the Hudson, '^J^^r^as^w reia^ve 
barges of 230 tons can navigate the Chambly Canal, siteamers of ^^ 

600 tons the St. Ours, and boats of 100 tons the Ottawa Canals. 

This anomalous condition of these canals on the line of water 
communication between the luriiber yards at Ottawa and the 
great lumber markets at Troy and Albany necessarily limits the 
dimensions of the boats engaged in this trade to the capacity of 
the smallest canal, the class that can navigate the Champlain, 
many of which find their way to this city ; but no Canadian boat 
or barge can make its way to Troy ; and even if it were possible 
for the larger Canadian craft to navigate an enlarged American 
Canal it would still be excluded by the operation of the American 
navigation laws, and if the lumber is carried in Canadian bottoms, 
tranuiipment must take place at Whitehall. 
12 
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In the confident expectation, however, of 8eein|^ oar interna- 
tional relations placed upon a more equitable footing, it is con- 
sidered the wisest policy for Canada to enlarge all the canals on 
this line of navigation from Ottawa City to Lake Ohamplain to 
one uniform scale commensurate with that recommended for the 
Ottawa Canals, with which the lock at St. Ours already corres- 
X>onds. 

This necessarily involves the enlargement of the Chambly 
Canal, extending from Chambly basin to St. John's, 12 miles with 
74 feet of lockage and 9 locks, the cost of which we have esti- 
mated, in round numbers, at $1,500,000, and it is not considered 
necessary to make improvements in any other part of the Eiche- 
lieu. 

SUMMARY 

Of the Estimates for the Works embraced in the First Class. 

Sault Ste. Marie Canal I 550^000 

Welland Canal 6,560,000 

Lower Ottawa 1,800,000 

Chambly Canal 1,600,000 

Deepening River St. Lawrence between 

Quebec and Montreal... 800,000 

Bay Verte Canal 8,260,000 

St. Lawrence Canals. 4,500,000 

Upper St. Lawrence Eiver 220,000 

Total $19,170,000 

Georgian Bay Canal. 

It has been stated by the promoters of this Canal that En- 
gineers of high standing m England have given it the weight of 
tiieir professional sanction, but we are not aware that any of 
these gentlemen have ever visited this country or passed over 
the ground to give it that personal examination, witiiout which 
it appears to us impossible they can be qualified to offer any 
reliable opinion as to its practicability. In mis case their opinions 
must be formed on such facts only as are laid before them 
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while it is qtdte possible that other facts essential to the forma- 
tion of a proper judgment and to aflford a comprehensive view 
of thewhole question, may have been altogether omitted or over- 
looked. 

"We do not think that any of the promoters of this scheme, 
in this country have ever folly realized the enormous magnitude 
of the undertaking. 

Setting aside the estimates that have been published, which 
are merely conjectural and not to be admitted as correct, it is 
only fair tnat the public should be reminded of the facts ; that 
the proposed Canal is of equal lengtl^ with the Suez Canal, which 
has cost upwards of eighty millions of dollars and occupied 
15 years in construction. JBut it is encompassed with natural 
obstacles infinitely greater. While the Suez being on a dead 
level from sea to sea is unencumbered with a single lock, the 
Hnron and Ontario has an intermediate summit of 470 feet above 
Ontario, to surmount which requires 42 locks, and 600 feet of 
lockage. It has also no less than three deep cuts, the least of 
which is larger than the celebrated deep cut on the "Welland, 
and the largest of which exceeds it in volume of material 
eighty fold. 

The formidable cutting through the township of King, is 
about two miles in length, and nearly 200 feet deep at the 
summit. It belongs to me same geological formation as that 
through which the "Welland Canal was made, and is not unlikely 
to partake of the same uncertain character. 

It has been stated that by test pits and borings it has been 
satisfactorily ascertained that the ground consists of indurated 
clay and gravel, but it is well known to practical engineers that 
neither borings nor test pits can fully reveal the true nature of 
the material to be encountered at so great a depth, and over such 
an extended surface, and therefore there is really no certainty 
tiiiat before the excavation is half done, slides may not occur, as 
they have on the "Welland, and render the whole scheme 
abortive. 

Ill vi^ of these incontrovertible statements, it must be 
apparent to any impartial judgment, even admitting it to be 
physically possible, tiiat the cost of carrying out such a project 
would be so great as to render it commercially worthless. 

CONCLUSION. 

In urging this policy of canal enlargement and extension 
upon the mvourable consideration of the Government, the Oom- 
missioners feel that it ia the one which will best stimulate the 
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commercial development of the whole Dominion and bind all 
sections together in the bonds of mutual amity and interest. 

The expense of these improrements will be insignificant 
compared with the direct benefits Canadian commerce will re- 
ceive, and will be immediately met by the larger revenue that 
must accrue from the tolls on a vastly increased traffic. 

The contest for the supremacy of the carrying trade of the 
great West will be between New York, Montreal wid Quebec. 
Nature has given the latter cities the advantages of position and 
route, and it now only depends on enterprise and capital to deter- 
mine whether they shall be left behind in the competition for an 
enormous traffic, the control of which must elevate them to the 
foremost position among commercial communities. 

If we look at the routes of all other projected canals, the 
Ottawa, the Erie and Ontario, or the Georgian Bay ; we see that 
each and all are intended to be subsidiary to the St. Lawrence 
Route. Our duty is to improve that navigation in the first place, 
because it is the one which has been tried and found to answer all 
the purposes for which it was intended. It would be unwise to 
spend millions of public money in assisting enterprises of minor 
utility at present, when a comparatively reasonable sum can so 
improve existing works, like the Welland and St. Lawrence sys- 
tem of canals, as to answer all the requirements of Trade for 
many years to come, and with the certainty of returning a large 
income to the public revenues and giving an impulse immediately 
to the development of the commerce of the whole Dominion. 

In taking upon herself the entire burden of opening an 
avenue to the sea, through her own waters, for the trade of the 
west, Canada has a right to expect that the influence of the peo« 
pie of the "Western Stetes, (whose commerce already employing 
five-eighths of the traffic now passing through the Welland Canal, 
will be further stimulated, and whose productions will be en- 
hanced in value by the expenditure,) should be felt in the coun- 
cils of their country, and ^at all unnecessary restrictions upon 
the trade between the two countries should be abolished. 

The question is now presented, whether, under our existing 
commercial relations with the United States, it is advisable for 
Canada to embark in this expenditure without first obtaining 
such reasonable concessions as she has so clear a right to de- 
mand. She may not unreasonably expect that the navigation 
laws of the United States should be so modified as to promote 
free intercourse with Canada, and that our trade relations should 
be put on a footing mutually advantageous to both countries. 

"We have thus endeavoured to lay before His Excellency in 
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this communication, as folly as our limited time peTmitted,all tiie 
information we conld gather on these important questions with- 
out waiting until our report could be submitted. 

By the categorical method of enquiry we have taken the 
sense of the community at large on all these questions, and in 
coming to a decision upon them, our labours have been very 
much facilitated by the methodical arrangement of this volumin- 
ous evidence imder the directions of the Secretary, as well as by 
liis Ultimate acquaintance with the public works from the many 
years of Ms official connection vnth them both during and after 
construction. 

In setting forth the Canal i)olicy recommended by us, in the 
previous pages, and sustaining it by the facts and statements 
therein contained, the Secretary has been ably assisted in the 
historical and commercial portion, by Mr. J. Q-. Bourinot, who 
under his instructions, compiled the historical^'Sketch of the, 
Canals from official documents and other sources of information 
^thin the archives of the Dominion, and the commercial and 
statistical statements from the evidence submitted and from such 
farther information as could be collected in the course of this 
enquiry. 

We have the honor to remain, Sir, 

Your obedient servants, 
^/Aj HUGH ALLAN, 

C. S. GZOWSKI, 

D. D. CALVIN, 

P. aAENEAU, 

ALEXANDER JARDINE, 

S. L. SHANNON, 
Samxjsl Kbefeb, 

Secrttaty. 

Ottawa, 24th February 1871. 



Chairman. 
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John A. Macdonalo, ] 

^%. o^' \ LISGAR. 

VICTORIA, by the Grace of Gk)d, of the United Kingdom of 
Great Britain and Ireland, QUEEN, Defender of the Faith, 
&c., &c., &c. 

To Oasimib Stanislaus Gzowski of the city of Toronto in 
the Province of Ontario, Esquire, Civil Engineer ; Delino Dexteb 
Calvin, of the township of Wolfe Island in the County of Fron- 
tenac, in the Province aforesaid, Esquire ; George Laidlaw of 
the said city of Toronto in the Province aforesaid, Esquire ; Hugh 
Allan of me city of Montreal in the Province of Quebec, Bs- 
^[uire ; PiEEBE Garneau of the city of Quebec in the said Prov- 
ince of Quebec, Esquire, Merchant ; the Honorable "William J. 
Stairs of the city of Halifax in the Province of Nova Scotia, and 
Alexander Jardine of the city of St. John in the Province of 
New Brunswick, Esquire, Commissioners for the purposes here- 
under set forth : — And to Samuel Keefer of the town of Brock- 
ville, in the county of Leeds in the said Province of Ontario, Es- 
quire, Civil Engineer, Secretary of this Our £oyal Commission, 
and to all others to whom these presents may come or whom the 
same may in any wise concern. 

Greeting,— 

Whereas it appears to us that the improvements required for 
the development of the trade of the Great Western country and 
the affording of such means of access to the sea-board as may best 
be calculated to attract a large and yearly increasing share of that 
trade through Canadian waters, as well as a thorou^ and com- 
prehensive improvement of the canal system of Our Dominion of 
Canada on such a scale and of such a character as would best tend 
to afford ample facilities for the expansion and due development 
of its growing trade and commerce, are objects of the highest 
importance to Our said Dominion. 

Now THEREFORE KNOW YE that reposing especial trust and 
confidence in the loyalty, integrity and ability of you the said Cas- 
iMiR Stanislaus Gzowski, Delino Dexter Calvin, George 
Laidlaw, Hugh Allan, Pierre Garneau, William J. Stairs, 
Alexander Jardine, and Samuel Keefer, we of Our especial 
.. grace, certain knowledge and mere motion, and of Qi^ Royal Will 
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and Pleasure do, by these presents, under and in pursuance of 
the Act of the Parliament of Canada made and passed in the 
thirty-first year of Our Reign, chaptered number thirty-eig;ht and 
intituled "An Act respecting enquiries concerning pubhc mat- 
ters'' nominate, constitute, and appomt you the said Casimib 
Stanislaus, Q-zowski, Delino Dextek Calvin, George Laid- 
LAW, Hugh Allan, Pierre Q-arneau, William J. Stairs, 
Alexander Jardine, and such other person and persons as We 
may think fit by order of Our Q-overnor-General in Council to 
add to this Our Commission to be Our Commissioners for the pur- 
poses following, that is to say : to institute and make a thorough 
enquiry as to me best means of affording such access to the sea- 
board as may best be calculated to attract a large and yearly in- 
creasing share of the trade of the North Western portion of North 
America through Canadian waters as well as a thorough and 
comprehensive improvement of the canal system of Our said Do- 
minion on such a scale and of such a character as woxdd best tend 
to afford ample facilities for the expansion and due development 
of its growing trade and commerce ; and in such enquiry to con- 
sider the whole subject in all its bearings as well in a commercial 
as in an enffineering point of view, with the object of obtaining 
such reliable information thereupon as may famish the necessary 
€[ata on which to base a plan for the improvement of the canal 
system of Our said Dominion, of a comprehensive character, and 
such as will enable Canada to compete successfully for the transit 
trade of the Great Western country, and especially to enquire 
into the public works and improvements hereinafter enumerated, 
that is to say : — 

1st. The Welland Canal and the ^argementihereof. 

Slid. The St. Lawrence Canals and the enlargement thereof.' 

8rd. The deepening bf the channels through the Eapids of 
the river St. Lawrence. 

4th. The deepening of the said river in its most shallow parts 
between tiie cities of Montreal and Quebec. 

6th. The Bideau Canal and its improvement and the de- 
velopment of trade through the same. 

6th The construction of a canal at the Sault de Ste. Marie 
between Lakes Superior and Huron. 

7th. The construction of a canal between the St. Lawrence 
at CaUghnawaga and Lake Champlain. 

8th. The improvement of the river Kichelieu, and Lake 
Champlain line of canals. 



Digitized by 



Google 



99 



9th. The completion of the MofttreidtaidLak^Htif^iis^fBi^ 
of navigatiou via the Ottawa and French rivers* 

10th. The constroction of the G-eorgian Bay Canal to cofiitect 
the Q-eorgian Bay with Lake Ontario. 

11th'. The construction of a canal in the Township of Mur- 
ray through the neck of land lying between Lake Ontario and 
the Bay of Quinte, and 

12th. The construction of a canal through the Isthmus drnd*" 
ing the Bay of Fundy from the Gulf of St Lawfence at Bay 
Verte. 

And also to enquire as to which of the said several w«»rkg, 
and improvements hereinbefore mentioned andreferFedfto oBgbt 
in tiie judgment of Our said Commissioners to be made and con- 
structed for the purposes aforesaid ; and in what or4ei* they res- 
pectively should be proceeded with; askd of whs^ dimensi^iiu 
and depths they should be constructed ; and the pirobable cosiotf 
the construction of such several worke and improyem^nts respeq^ 
tively : and genei^ly to enquire into and ascertain and report 
folly on the whole subject in dl itsbearing, making such recom- 
mendations as may s^pear to you Our said Commissioners hereby 
appointed and to such other person and persons as We may thin^ 
fit by order of Our Qovemor-Q-eaiieral in Council to add to this 
Our Royal Commission, to be likely to contribute to the better 
accomplishment of the said object so in view* 

To have and to hold^ the said of^ce of Commissioner as afore- 
said unto each and every * of you Our said Commissioners above 
named and to such other person and persons as "Vfe may think fit 
to add to this Commision as aforesaid during Our Koyal pleasure. 

And we do further hereby require you Our said Commis- 
sioners to associate with you as Commissioners under this Our 
Royal Commission all sucn person or persons as We may think 
fit by qrder of 0\\v Oovemor-Qeneral in Council to add to this 
Commissiott as Commissioners thereunder. 

And we do farther nominate, constitute and appoint you the 
said Samuel Keeper to be the Secretary of and to the said Com- 
missioners.. 

And it is Our further will and pleasure and "We do, in pur- 
suance of the statute in that behalf, confer upon you, and each of 
you. Our said Commissioners above named and such other per- 
son and persons as "We may think fit to add to this Our Royal 
Commission as aforesaid the i)ower of summoning before you any 
party or witnesses, and of requiring them to give evidence on 
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oath, (or on Bolemn affirmation if they be parties entitled to affirm 
in civil cases) orally or in writing, and to produce such docu- 
ments and thinp as you Our said Commissioners may deem re- 
quisite to the mil investigation of the respective matters into 
which you are hereby appointed to examine and enquire. 

And "We do hereby enjoin and require that a majority of you 
Our said Commissioners hereby appointed and such other person 
and persons as We may think fit to add to this Our Boyal Com- 
mission as aforesaid shall be held to be, and be a quorum for the 
transaction of business and tibie carrying out of the purposes of 
this Our BrOyal Commission. 

Of all which Our loving subjects, and all others whom these 
presents may concern are hereby required to take notice and to 
govern themselves accordingly. 

In testimony whereof we have caused these Our Letters to 
be made patent, and the Great Seal of C^ada to be hereunto 
affixed, witness : Our Bight Trusty and "Well Beloved the Bight 
Honorable John, Baron Lisgar of Lisgar and Bailieborou^, in • 
the County of Cavan, Ireland, in the Peerage of the United King- 
dom of Great Britain and Ireland, and a Baronet, one of Our Most 
Honorable Privy Council, Knight Grand Cross of Our Most Honor- 
able Order of the Bath, Kniffht Grand Cross of Our Most Distin- 
guished Order of Saint Michael and Saint George, Qt)vernor- 
General of Canada, and Qt)vemor and Commander-in-Chief of 
the Island of Prince Edward, 

At Ottawa this sixteenth day of November in the year of Our 
Lord one thousand eight hundred and seventy, and in the thirty- 
fourth year of Our Reign. 

By Command, 

(Signed), J. C. AIKINS, 

Secretary of State. 
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ABSTRACTS of the EVIDENCE 



LAID BEFOBB 



THE COMMISSIONERS. 



1st. The Welland Canal. 

2nd. The St. Lawrence Canals. 

8rd. The St. Lawrence River and Bapids. 

4th. The St. Lawrence River — Montreal to Quebec. 

5ih. The Rideau Canal. 

6th. The Sanlt Ste. Marie Canal. 

7th. The Caughnawaga Canal. 

8th. The River Richelieu and Chambly Canal. 

9th. The Ottawa Navigation. 

10th. The Georgian Bay Canal, 

nth. The Murray Canal. 

12th. The Bay Verte Canal. 

18th. The St. Peter's Canal. 
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APPENDIX A. 



WELLAXD CANAL 



I4 To what extent should the "Welland Oanal be enlarged, viz ; — To what 
depth of water, to what width of locks, and to what length of cham- 
bers between the gates ? 



S. D. Woodruff, St. Catharine's, 

Superintendent Welland Canal Office. 


0. 






Looks of these dimension will admit the passage of craft eii^r 
way through the St. Lawrenoe Canals, with exception of 
de^th. With this depth in sills, harbours can be made 
easily to correspond j now with high water yessels can enter 
the harbors with nearly this draught. 

It may be adyisabie to make the locks not less than 230 feet 
in length (that of Fort Colbome is of these dimensk>ns) as 
more suitable for propellers and sailing craft. Although the 
width may be greater than necessary for such crafty still it is 
desirable to have locks oommensumte with size of vessel 
passing through the St. Lawrence. 


12 

lOi 
12 


45 

■ 

45 
45 


260 


J. W. Winn, Montreal. 

Deems uniformity of locks in all Canals indespensable, and re- 
commends as standard present depth of WellMid, with 
length and width of St. liiwrence canal locks, viz : 

This enlargement would involve moderate labour and expense, 
and not serve to divert trade from Canadian ports toOiiwego 


200 


and Ogdensburgh, as would be the probable result of *^a 
greater depth. 




6^. E. jAQtJSS, Montreal. 


250 
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A. R. McGiBBON, Montreal. 


1^ 




y 


Canals, am hereafter decided. 


12i 
14 

121 
12 

12 


70 

45 
75 




David McLean & Co., Montreal. 

Reoommend enlargement for passage of largest vessels now 
tradinff on the Upper Lakes, and 25 per cent orer as every 
year the craft of those waters are increasing in sise and 
Western harbours are being dredged to supply the necessary 
depth. 




Hon. Malcolm Cameron, Ottawa. 

Would, of course, deepen the St. Lawrence, Beauhamois and 
Lachine Canals to same depth. At present greater depth 
Would entail too much expense. 


9 


Board of Trade, Toronto. 

Or of equal size to the Sault Ste. Marie after the enlargement. 


350 


Corn Assocution, Toronto. 

Earnestly recommend that the capacity of the Welland should 
be equal to the dimensions of Sault Ste. Marie. 




Arthur Harvey, ( Tnr™f/. 
W.H. HowLAND, ^Toronto. 


210 


J. H. INOERSOLL, St. Catharine's. 


• • a • 


Board of Trade, Ottawa. 

Same dimensions as Sault Ste. Marie Canal. 
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21 
1 


Board of Teade, Kingston. 

* 


m 

14 

14 

over the 

Mitre 

SiU. 

12J 
14 


37 
45 

45 

45 

37 
75 


200 


George Fellers, Mayor of Sandwich, ) 
for Duncan Stuart, of Detroit. ) 


275 


Montreal Corn Exchange Association. 

Recommend enlargement vsithout delay to such a capacity as 
wiU admit the largest steam vessels trading on the Upper 
Lakes. 




Board of Trade, Toledo. 

Depth same as St. Clair Flats. 


215 


Oswego Board of Trade. 


250 


Town Council of St. Catharine's ) 
per J. Q-. CuRRlE. ] 


200 


F. S. HoLCOMB, Toronto. 

He says that experience is divided as to the size of locks re- 
quired. Ihe Americans are adopting 14 feet as the standard 
over the St. Clair Flats and in the Sault Ste. Marie Canal. 
This would seem to indicate what policy we should pursue to 
control Western trade. 


350 


W. H. Smith, Master Mariner, Owen Sound. 
Welland and St. Lawrence should correspond. 
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Board of Trade, London. 

Recommend deepening the St. Lawrence and W611and CanalB 
to admit ocean going vessels with full cargoes. 



Board of Trade, Windsor, 0. 



Board of Trade, Stratford, 0. 

Recommend enlargement of the Welland so as to allow the 
largest class of sailing vessels and steamers now navigating 
the Upper Lakes to pass through* 



Chamber of Commerce, Milwaukee. 



Allan Gilmour, Ottawa. 

Is of opinion that when it is deemed necessary or judicious to 
enlarge this Canal it should he done in keeping with the 
depth of water in the principal shipping ports of the Lakes, 
and the size of vessels now m use or likely to be used in the 
Lake trade. 



Board of Trade, Chicago. 



Board of Trade, Guelph. 

Express their belief that the Canals at present in use ought to 
be enlarged sufficiently to enable vessels of (say) 14 teet 
draught to pass. 



Board of Trade, Detroit 
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15 



14 



15 to 16 






45 



275 



50 



300 



35 to 40 



250 

to 

300 



45 to 55 



250 

to 

275 
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1 


Adam Brown, Hamilton. 

The Welland and St Lawrence Canals should be enlarged to 
admit vessels of not less than 1000 tons measurement — in- 
deed of 1500 tons. 


12 
12 

14 
14 

12 


36 
45 

35 to 40 
35 to 40 

45 




F. Wilson, Port Dover. 


180 


Board of Trade, Hamilton. 

(Send opinion of Ship Masters and Ship Owners, Ac, of Hamil- 
ton, and adopt them as their own.) 

The St. Lawrence Canals, including the Beauhamois and La- 
chine, should have the same depth of water and size of locks 
as the Welland. 


(250 
J to 
(275 


Board of Trade, Stratford. 

(The Secaretary only sends replies of the Secretary of the 
Chicago Board, which are already given. 


(250 
i to 
(300 


Angus Morrison, Vice-President, ) 
Ontario & Erie Ship Canal Company. ) 

Replies to this question and following one's are identical with 
U)Ose of Secretary of Chicago Board of Trade, who revised 
them. 


(250 

i ^ 

(300 


Alvin Bronson, Oswego. 

Who has had a life long connection with the trade of the Lakes 
advocates an enlargement of the Welland to accommodate 
sail vessels and propellers of about 750 tons burden of the 
best models, excluding side wheel steamers and large prmed 
Government vessels. Locks of. 


200 


would meet the wants of these 750 ton vessels. He believes 
that these locks will be sufficiently ample for the internal 
commerce of the Lakes, the lower Provuxces and New Eng- 


excl. of 
gates. 
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land. It would not be a wise policy to build larger locks which 
would involve considerable expense and cause a strons cur- 
rent in the Canal, and delay in working thenii and all this to 
Srovide for a few and rare ca^es where large vessels would 
esire to pass them to and from the ocean. 

In anticipation of an enlargment of the Welland| the property 
holders on the West side of Oswego have expended $100,000 
to obtain 12 feet of water on that size of the river. The ob 
jections to large locks and deep Canals are :— 

^tr^^— -Their cost to the Government and the necessi^of high 
tolls on the conmierce, thereby imp%iring their utility. 

Second, — ^The necessity they impose upon the whole lake region 
of a large and often repeated expenditure of money on 
harbours and rivers to meet the wants of a large class of 
vessels ^ with a tendency to throw the lake trade into the 
hands of large capitalists, or associations of wealth, to the 
exclusion of men of smaller means ; or, of a few cities ol 
large population, able and wiling to make large disburse- 
ments on their harbours, to monopolize the traffic of the 
lakes, to the exclusion of their less opulent competitors. 

Third. — ^It is believed a large portion of the future traffic of 
the lakes will seek propellers ; these, if constructed of wood, 
and more than 200 feet long, will require heavy and ex- 
pensive prches, augmenting their cost, and dimimsning their 
carrying power. 



Chables Howard, New York. 

These locks will be large enough to admit yessels of 800 tons 
and would allow deep sea-going vessels of 1000 tons to pass 
two-thirds loaded. 



Edsall & Wilson. 
A. Wright, M.P, 



The Welland should be enlarged to same extent as the Sault 
Ste. Marie. 



Hon. John Young, 

President of Dominion Board of Trade. 

Urges enlargement so that propellers of 850 or 900 tons, now 
in use on the Upper Lakes, may descend from LakeSuoerior 
or Michigan to Montreal or Quebec, or proceed on to Halifax 
without breaking bulk. 



1^ 






12 



12. 









36 



200 



50 



250 
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What is the most suitable size of vessels, with reference to the ffeneral 
capabilities of the navigation, in order to carry produce from Chicago, 
to any port on Lake Ontario, on the most economical terms, and which 
kind — ^whether steamer sail vessels — are likely to be the most suitable ? 



Or. E. Jaques, Montreal. 

Says that to conduct the Western trade and direct it by the St. Lawrence route, both steam 
vessels and sailing craft are required — each carrying from 15,000 to 20.000 bushels 
grain, or its equiTalent in rolling freight, like flour, pork, &c. 



Board of Tbadk, Toronto. 

1. From 35,000 to 50,000 bushels capacity. 

2. Steam vessels are likely to be most suitable. 



W. H. Howi^; I Toronto. 



Vessels of not less than 25,000 bushels capacity, Sailing vessels most profitable if canals are 
not deepened ; steamers otherwise. 



BoABD OF Trade, Ottawa. 

Propellers' length 320 feet, beam 70, draught 11 ft. 6 in. The trade of Lake Superior has to 
be taken into account, as during the incoming season the grain trade of Minnesota rwhich 
is now 20,000,000 bushels) will be enabled to pass down it by the Duluth and St. Paul 
R. R., and the Northern Pacific from Duluth to Georgetown on Red River, whence there 
is steam navigation to Fort Garry. 



Board of Trade, Kingston. 

Sailing vessels for 30,000 bushels. 



G. Fellers, Mayor of Sandwich, 

for DuNOAN Stuart, of Detroit. 

^th carnal enlarged propellers of 1,500 tons, 250 feet long, 15 feet depth of hold and 37 to 
40 feet beam, would be best craft. Such propellers with low pressure engines would c^st 
from $95,000 to $100,000, American currency. 



Board of Trade, Toledo. 

1,000 tons— steam is most economical. 



Hugh McLennan, Montreal, (Manager of Transportation Co.) 

Sailing vessels of 20,000 capacity are most suitable for present harbours, as well as in refe- 
rence to lengUi of voyage. 
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Board of Tbaj)E, Oswego. 

Experienoe on Upper Lakes ahews that the largest olaas of aaUkvg ▼dsseli and propellers, 
no^ plying on these waters, oarry property at the cheapest rates, and therefore the Canal 
should accommodate craft of the largest sise. Yet an open question which dass most 
economical, but highly probable, taking competition with railways into aocoont, steam 
craft must, before long, control the carrying trade. 



Town Council, St. Catharine's. 

Vessels of 185 feet in length and 34 in beam are likely to be most suitable : would cany 
40,000 bushels of grain. 



W. H. Smith, Owen Sound. 

35 to 40,000 bushels ; draft of water 11 ft. 6 in. 
Steam vessels. 



Board of Trade, Windsor, 0. 

Propellers that would carry about 1,500 tons. 



Chamber of Commerce. Milwaukie. 

35,000 bushels capadty. 

800 tons register. 

1,200 tons actual. 

Sail is cheaper— either suitable. 



Allan Gilmour, Ottawa. 

Believes that little, if any, benefit would arise fk^m the employment of largw vessels than 
now navigate these lakes — many of these being quite up to the capacity of the chief har- 
bours on the lakes. He understands that powerful steam tugs, with hu'ge barges lightly 
masted and rigged for sailing under favourable circumstances only are now doing a 
considerable portion of the lake trade, that of carrying lumber particularly ; and they 
do it more cheaply and expeditiously than vessels dependent only on sail. The carrying 
trade might be advantageously extended in this way. 



Board of Trade, Chicago. 

Sail most in use now, and likely to be*, capacity of 35,000 to 50,000 bushels most profitable. 



Board of Trade, Detroit. 

Freight can be carried cheapest in the largest cKss of vessels, allowed by depth of water in 
our harbours and Canals— probably from 1,000 to 1,500 tons, but tendency decidedly in 
fiftvour of steam on account of greater despatch. 
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Adam Bbown, Hamilton. 



Large vessels can be worked at comparatiTely less coat than small ones. Steam vessels 
would oarry grain from Chicago to Montreal at less cost owing to heavy expense for 
towing on the St Lawrence Qmals, and the time that would be saved. 



0-. Wilson, Port Dover. 

steam. 
BoABD OF Tbade, Hamilton. 

Under existing circumstances, steam vessels carrying 15,000 bushels, and saOlng craft carry- 
ing from 15 to 18,000 bushels, are most smtable. Steam is believed to be increasing fiaster 
than sail— a fact which shews it must be found most profitable. 



Alvin Bbonson, Oswego. 

See answer to question L 

The enlargement he there recommends, will add 50 per cent, to the present capacity of the 
canal and locks, and the burden of the sail and steam vessels, giving them 24,000 bushels 
of wheat instead of 16,000 or 720 tons in place of 480, of the most approved models. 

Future traflSc is likely to seek propellers. 



Chables Howabd, New York. 

Experience has clearly established the fact that vessels over 700 or 800 tons are not so pro* 
fitable on these lakes as vessels of less tonnage, even when they are not compelled to pass 
through canals, and the records of our underwriters fully prove that small vessels are 
much safer on the lakes and equally as safe at sea. With few exceptions none of our 
harbours admit of vessels of over 12 feet draft of water in good weather, while it is hasard- 
ous to enter most of them, when drawing over 10 or 11 feet in a storm. Nature han placed 
barriers in front of most of our harbours -, also wide flats across some of our greatest 
thoroughfares that will in spite of art, for ages to come, make it necessanr to buud li^ht 
draft vessels. In his opinion there will be always more vessels employea on tiiese lakes 
mider 500 tons than over. 

Besides no sail vessel over 700 or 800 tons could safely navigate the lakes even if the har- 
bours and canals were deep enough. Square rigged vessels cannot have sufficient sea-room 
— they would be stranded before they would be put in **trim." The only vessels suitable 
for this navigation are what are called <<fore and aft'' rig. Vessels of 700 or 800 must 
luive three masts or the sails will be too large for safety or convenience. Such as are de- 
signed for foreign voyages could be *%quare rigged*' forward with the <*mahi'' or mizaen'' 
mast rigged <<fore and aft" This <<rig" would answer well for both lake and ocean trade. 

In his opinion the lake trade will continue to be about equally divided between sail vessels 
and propellers. 

He writes from experience — ^most of his life havinff been spent in the commerce of the lakes 
—as early as 1829 he discharged a cargo at St Catharine's. 
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Edsall & Wilson. 

steam for through traffic ; from 800 to 1,600 tons with enlarged lookn. 
Sail for long shore traffic. 

A. Wright, M. P. 

Propellers with a draught of 12} feet. 



3. What classes and sizes of vessels — Whether steam or sail — are now em- 
ployed in the trade between Chicago and Buffalo and between Ports 
on Lakes Superior, Erie and Michigan ? 



Board op Trade, Toronto. 

All classes from 100 to 1,000 tons. 

Arthur Harvey, ) m x 

The trade between Lakes Michigan and Erie is chiefly carried on by sailing vessels, but 
between Superior and other lakes, chiefly by steamers. Sailing vessels from 100 to 800 
tons ; steamers from 100 to 1,200, but from 400 to 900 tons principally. 



Board of Trade, Kingston. 

Classes firom 10 to 50,000 bushels ; sail and steam. 



Or. Fellers, Mayor of Sandwich, 

for Duncan Stuart, of Detroit. 

steam and sail varyii^g from 300 tons to 1500 capacity. At present there is only one of the 
latter class. 

The screw steamer Philadelphia^ which haa been very successful on Western Lakes. Steam 
must ultimately be entirely used. 



Board of Trade, Toledo. 

Various classes— steam, sail and barge8-^7,000 to 45,000 bushels capacity, or 150 to 1,500 
tons. 



Board of Trade, Oswego. 



Propellers and sail vessels of all sizes up to a capacity of 50,000 bushels and wheat and 
com. 



Town Council, St. Catherine's. 

steam and sailing vessels, many 165 feet long, 32 feet beam, others nearly 200 feet long. 
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W. n. Smith, Owen Sound. 

Sail and steam — major portion, aail on Lake Superior ; steam on Erie and K£i^^big&o. 



Chamber of Commerce, Milwaukee. 

8team and sail— 400 to 1,500 tons. 

Board of Trade, Chicago. 

Propellers from 400 to 1,500 capacitj, and sailing vessels from 500 to 1,200 tons. 

Board of Trade, Detroit. 

Majority sail— from three to fifteen bmulred tons. 



Adam Brown, Hamilton. 

Both sail and steam are employed, and the tendency for some time has been to increase^ 
sixe of vessels for the Upper JLakes. Minimum to maximum of capacity is from 1,500 t<k 
42,000 bushels— the latter yet few in number but increasing. 



George Wilson, Port Dover. 

Sail vessels, from 15,000 to 35,000 buibels. Steam barges, from 35,000 to 70,000. 



Board of Trade, Hamilton. 

Both steam and sail of a capacity about 30,000 bushe s. 

Edsalt. & Wilson, 

Both steam, sail and barge. Sjil from 200 to 1,000 tons ; stoam from 500 to 1 500 tonsu 



4. Is there any difference between the average cost of carrying grain froia 
Chicago to Kingston and Oswego. If so, is it in any way owing to a 
relative scarcity of Canadian bottoms or to the navigation laws of the 
United States, or from what o+her cause ? 



Board of Trade, 'I oronto. 

About the same rate, conditions being equal. 
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Abthur Harvey. / rr„,,,„*„ 

W. H. HOWLIND.^T^'"''*^- 

Very little and rates are generally the same. The trade U principally carried on in Ameri- 
can bottoms, because the largest vessels that can be used carry freight cheapest and 
imder the United States navigation laws large Canadian vessels cannot bo sailed in this 
trade to advantage, as they can only run from Chicago to Kingston, while American ves- 
sels can run from Cnioigo or Milwaukee to both Kingston and Oswego. 



Board of Trade, Kingston. 

As a rule the freight quotations from Chicago and Milwaukee to Kingston are the same as to 
Oswego, but when freights are brisk, the rate to Oswego is quoted at often one-half cent less 
in consequence of vessels going thither being sure of despatch and a better chance of get- 
ting an up freight. If it happened, as it does sometimes, there are little or no shipments 
to Canada, Canadian vessels have to lay up or to take a low freight to Kingston, whilst an 
American vessel can load to Oswego or Buffalo. 



Gr. Fkllers, Mayor of Sandwich, 
for Duncan Stuart, Detroit. 

Little or no difference when Canal is enlarged. At present, owing to total want of any thin g 
like a spirit of accommodation at Kingston, American vessels avoid that port as much as 
possible. This necessarily cripples trade. 






Board of Trade, Toledo. 

With equal facilities at Kingston for discharging vessels, and with upward freight, there 
would be no difference. 



Hugh McLennan, Montreal, 

Manager Montreal Transportation Company. 

The rates to Kingston and Oswego are about the same. 



Board of Trade, Oswego. 

But very little difference. Rates of freight from Chicago to King'ston or 0? v go are almost 
always about the same. — as surplus of Canadian bottoms offering for frei>rnt at Chicago 
depresses the rates to Kingston and a surplus of Americvn ve8.«el.s doe.* tiio same with 
respect to Oswego, and vice versa. There may be a variation of a ceut per bushel accord- 
ing to the season and demand as between Kingston and Oswego. 



Town Council, St. Catharine's. 
No difference. 
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W. H. Smith, Owen Sound. 

Answers in aflBrmatiTe. There being but few Canadian buyers and vessels, Buffalo and 
.Oswego get the preference. The XTnited States regulations exclude Canadian bottoms. 



Chamber of Commerce, Milwaukee. 

To Oswego it is Jo. less on aocoimt of no return freight from Kingston. Not owing, how. 
ever, to any scarcity of Canadian bottoms or to navigation laws of the United States. 



Board of Trade, Chicago. 

Freights between Chicago and Kingston or Oswego are slightly in favor of Oswego, mi inly 
on account of better and more return freights. 



Board of Trade, Detroit. 

Not much dififorenoe in the average cost of carrying grain to Kingston or (Jiwego. The 
small difference is against American vessels. 



Adam Brown, Hamilton. 

Freight higher to Oswego, because Chicago and Oswego are United States ports. Americaa 
veasels can only load for that voyage, as Canadian craft are precluded by the navigation 
laws of the United States ; but the former can load for Kingston. 



George Wilson, Port Dover. 

Negative answer. 

Board of Trade, Hamilton, 

No difference except what arises from the superior facilities at Oiwego for dcspttch in un. 
loading vessels as compared with Kingston. 



Edsall & Wilson. 

2 cents less to Kingston. 

Over supply of Canadian vessels for through traffic sometimes. The trade is spasmodic. 



S. What reduction per bushel in the rates of freight from Chicago to King- 
ston and Oswego would result from the enlargement of the Welland 
Canal to the capacity of the largest class of vessels now carrying from 
Chicaa:o or Milwaukee to Buffalo ? 
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Board of Tbade, Toronto. 

From 2 bo 3 cents. 

Arthur Harvey ) m x 
W. H. HowLAND, S Toronto. 

Fr m 2 to 3 cents. 

Board of Trade, Ottawa. 

Fully one-third if not two-thirds. 

Board of Trade, Kingston. 

il J jper bushel reduction. 






G. Fellers, Mayor of Sandwich, for Duncan Stuart of Detroit. 

25 per cent at least. 

Board of Trade, Toledo. 

40 per cent. 

Hugh McLennan, Montreal. 

J)ifiercnce between Buffalo and Oswego or Kingston, is now about 5c. on grain ; enlarged 
capacity ofcanal would reduce this l^c. tft 2c. per bushel (tolls about Ic. payable by vessel) 
^c. would be a ^ off present difference. 



"Board of Trade, Osw^ego. 

Calling the present Welland Canal cargo 18,000 bushels of wheat, it is probable that a said 
vessel carrying 50,000 bushels could freight at least 25 per cent cheaper than vessels of 
the present capacity j the same ratio will hold good in case of large over small propellers. 



Town Council, St. Catharine's. 

From 20 to 25 per cent less. 



W. H. Smith, Owen Sound. 

Prices fluctuate; like supply of vessels j difference from I to 1 Jc ; some seasons none at alL 



Chamber of Commerce, Milwaukee. 

25 per cent. 
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Board of Trade, Chicago. 

Two to three oente on low freights, more when freights are high. 



Board of Trade, Detroit. 

25 percent. 

Adam Brown, Hamilton. 

10 per cent on cost of freight would be low estimate. 



Geo. Wilson, Port Dover. 

2c per bushel. 

Board of Trade, Hamilton. 

About 12i per cent 

Edsall & Wilson. 

4c per bushel. 



•. What is the average difference for the last three years^ in the rates of 
freight from Chicago to Buffalo and Kingston or Oswego. 



Board of Trade, Toronto. 

From 5 to 6 cents. 

Arthur Harvey, ) m^^^„ . 
W. H. Rowland, j T^^^^*^- 

From 5 to 6 cents. 

Board of Trade, Kingston 

One third less to Bufi&lo. 



Gr. Fellers, MayoA)f Sandwich, 

for Duncan^Stuart, of Detroit. 

From 3 to 5 cents p«r bushel. 



16 
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Board of Trade, Oswego. 

Submit fuUowing figures : 

1859 

cis. m. 

Average wheat freight irom Chicago to Oswego 10 7 

<• " •* •* " " Buffalo 6 6 

Difference 4 1 

1870 

eta. m. 

Average wheat freight from Chicago to Oaweso 10 6 

« <» •* •< " «< Buffalo 6 2 

Difference 4 4 

Following shews average rates of freight on wheat from Chicago 
to New York by Lake and Canal, during the season of Naviga- 
tion in the years specified : 

i859 1870 

ots. m. cts. m. 

ViABuffUo 22 9 17 2 

•» Oswego 22 5 18 5 

The advantage gained by the Bufi'alo route in 1870 is owing to reduction of tolls on New 
York State Canals. 

Town Council, St. Catharine's 

About 5 cents. 



Chamber of Commerce, Milwaukee 
5 cents per busheL 

Board of Trade, Chicago. 

Four to seven cents *, average probably 4^ cents. 

Board of Trade, Detroit. 

From 50 to 75 per cent. 

George Wilson, Port Dover. 

Four cents. 

Board of Trade, Hamilton. 

Rate from Chicago to Buffalo has averaged about 6 cents 
« <• <' »« Kingston or Oswego *• 10 *' 

per bushel of 60 lbs. 
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Wm. J. Patbbson, Montreal. 

Average rates of freight (per bushel of wheat) by schooner or propeller, from Chicago to 
KingBton, during four years, were as follows : 

cts. cts. 

1S63 12i 1865 13} 

1864 14 1866 14 

These rates in American currency. Average rate firom Kingston to Montreal during those 
years was 4 cents per bushel in gold. Average rate paid b^ propeller from Chicago to 
Montreal in 1868 was 13 cents in gold ; in 1869, 12 cents ; immense difference therefore- 
in favor of Montreal. 



EdsALL & WlIiSON. 

Chicago to Bufialo in 1868-69, 6 cents. 
Cngston or Oswego, 1870 5 . <* 



7. yrhAi is the average difference for the last three years ia the rates pf 
freight between Buffalo and New York, and between Oswego and 
New York. 



BoABD OF Trade, Toronto. 

See Buffido Trade return. 
BoABD OF TBA.DB, Toledo. 
3 eents to 4 cents per bushel on wheat and com. 



G. FsLLSBS, Mayor of Sandwich, 

for v. Stuabt, of Detroit. 

Jost about the difference in Lake freights— sometimes a little less and sometimes a littfe 
more than that difierence. These di^renoes would be the s^me from all lake porta* 
between the points named. 



BoABD OF Tradb, Oswego. 

Ayerage Osnal freight on wheat : 

1868. 1869. 1870. 

cts. m. ths. cis. m. ths. cts. m. ths. 

From BuflEale to New York 15 6 5 16 3 1 11 3 

*• Oswego" « " 11 2 2 11 8 1 8 

Difference 443 4 50 303 
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Canal tolls on wheat during three past seasons of 
navigation were : 

cts. m. ths. 

1868 3 per 1,000 lbs per mile. 

1869 3 0" u u t( u 

1870 5 1 " '* " « «' 

Reduction in Canal tolls in 1870 was 50 per cent., which gave ^u£^o the advantage of 
1 cent 4 m. seven- tenths of a mill per bushel over Oswego compared with previous 
years. 

Town Council, St. Catherine's 

From 5 cents to 6 cents. m 

Ohambeb of Commerce, Milwaukee. 

33^ per cent less from Oswego* 

Board of Trade, Chicago. 

From uothing to 2 cents per bushel during the last year. 



»Q-EO. Wilson, Port Dover. 



5 cents in the former case. 
3 cents in the latter case. 



Board of Trade, Hamilton. 

6 cents m favour of Oswego, 

Edsall & Wilson. 

4 cents in favour of Oswego. 



8. What diflFerence in the demand for sea or American salt, and steam or 
other coal, would result from the employiu ^t of the largest class of 
American yessels on the upper lakes in the Kingston trade ? 



Board of Trade, Toronto 

Probably a large increase. 
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W.H.H0WLAND:i Toronto. 



The demand in the west for sea salt would greatly increase if the navigation from the upper 
lakes to Montreal were improved throughout. Steam and household ooal would, in all 
probability, be taken for return freight for a long distance west without the deepening of 
the St. Lawrence as well as the W^luil mal, this return freight would be lunited to 
American ooilfrom Oiwego, which would aS^rd no profits to Cmadian producers or 
employment to Canadian bottoms. 



BoAED OF Trade, Kingston. 
No difierenoe. 



G. Fellers, Mayor of Sandwich, for D. Stuart of Detroit. 

Lower rates of transportation would largely increase the demand for foreign salt and the 
largely increased steam tonnage would greatly increase the use of Nova Scotia ooal ; for 
it would then come in the largest ship that could cross lake St Peter, and would be 
transferred at once at Montreal to barges to till the coal yards of Kingston, Torcmto, the 
WeUand Canal, &q. The returning coal ships would aiiord cheap transportation for the 
flour, beef, pork, butter, cheese, and oUier products of western Canada, required by the 
people of the Maritime Provinces. 



Board op Trade, Oswego. 

Cheapening of rates of freight by large vessels would doubtless tend to increase demand for 
sea salt, but consumption would depend on Canadian tariff. As respects ooal there 
would not probably be much change except that cheaper freights would lower the price 
of Nova Sootift coal delivered at western ports. 



Town Council, St. Catharine's. 

Demand fo;r both would increase. 



Chamber of Commerce, Milwaukee. 

Decided increase. 

Board of Trade, Chicago. 

These questions are more coh trolled by the American tariff^ than by freight considerations, 
with alow tariff the demand would be largely increased, especially for salt. 



Board of Trade, Detroit. 

Cheapening transportation, (which will be effectually done by substituting large for small 
vessels) will, of course, bring into more general use coarse articles tl^t cannot afford 
high freights. 

17 
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Adam Bbown, Hamilton 

Answers in affirmative. He has good reason to believe bituminous coal from the Maritime 
Provinces could be brought to western Canada, and undersell the American. He also 
thinks there would be greater demand for salt from Montreal and Quebea The 
original cost of Liverpool salt is so trifling that all reduction in cost of transitu must 
increase the consumption at the point of delivery. Chicago is the larsest packing point 
in the world, and as Liveri>ool salt is preferred to the American artide its oonsumptioii 
ought to increase in the ratio of the reduction of the freight. 



BoABD OF Tbade, Hamilton. 
Beduced freight would cause greater demand. 






Edsall & Wilson. 

As respects English salt no difference : it is now carried from Kingston to Chicago^ 75c to 

$1 per ton -, not much wanted. Turk's Island could be carried by the St. Lawrence. 
Questionable if we could compete with American coal 



I 



What have been the relative rates, for three years, of freight from 
CMcago to Montreal ; and Chicago to New York— distingai^oing be- 
tween the summer rates and the winter rates ? 



BoABD OF Tbade, Kingston. 

13o to Montreal, > 

18c toNew Yoric J »"****"'' 

Winter rates at the caprice of Eailway Managers. 



Q-. Fellers, Mayor of Sandwich, for D. Stuart, of Detroit. 

The winter rates have been at least 30 per cent in fovor of Montreal ; they should be no 
more by rail to one place than to another. 



BoABD OP Trade, Oswego. 
For rates to New York see question 7. 
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Town Council, St. Oaiharme's. 

Summer rates have been 13o to Montreal. 
«' " " " 17c to New York. 



Ohambee of Oommsboe, Milwaukee. 
Summer rates about 2o lees to Montreal 



BoABD OF Tbade, OMcago. 

Summer rates about 13c to Montreal ) ,^«l„«u^i ^p ^u^^*. 
a a a 20o to New York jP^^^^^^^^^^^^^^^^- 



BoABD OF Tbade, Detroit. 
Summer rates 25 per cent less to Montreal. 



BoABD OF Tbade, Hamilton. 



Bates from Chicago to Montreal about 13^0 per bushel 
« « a New York " 221o « « 



W. J. Pattebson, Montreal Board of Trade, 

Gives the following (from official sources) as the average rate of freight per bushel of wheat 
from Chicago to New York : — 

Years, ViaBuflSao. Via Oswego. 

1861 271 27 

1862 26i 26i 

1863 23 221 

1864 28t 28J 

1865 261 27i 

1866 304 31i 

1867 22i 22i 

1868 23 23 

1869 23 23i 

The average rate paid per bushel by propeller from Chicago to Montreal 1868 was 13o in 
gold : in 1869 the average ittte was 12c in gold. 

These figures show an immense difference in rate in favor of the St. Lawrence route to Mon- 
treal as an ocenn port (the difference in time being 10 or 12 days) and yet only a small 
proportion of wheat comes to the sea-board by that ro^te. 

Notwithstanding that the recorded receipts of wheat at Montreal during the season of 1870 
show a decrease of 724,019 bushels, as compared with 1869, still the aggregate is one-third 
of the quantity carried from the West to New York city ; but it is impossible that that 
proportion can be maintained as the small lock capacity of the Welland Canal is forcing 
Canadian vessels out of the upper lake trade. The following figures are very suggestive 
on this point .* — 
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Eeoeipti of wheat and corn at Kingston during Boason of 1858 : — 

58 cargoes in British vesseli 839,948 busheli. 

46 " *' U.S. " 641,311 " 

Beceipts of wheat and com from U. S. during season of 1870, as per statement made by one 
Forwarding Company. — 

79 cargoes in British vessels 1,127,987 bushels. 

Ill » "U.S. " 1,892,875 " 

Total receipts of grain at Emgston in season 1870, from U. S. ports amoimted to a trifle 

over 6,000^000 bushels. 
The proportion is computed to be — 

In Bntish vessels 2,256,000 bushels. 

" U.S. " 3,785,000 « 

6,041,000 ♦« 

In 1857 there were at least as many Canadian vessels of all classes trading between the 
Upper and Lower Lakes as in 1870 ; while U. S. craft during the same period had prob- 
ably increased ten-fold. Unfavourable trade relations have no doubt had much to do in 
bringing about this decay in Canadian commerce ; and while the enlargement of the Wel- 
land would be of great advantage in removing a natural impediment —were American 
vessels allowed to navigate the improved outlet it might enable the Government to secure 
some advantage in return. 



Edsall'& Wilson. 



1868-9 Chicago to New York, 26c ] g^^jm^^ J 



" « " Montreal- 18c J 

1870 " " New York, 19c. 

ti « a Montreal, 17c. 

Low rates in 1870 to N. Y. due to railway competition. 



10. Has there been during the last twenty years, any increase in the rela- 
tive number of any one olass of carrying vessels ? 



BoAED OF Tbade, Torouto. 
A large increase in vessels of large capacity. 



Arthub Harvey, ) m^^^^x^ 

W. H. HOWLAND, 1 TO^^^*^- 



In large American vessels. The large vessels which have been built in Canada have been 
generally turned into American bottoms, the limitation of their business to Kingston 
which afiords no return freight^ making them oomparatively unprofitable while oimid on 
this side. 
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Board of Tiude, Kingston. 

j^n inorease of vessels to the full capacity of the Welland Canal Trade. 



Q-. Fellebs, Mayor, Sandwich, for D. Stuart, of Detroit, 
steam is rapidly displacing Sail lor all freights requiring despatch. 



Board of Trade, Toledo. 

An increase in size of both sail and steam vessels. 



Bdard of Trade, Oswego. 

A very great increase in large propellers and a like increase in large carrying capacity sail 
vessels over small or present Welland Canal vessels and propellers. 

It is probable | of all the steam and sail craft built for the last ten years on the Upper 
Lakes ccmnot pass the Welland. Doubtless most of them would gladly do so if it were 
possible, as the longer the voyage the cheaper and more profitably the vessel can afford 
to freight. This agrees with the expressed opinion of Upper Lake owners of large steam 
and sail craft. 



Town Council, St. Catharine's. 

steam vess^ have increased most in proportion. 



W. Smith, Owen Sonnd. 

In steam,^steam barges, and barges. 



Chamber of Commerce, Milwaukee. 

steam vessels. 



Board of Trade, Chicago. 

Large vessels have been steadily increasing. 



Board of Trade, Detroit, 
steam vessels. 
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Adam Bbown, Haanilton. 

In steam vesMls and sailing craft of large size. 



Q-EO. Wilson, Port Dover. 

In vessels of full capadtj of the Canal. 



Board of Trade, Hamilton. 

In propellers and sailing vessels of large size. 






Edsall & Wilson. 

Enormous increase in British saiL 

'^ Amerioan steam and sail. 



Hon. John Young. 

The demands of trade in its infancy required the smallest class of vessels. As trade in- r 

creased the demand was met by an moreased number; but during the last 25 years it ^ 

has been found that the cost of transport is much less in large than in small vessels both 
on the Ocean and on the Lakes, hence the tonnage of the propellers now engaged in the 
trade of the upper Lakes to Buffalo is about five times the size of the vessels employed a 
few years ago, and freight can be carried in these one third less than formerly, the im- 
provement in the steam engine ensuring the greatest economy of fuel, and the celerity 
and certainty of the voyage by the steam propeller has drawn to that class of vessels a 
large part of the carrying trade of the upper Lakes. 



UL What are the dimensions, power and tonnage capacity of the largest 
propellers now doing profitable business on me Upper Lakes ? 



Arthur Harvey, ) m^^^^x^ 
W.H. HowLANDiP^^^^*^- 



From 600 to 900 tons. 



Q-. Fellers, Mayor of Sandwich, 

for D. Stuart of Detroit. 
From 1000 to 1500 tons; no small propeller can now pay expenses in the general trade of 
the lakes. 
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Board of Trade, Toledo. 

lOOOto 1500 tons. 

Board of Trade, Oswego. 

Carry from 30,000 to 50,000 bushels of com or wheat. Propeller »' Philadelphia" of Bufl&lo 
carries 1500 tons dead weight in 14 feet water. ''Colorado," and "Nebraska," 1600 
tons. Smaller craft from 700 to 800 tons, can only be used in Lake Superior tradoi as 
depth of water in Sault Ste. Marie Oanal, 10 feet, precludes the heavier craft. 



Town Council, St. Catharine's. 

Propellers of 1000 tons, 200 feet long and 35 feet beam, with a carrying capacity of 50,000 
bushels. 



W. H. Smith, Owen Sonnd. 

900 tons. 



Chamber of Commerce, Milwaukee. 

250 feet long. 

36 " wide. 

16 « deep. 
1500 tons. 



Board of Trade, Chicago, 

Length 240 to 250 feet. 
Breadth of beam 33 to 36 feet 
Depth of hold 14 to 15 feet. 



Board of Trade, Detroit 

Length 350 feet. 
Breadth of beam 35 feet. 
Depth of hold 15 feet. 

With power sufficient to drive them ten miles an hour when laden, and capacity for carry- 
ing 1500 tons. 
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BoABD OF Tbade, Hanulton. 

Largest propellers on Upper Lakes are: 
230 to 250 feet long. 

32 feet beam. 

12i feet deep. 
Carrying capacity about 30,000 bushels. 



Edsall & Wilson. 

10,000 tons sail. 
15,000 << steam. 






12. Viewing time, insurance, and interest as elements of cost, can Pro- 
pellers carry freight between Ohics^o and Kingston as cheaply as 
sailing vessels,— or can they carry at less cost ? 



Or. E. Jaques, Montreal. 

Propellers can and do carry freight from Chicago to Montreal at rates not exceeding those 
by sailing vessels ; although the daily cost of management of the former is greater than 
that of l£e latter, yet the time of the trip is so much less by steam as to enable them to 
compete with sailing vessels. 






BoABD OF Teadb, Toronto. 

Believe propellers cannot carry freight between Chicago and Kingston so cheaply as sailing 
vessels, mm the difficulty of obtaining back cargoes from that point. 



Arthub Harvey, ) m^^^^x^ 

W. H. HoWLANDir^"^^*^- 



They cannot now carry as cheaply owing entirely to the fact that at Kingston they cannot 
get return freight It the Canals admitted of their going to Montreal they could, we 
think, carry freight cheaper than sailmg vessels. 



Board of Trade, Kingston. 

Sailing vessels cheapest. 
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Gr. Fellers, Mayor of Sandwich, for D. Stuabt, of Detroit. 
Propellers of the kind previously described are cheapest. 



Board of Trade, Toledo. 

Answer in affirmative. 

Board of Trade, Oswego. 

Taking everything into aocount including time and railway competition, large propellers can 
probably freight from Chicago to Kingston or to Oswego or through to Montreal, if the 
St. Lawrence Canals admitted the trade, more cheaply than sail vessels of equal size or 
capacity, and large propellers much more cheaply than small ones. 



Town Council, St. Catharine's. 

About the same rate. 

F. Q-. HoLooMB, Toronto, 

Refers m general terms to carrying trade of Lakes. The expense outside of first cost of 
vessel, in transportation is very much in favor of the larger class of vessels. For instance 
the only diflTerence in a vessel of 10,000 or 20,000 bushels will be one or two additional 
men. In the case of steam the same remark holds good with thia exception that by in- 
creasing size and power the consumption of fuel becomes greater, but still favors the 
larger class of vessel. The theory of some practical men is that a vessel to be profitable 
should be at least one ton per mile for the route they are employed on. Practical men 
differ in opinion as to the relative merits of steam and sailing craft 5 both have their 
advantages and can be employed to advantage. In moving the grain of the country vessels 
will always be employed though at less rates than steamers. 

The auxiliary steam vessel is competing successfully with clipper and saihng ships on the 
ocean and in the India trade, are driving them out of it. They combine economy of fuel 
and speed, and take coal for the round trip. Vessels of this class, if introduced on in- 
land waters, no doubt would bring about similar results. 



W. H. Smith, Owen Sound. 

steam costs less provided there is quick despatch and Welland Canal to accommodate ves- 
sels with 35,000 to 50,000 bushels 



Board of Trade, Windsor, 0. 

If propellers of 1500 tons could go direct from Chicago to Montreal (not merely to Kingston) 
they would be cheaper than saUing vessels, owing to the saving in time, interest, insur- 
ance, &c. 



IS 
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Ohambeb of Oommsbob, Milwaukee. 

Sail the cheapest. 



BoABD OF Tbade, Chicago, 
fieply in the negative. 



BoABD OF Tbade, Detroit. 

Expense about equal, taking time into account. Sail vessels can carry at a trifle less cost 



Adam Bbown, Hamilton. 

Propellers cannot carry so cheaply between Chicago and Elingston as sailing vessels, the ex- 
pense of towing being light, as the Canal mileage is so trifling in comparison to the total 
distance : but should cargoes be consigned direct from Chicago to Montreal, then propel- 
lers would have the advantage over sailing vessels, as the Canal mileage would be largely 
increased on the total di<)tance^ thereby giving.the propellara theadvaq^ge of theinown 
tonnage on the canal system of the St. Lawrence. 



Geobqe Wilson, PortDwer. 

Propellers can oarry at less cost. 

BoABD OF Tbade, Hamilton. 

Sail vessels are thought to be cheapest, but on the upper lakes steam vessels are increasing 
faster than sail vessels ; which seems to establish uie fact that steam must be found most 
suitable and profitable. 



Edsall & Wilson. 

Sail vrith present size of locks. 
Steam with locks enlarged. 



Digitized by 



Google 



nt 



13. What is the cost and what are the daily worl^rg* eipeiJses of a sailiiig 
vessels of 500 tons capacity ? 



BoABD OP Trade, Kingston. 

Cost $18,000; per day, $25. 



Gt. Fellebs, Mayor of Sandwich, ) 
for D. Stuart, of Detroit ) 

First class sailing vessels can be built of wood and fitted ready for work in an A 1 manner 
for $45 and $47, American currency, per ton. The expense of sailing^ a 1000 ton vessel 
would not be ten dollars per day more than for a vessel of 500 tons. The only extra 
cost would be in towing and a few more seamen. 



Board of Trade, Toledo. 

CoBt of vessel $25,000 -, daily expenses $30. 



Board of Trade, Oswego. 

Cost of sail vessels of 500 tons $25,000. 
Daily expenses $60. 



Town Council, St. Catherine's. 

CoBt about $20,000. 
Daily Expenses, $45. 



W. H. Smith, Owen Sound. 

$34 and $40 if ibre and after; but if square rigged more ezpeduve. 



Chamber of Commerce, Milwankee, 

$25,000 cost. 

$50 daily expensea. 
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BoABD OF Trade, Chicago. 

Cost about $30,000. 

Kunning expenses |37.40 fdf $40. 



Board op Trade, Detroit, 



$25,000 
$25^ 



Working expenses here and hereafter do not indude 
elevating trimming and shoveling. Canal tolls, towing. 
Insurance, &c,, wfaach constitute large items in the ex- 
^ pense of transportation. 



< 



Adam Brown, Hamilton. 

Including Insurance and depreciation of property, about $40. 



Board op Trade, Hamilton. 

Cost> $18,000. 
Daily expenses $30. 



Edsall & Wilson. 

Daily, $25. 



14. What is the cost and what are the daily working expenses, of a sailing 
vessel of 1,000 tons capacity ? 



G. Fellers, Mayor of Sandwich, for D. Stuart, Detroit. 

See answer to question 13. 

Board of Trade, Toledo. 

DaUy working expenses, $40. 

Board of Trade, Oswego. 

Cost of sail vessels of 1,000 tons $60,000. 
Daily expenses IQQ. 
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Town Council, St. Catharine's. 

Cost of sail vessel of 1,000 tons $35,000 
Daily expenses 60 

W. H. Smith, Owen Sound. 
From $00 to $120 aoooiding to fliel daily. 

Chamber of Commerce, Milwaukee. 

Cost of sail yessel of 1,000 tons $40,000 
Daily expenses TO 

Board of Trade, Chicago. 

Cost of sail vessel of 1,000 tons $40,000 
Daily expenses 45/^50 

Board of Trade, Detroit. 

Cost of sail vessel of 1,000 tons $45,000 
Daily expenses 35 

Board of Trade, Hamilton. 

Cost of sail vessel of 1,000 tons $30,000 
Daily expenses 45 

Adam Brown, Hamilton. 

Daily expenses $55 

Edsall & Wilson. 

Daily expenses $30 • 
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15. What is the cost and what are the daily working expenaet* of a^pr<i- 
peller of 500 tons capacity ? 



BoABD OF Trade, Eangston. 

Working ezpenaesi 980 a day. 



G. Fellers, Mayor of Sandwich ) I 

for D. Stuart, of Detroit. ) 1 

A propeller of 1000 tons can be worked as cheaply m one of ft09 toni f eaeept ike gieiAer 
cost of loading and unloading the cargo ; the expense of carriage is no tump% except fbr 
increased Aiel and oil, and this expense will not go beyond 30 per cent 



Board of Trade, Toledo. 

Working expenses, 950 a day. 

Board of Trade, Oswego. 

Cost 945,000. 

Daily expenses, 9120. 

Town Counoil, St. Catharine's. 

Cost 935,000. 

Daily e3q>enses, 9120. 



Chamber of Comicerce, Milwaukee. 

Cost, 950,000. 
Dafly expenses, 9100 



Board of Trade, Chicago. 

Cost, 950,000. 

Daily expenses, 9120 (^ 9140. 
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BoABD OF Trade, Detroit. 

Cost; $45,000. 

Daily expenses, $100. 



Adam Sbown, Hamilton. 

Daily, 125. 

BoABD OF Trade, Hamilton. 

Cost, $28,000. 
DaUy, $65. 

Bdsall & Wilson. 

Daily, $70. 



16. What is the cost and what are the daily working expenses of a pro* 
poller of a 1000 tons burden ? 



G, Fellers, Mayor of Sandwich. 

See question 15. 

Board of Trade, Toledo. 

1000 tons, $75 a day. 



Board of Trade, Oswego. 

Cost of 1000 tons $75,000, of 1500 tons $125,000. 
Daay expenses " 160, '•' 200. 

(These and foTee^g statements are estimates of men ezperienoed in trade at BufSdo and 
elsewhere, and are for wooden craft and in American mcmey. 



Town Council, St. Oathjtrine's, 

Cost of 1000 tons $55,000. 
I)aily Expenses 160. 
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Chambeb of Commerce, Milwaukee. 

Cost of 1000 tons $80)000. 
Daily expenses 125. 



BoABB OF Tbade, Ohicago. 

Cost of 1000 tons $80,000. 
Daily expenses 180 to 200. 



BoABD OF Tbade, Detroit. 

Cost of 1000 tons $75,000. 
Daily expenses 120. 



Adam Bbown, Hamilton. 

Daily $200. 
BoABD OF Tbade, Hamilton. 

Cost $45,000. 
Daily 85 to 90. 

Edsall & Wilson. 

Daily $90. 



In reference generally to the Welland Canal the Hamilton Board of Trade 
remarks : — 

The locks and bridges on the Welland Canal have not a sufficient number of lock and 
bridge tenders. Captains of sailing vessels especially complain that they are compelled 
to aUow a portion of their crews to assist in opening the locki and bridges at a time when 
all hands are required for the safe working of the vessels. The closing of the locks on 
the Welland on Sunday is a great hardship to our mercantile marine. The loss of a day 
with a fair wind frequently prolongs the voyage for a week. It is a grievous tax on our 
shipping interest. Neither is it desirable in a moral point of view, as a large concourse of 
sailors subjected to compulsory idleness is far more objectionable and less likely to be 
attended with beneficial results than when all are engaged in the midst of a voyage in 
attending to their ordinary every day duties. It is aSleged that farming the public pro- 
perty on Sundays is not on uncommon occurrence and that masters of vessels frequently 
pay a handsone gratuity to the lock tender for opening the lock on a Sunday. At all 
events the canal locks should be opened on Sundays after the 1st of November as is the 
case with the Lachine, and during the whole season of navigation vessels reaching the two 
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last locks at Port Dalhousie or Port Colbome any time on Sunday should be locked out 
into the lake. The same regulation as to Sunday traffic on the Welland does not exist 
on the St. Lawrence Canals, and no good reason has ever been assigned for the distinction. 

The completion of the long talked of Lake Erie leviel, combined with increased width in the 
canal at an early day b a work of great importance to the future enlargement and success 
of the Welland Canal and should receive prompt attention at the hands of Government, 
as the Grand River is understood to be annually failing in the supply of an adequate quan- 
tity of water for the purposes of the canal as predicted by Hon. H. H. Killaly nearly 30 
years ago. 
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ST. LAWRENCE CANALS. 



Is it your opinion that the carrying of produce from the West can be 
best and most economically performed by vessels which navigate the 
lakes proceeding^ through tiie canals to their destination, or by the 
transhipment at Kingston of their cargoes intolbar^es specially adapted 
for canal transportation and what would be the difference of cost be- 
tween the two systems ? 



T. RiMMEB, Montreal. 

The best and most eoonomioal method even with grain grown in the L\ke Ontario districts 
is to tranship into barges at Kingston. His firm pays a schooner from two to three cents 
a bushel for freight of grain from a Lake Ontario port to Kingston. Or if they engage Uie 
schooner to come to Montreal they pay her just as much additional freight as they would 
have to pay a barge between Kington and Montreal. But the schooner prefers the short 
vovage U)T she can earn more money, if lucky by trading on the lakes than by doing baree 
work. A barge is also very much more convenient to move about the harbour of Mol^ 
treal and deliver grain into ships, than a schooner can be, and will give a firm more tmie 
to discharge ; or if on demurrage it is employed at a lower rate than a schooner — the 
former being a cheaper craft and paying a small crew. Then the grain is benefited by 
the transhipment at Kingston— a very large proportion every year, is rendered fit for ship- 
ment in this way ; otherwise it would have to go into store at Montreal. Both Canadian 
wheat (after Jime) and Western maize as well as the Western spring wheat (after July) 
require this transhipment. 



J. W. Winn, Montreal. 

His firm largely furnish return cargoes of pig iron fh>m Montreal to Chicago, Milwaukee, Ac., 
which are usually cheapest when sent by barge to Kingston and thence by schooner. In 
his opinion enlargement of canals with uniformity of locks would make steam throughout 
without transhipment the cheapest as it is otherwise the best mode of transport. 



0-. E. Jaques. 

In the present state of canals—that is, the Welland being ten and the St Lawrenoe mily 
nine feet- most vessels have to lighten for the river, 20 or 30 per cent of the cargo ; and 
BO long as this continues it would be no doubt desirable for many vessels to discharge at 
Kingston or Presoott, rather than proceed to MontreaL 
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A. R. McGiBBON Montreal. 
Fayoun carriage by vessels direct from lakes to Montreal. 



D. E. Mi^CLEAN & Co., Montreal. 
Becommend transhipment into barges. 

BOiLBD OF TRi.DE, ToTOnto. 

As Canals are at present transhipment of grain at fUngsion from sailing vessels into barges 
would be cheapest but in the event of enlargement of these works this would be other- 
wise, for grain could be carried more cheaply without the transhipment. 



Board of Trade, Ottawa. 

As there must be a second transhipment at Montreal, that at Elingston should be avoided 
if possible. At the same time it is fair to state that the o^ner gnun is shipped the bet- 
ter will be the condition of the cargo at the end of the voyage. Barge navigation will 
be altogether too slow and expensive ; for taking into account the short season of naviga- 
tion such means of transport is likely to drive trade from the St. Lawrence route. 



Board of Trade, Elingston. 

Pronounce in fEivor of barges. 



Gr. Fellers, Mayor of Sandwich, 

for D. Stuart of Detroit. 

There is no kind of transportation that can compare in cheapness with barge transportation. 
The new clan of steamers we suggest in answer to questions on Welland Canal should go 
to Prescott instead of Kingston and there unload, for the reason the further the greatest 
tonnage can be carried the cheaper the freight. 



Board of Trade, Toledo. 

With sufficient depth of water, transhipment should be avoided. 



H. McLennan, 

Manager of Montreal Transportation Company. 

Barges are cheaper both as respects original cost and working ; better for Canals and more 
convenient to discharge alongside ship, and deliver grain in better condition owing to ex- 
tra handling at Kingston. 
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Abthub Harvey ) m^,„„x^ 

At present it pays best to transport grain coming from Lakes Erie and Michigan from lake 
vessels into barges at Kingston. It the^Welland and St. Lawrence Canals could admit the 
large sized vessels which are profitably employed on the Upper Lakes, it would be with- 
out doubt cheaper to carry the grain to tide water and possibly to its destination without 
transhipment. Under a proper system of through navigation the cost of carryioff throng 
would be from li to 2 cents less than to tranship. No distinction whatever should be 
made between Wellandand St. Lawrence Canals. 



Town Council St. Catharine's. 
Produce can be best carried direct to Montreal without traaBhipment. 






BoAJM) OF Teade, "Windsor, 0. 

Are of opinion that the carriage of produce from the west can be best and most economi- 
cally performed by a large cUss of propellers canying betwe^i Chicago and MontrMd or 
Quebec, and not by transhipment into barges at Kingston. 



Chamber of Commerce, Milwaukee. 



In favor of vessels proceeding through. 



Allan Q-ilmour, Ottawa. 

Is indined to the opinion that the carrying of produce from the west can be done more 
cheaply by transhipment at Kingston into barges, especially adapted to Canal navigation, 
but in the case of steamers doing a general business it would be otherwi-e, for they would 
doubtless find it more profitable to make the through trip without transhipment. 



Board of Trade, Chicago. 

Think it can be most economically done by barges. 



Board of Trade, Detroit. 

With the Canals enlarged to the size mentioned for Welland (15 to 16 feet deep) and the 
river deepened so as to admit vessels of large capacity to proceed to Montreal, the carry- 
ing of produce could be more economically done by^^^sels proceeding through the OanaU 
to their destination. The expense of transhipment including detention would be about 
10 per cent. 
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Adam Brown, Hamilton. 

Direct transportation thrDugh enlarged Canals would be a great advantage to the trade, in 
time, money and preservation of bulk, and rolling freight, and wcmlu save the risk of 
deterioration of property, of course cereals are rather improved by transhipment. 



Hamilton Board of Trade. 

Same opinion. 



Erie & Ontario Ship Canal Co., 
per Mr. A. Morrison. 

Cheapest to transfer to bargesy imtil the Welland is enlarged to the cajpaoitgr of tho St. Iiaw« 
renoe Canals. 



Edsall & Wlson. 

Must be done by barge ; at {present delays occur at Kingston in connection with storage, 
and disohargmg ; delivery in excess at spriog and &11 £it not at midsummer. 



A. Wright, M. P. 

Transhipment should be avoided. 



Canadian Navigation Co., Montreal. 

Transhipment into bar^s is the cheapest mode. 



9. In the event of barge transportation being preferred, to what extent in 
your opinion is it desirable to increase &e length, breadtii, and depth of 
the locks ? 



T. Simmer, Montreal. 

Ck>nsiders that the barges now employed in the trade are quite as large as is oonvenient| 
and therefore no increase in the size of the canals appears to be necessavy. 
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J. W. Winn, Montreal. 

Believes that the deepening of the looks to 10^ feet would be an advantage to barges, 
though mere necessary for steamers. Present length and breadth of locks sufficient in 
any case. 



Q-. E. Ji^QUES, Montreal. 

Ck>nsiders it would be unjust to owners of steam vessels to regulate water of canals for un 
of bar|[es only. In his opinion the whole system of cmal improvement should be based 
on assunilating the size and depth of water of the Welland and St Lawrence Canals. It is 
now a disadvantage for crafts having passed the Welland to lighten, in some instances 3 
per cent at Kingston. 



BoABD OF Teade, Ottawa. 

Barge navigation is inadvisable. The country should be spared the expense of an enlarge- 
menty if the canals are only to be adapted to barges. 



Board of Tbade, Kingston. 

Locks in length and dreadth sufficient but if practicable the depth should equal that ot 
the Welland ; doubtful, however, if possible. The flats below Cornwall should be dredged, 
entrance to Beauhamois cleaned of boulders and entrance to Lachine deeper and safer. 



G-. Fellebs, Mayor of Sandwich, for D. Stitabt, of Detroit. 

The canals below Kingston are all large enough for the next 25 years for barge transporta- 
tion. Eight barges could be taken in one tow, when of 8 feet depth and bout in first dais 
style. 



MONTBEAL COBN EXCHANGE ASSOCDLTION. 

If it were practicable (see answer to St. Lawrence Biver III.) to open a channel of ten feet 
for vessels between Prescott and Montreal it woidd be advisable to give same depth to 
canals ; but the immediate necessity not imperative. 



Abthiib Habvey, ) T^^^^f^ 
W. H. Howland! 1 ^o^^^^^ 

In that event no enlargement may be necessary. 
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Town Council, St. Catharine's. 

Do not consider it neoeuary to increase length or breadth, only depth to 12} feet or there- 
abouts. 



BoABD OF Trade, Chicago. 
Perhaps to capacity for passing barges of 20,000 to 25,000 bushels. 



BoABD OF Trade, Detroit. 

No increase would be required. 



Erie & Ontario Ship Canal Co. 

They should be of same capacity as the enlarged Welland. 



Edsall & Wilson. 

No enlargement of locks wanted. 

Canadian Navigation Co. 

Then, present locks sufficient. 



S. Are there any points on the Canals, or connected with the Canal Na- 
vigation which in your opinion can be materially improved, so as to 
facilitate the passage of carrying produce through the Canals? 



J. W. Winn, Montreal. 

Obstructions exist which prevent at times vessels drawing anything near 9 feet from 
passing. Deepening to loj feet therefore earnestly recommended. 
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G-. E. Jaques, Montreal. 

Nm a dedded opinkm that nothing short of making the St. Lawr«nM Canilw the Mme 
depth as the Welland, can subserve any satisfactory purpose of trade. 



BoABD OP Teade, Toronto. 

The deepening of the Canals and the rirer to 12) feet would materiaUy improTe ihm 
navigation. 



Board op Tbade, Ottawa. 

Canals should be enlarged to size of 8ault Ste. Marie Canal. 



BoABD 07 Tbade, Kingston. 

See answer to question II. 



Q-. Fellers, Mayor of Sandwich, ) 
for D. Stuabt, of Detroit. ] 

If any reasonable sum would ffive the same depth of water through the small Canals above 
the Beauhamois as the Welland Canal would have, then he would recommend 
their simultaneous enlargement. This would double our ohanoes of obtaining preponde- 
rance of Western business and increase that business besides. Then after some years' 
experience the Government would be able to judge whether it would be expe dient to 
enlarge the Beauhamois and Lachine to same dimensions as those above Uiem. 



^H^^Ii^Jf"-*"- 



W. H. HOWLAND 

The deepening of the Canals 's by so much the principal improvement to be desired that 
all others are quite subordinate to it. 



Town Council, St. Catharine's. 

A greater depth of water at some points L» only required. 



Chamber op Commerce, Milwaukee. 
Recommend enlargement of Welland and 8t. Lawrenoe Canals to same eapadty. 
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Board of Trade, Detroit. 

Same reply. 

Board of Trade, Hamilton. 

The Cornwall Canal is being turned into a mill race from the machinery erected thereon, 
and the difficulty in navigating the Canal is greatly increased. The fact of the waste 
weirs being so close to the entrance of the locks renders it dangerous for vessels passing 
out or in to the locks, although it is quite possible to improve them so as to obviate this 
objection. It is generally supposed that the current^created by supplying mills prevents 
the Canals fh>m freesdng over, but this is a mistake as may be seen from the Lachine 
Ctf nal, which is noted for its strong current and rapid freezing. This subject should be 
considered. 



Erie & Ontario Ship Canal Co. 

The construction of the branch Canal from Thorold to Niagara river. 



EsDALL & Wilson. 

The west end sea wall requires extending to dead water "by separate piers, to cause the 
water to draw into canal. As the entrance now is, the water returns and creates a current 
outwards. 



A. Wright, M. P., 

Advocates enlargement of the St. Lawrence Canals to same size as the Sault Ste. Marie 
Canal. 



Canadun Navigation Co. 

CJpper entrance of the Beauhamois Canal requires improving by the removal of some dan- 
gerous boulders, and by placing a lighthouse on the Government pier. 
The Cornwall Canal requires bumping posts at each lock. 



L. H. Masson, M. p., Soulanges, 

Refers at length to the Beauharnois Canal, and adds that the fact is now recognized by every 
one that this work should have been made on the north side of the Rapids at the head of 
which Coteau Landing would have had its entrance upon Lake St. Francis with 18 feet of 
water. A great error was certainly committed m building the work on the South side 
and it was recognized when it was too late to remedy the evil. Not only did many diffi 

21) 
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oulties arise but numerous losses from the mistake in the construction of this oanal. Not 
only is commeice more or less injured but the canal in a military point of view is a great 
mistake— a nuisance rather than a utility. During the two last Fem%n invasions the 
authorities have been obliged to guard it by oompaaies of volunteers because it was pos- 
sible for the enemy at any moment to seize it and effectually stop the navigation of the 
St. Lawrence. General Michael and all the other military authorities have pointed out 
the dangerous position of this oanal in case of invasion. Hon. John Young has also 
expressed the same opinion as to the mistake that was made in constructing the work on 
the South side. 

In conclusion he does not hesitate to say that he warmly approves of the scheme of improv- 
ing our inland navigation, with a view to increasing the commerce of the Dominion pro- 
vided it is done as economically as is consistent with the interests of the public service. 

Above all, he presses earnestly upon the Commission the consideration whether it would not 
be more advantageous in point okusefulnessi economy, and defencey to construct a new 
work for larse (ocean) vessels, on the North side of the Coteau Rapids instead of e n la rgi ng 
the present Beauhamois CanaL 






4. What is the bushel capacity of the largest barges navigating the St. 
Lawrence and Lachine canals ? 



T. KiMMER, Montreal. 

A large sized barge carries 20;000 bushels. 






Board of Trade, Toronto. 

20,000 bushels. 



Board of Trade, Ottawa. - 

20,000 bushels. ^ 



Board of Trade, Kingston. 

22^000 bushels. 

Hugh McLenan, Montreal. 

>bout 20,000 bushels. 



Digitized by 



Google 



147 



Arthur Haevey ) m^^^^x^ 
W.H. Rowland 1^^^^^*^- 

20,000 bosbelB. 



Town Council, St. Catharine's. 

25,000 buslMLi. 



Chamber of Commerce, Milwaukee. 

22,000 bushels. 



Board of Trade, Chicago 

Thixik about 15,000 bushelB. 

Board of Trade, Hamilton. 

20,000 to 22,000 bushels. 

Edsall & Wilson. 

25,000 bushels. 

A. Wright, M.P. 

20,000 bushels. 



S. Can such capacity be advantageously increased, without increasing the 
size of the present locks ? 



T. Kimmer, Montreal. 

Believes this oapadty is quite as much as it is conyenient to handle in the harbour in one 
bar^e and hUo states by Act of Parliament and the regulations of the trade, a bin of 
wheat in a sea going ship must not exceed 1,200 bushels*' A barge carrying 20,000 bushels 
must go to several vessels to discharge— at least generally so. 
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BoABD OF Tbade, Toronto. 
YeSy provided the/irer and Canals be deepened to 12) feet 



BoABD OF Trade, Ottawa. 

Doabtfiil if capacity can be profitably enlarged with view to general interesta ; but it may be 
with regard to interests of forwarders. 



Board of Trade, Kingston. 
See question IL, 



Gt. Fellers, Mayor of Sandwich. 

for D. Stuart of Detroit. * 

Would increase capacity of barges to that of locks and depth of water at point of lowest 
water. 



Hugh McLenan, Montreal 
Negative answer. 



Arthur Harvey ) m^^^^ . 
W.H. HowlandJT^^^^*^- 



The experiment was tried but found unsatisfactory ; the barges were sold to be used in the 
lumber trade between BelleyiUe and Oswego. 



Town Council, St. Catharine's. 

Answer in negative. 

Board op Trade, Chicago. 
Think not. 
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BoABD OF Tbade, Hamilton. 
Not without deepening the Canals. 

Edsall & Wilson. 

Increase in width and length. 



6. What has been the average rate of freight, for the last three years, for 
the carriage of wheat and flour from Kingston to Montreal and to 
Quebec, and by what class of vessels carried ? 



Board of Trade, Toronto. 

44 cents to Montreal, and 6^ cents to Quebec— wheat in barges. 
14 " " '» 20 « « —flour by steamer. 



Board of Trade, Kingston. 

4 cents to Montreal (free of toll8)'-wheat by barge. 
15 cents to 20 " << *« —flour. 



Hugh McLennan, Montreal. 

Wheat 4 cents per bushel -, barges carrying 10 to 20.000 bushels 



Arthur Harvey, ) m^^^^i^ 
W.H.HOWLAND, J Toronto. 



ATeraged 4| cents to Montn^al, | ^^^, ^^.^^^^ ^^^ 

Very little if any flour is shipped from Kingston, it being nearly all sent through by 
steamer from lake ports. The proportions of freight from Kingston 10 Montreal wouhi 
be about 12 cents. 



Town Council, St. Catharine's. 
About 4 cents to Montreal by barges. 
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Board of Tbade, Chicago. 
Barges have been carrying wheat at about 4 cents per bushel to Montreal. 



BoABD OF Tbade, Hanulton. 

Wheat 4 cents to Montreal. 
Flour 15 " " " 



I 

Bdsall & Wilson. ^ 

From Kingston to Montreal, — 

Wheat 5 cents /d> 6 cents. 

Flour 15 «« 

From Kmgston to Quebec, — 

Wheat Scents. 

Flour 20 to 25 cents. 



I 



Is it practicable or advisable to enlarge the St. Lawrence Canals and 
deepen the upper St. Lawrence Eiver to the extent necessary to enable 
ocean vessels drawing 16 feet or over to navigate from the Ocean to 
the Upper Lakes. 



J. H. INGEBSOLL, St. Catharine's 

Argues at considerable length in favour of improving our inland navigation with the west, 
by deepening the Channel and enlarging the looks on the present St. Lawrence Canab, 
so that sea-going vessels of 1000 tons burden and drawing 12 feet water will be enabled 
to reach the liifferent ports on Lake Ontario without transhipment. In his opinion it 
would be the height of folly to Hsk the country to construct entirely new works, costing 
from 30 to 40 millions of dollars, when at a comparatively trifling outlay for enlarging the 
present Canals we would effect the desired object, viz : Of connecting the two greatest 
lood pioducinK and food consummg countries in the world by the shortest, che^^ipest and 
quickest loute. 



T. KiMMEB, Montreal. 

Argues against sending ocean vessels beyond Montreal. Most of these vessels are clipper 
built, of very light class and finish, and so fkr as his own experience go -s, no money would 
induce them to go into a Canal. Neither would it be generally advantaceous to send 
them there should Uiey be willing to go. For example, the <^Feggy,'' 247 tons, cost 
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about $20|000 aod was navigated by a crew of 10 men — her full capacity being 14,000 
bushels. A barge to carry the same load costs $8000, and is worked by a crew of five men. 
These vessels, like most ships of whatever size in the trade, do not stand and cannot be 
moved without ballast, therefore they take in a part of their return cargo (grain) before 
they complete the discharge of their inward cargo. To effect this he knows of no method 
so convenient and economical, and in all respects so desirable, as bringing a barge along- 
side which will put in grain enough to ballast her, and give the shipper time to handle 
the rest, say at a moderate charge for inevitable detention. In the Buffalo trade all the 
grain goes at once into store, and barges or propellers cannot be too large In the Mon- 
treid trade, on the other hand, the bulk of gram Koes on board ship, and barges must 
consequently be adapted to that end. Besides it must be considered that it is only at a 
larRe depot, like Montreal a shipper may make a proper selection of his cai'go, and give 
that personal inspeotion of his business which is necessary. 



J. W. Winn, Montreal, 

Believes that the deepening of the Upper St. Lawrence navigation to 16 feet would be so 
enonnously costly as to be practically impossible, and offers no advantage oonmieoiurate 
with a tenth part of the cost. 



Gr. £. Jaques, Montreal. 

Does not think it advisable to deepen the St. Lawrence Canals to 16 feet for ocean vosselsi 
aa their form and build ure not suitable for our rivers and lakes. 



A. R. McGiBBON, Montreal, 

Would allow the passage of sea-going vessels drawing 16 feet; of steamers, 225 feet and 50 
feet beam over alL 



D. E. Maclean & Co., Montreal. 

It will not pay ocean going vessels to pass aboive Montreal. Therefore answers question in 
negative. 



BoABD OF Tbade, Toronto. 

Beoommend deepening canab to 12) feet for reasons set forth in a report of a Special Com- 
mittee on the subject. This Committee are satisfied that the great bulk of the trade with 
the Maritime Provinces would then be carried without brealung bulk^from the lakes to 
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the ocean, creating thereby a reciprocity of interest and connecting our several Provinces 
more closely. As an investment to realize atiaually a certain amount of capital invested, 
the enlargement is not likely to prove satisfactory ; but the Committee do not hesitate to 
say that these works in such an event, are much 'more likely to prove remunerative than 
they are at present. If the Dominion desires to keep pace with the neighboring republic 
as a mercantile community, ;t must be prepired to compete with the latter for the carry- 
ing trade of the Great West to the oce m which is yearly becoming more important and 
requiring greater facilicies of transport. Thd larger the trade attracted through our 
canals, the greater the number of transatlantic vessels that will be required — in this way 
our tonnage will be increased, the revenue materially benefitted, and the general pros- 
perity of the Dominion greatly enhanced. 



Corn Association, Toronto. 

Also advocate deepening to admit vessels of 12} feet, and in doing so r«fer to the advis- 
ability of encouraging trade between 4 he West and the Maritime Provinces as essential to 
the success of the scheme of Confederation. Thus far they say in consequence of our in* 
adequate water oommunications and the uncertainty which exists as to the nature and 
extent of these contemplated improvements, we have been almost entirely dependent on 
railway carriage which although adapted, but at greater cost, to the transportation of 
floiir cannot be made available on account of the expense for return cargoes of coal, fish, 
or oil or other products of the Maritime Provinces. Hence that reciprocity of trade upon 
which we have counted as the onlv basis of legitimate commerce, and the one great 
means of uniting the Provinces in the strong bonds of mutual interest, remains undevel- 
oped, and will continue so until our water communications shall have been permanently 
established, on such a scale as to induce the building of vessels suitable at once to the 
navigation of the lakes, the canals, and the ocean. r<ior while aiming at the development 
of oiu* internal commerce, do they lose sight of the immense trade which the enlargement 
of our water channels, from the lakes to the ocean, would attract from the West and the 
wonderful stimulus which such a diversion would give to our oommeroial marine as well 
as to the general oommerce of the Dominion. 



Bqabd op Tbade, Ottawa. 

As a general rule nothing would be gained by enlarging the canals to admit ocean vessels 
because to say nothing of handling such craft in a limited space the difference of density 
in salt and fresh water would seriously affect the stability of the vessel by altering her 
trim, straining her when loaded, and increasmg the teiKlency to refuse her helm in the 
narrow channels through which she would have to steer. 



BoABD OF Trade, Kingston. 

Answer in negative. 



G-, Fellers, Mayor of Sandwich, for D. Stuart, of Detroit. 

No present necessity for over 14 feet water—there being no harbour on the Western lakes 
with a greater depth, while the St. Clair Flats will have no more. 
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Board of Trade, Toledo. 

Anawer in affirmative. 

Arthur Harvey J m^^^^x^ 
W. H. Rowland,! T^^^^*^' 

Eameatly believe they should be deepened to admit vesAels drawing 12 feet^a draught 
which principal harbours on Lake Ontario would or could at a triiimg cost, be made to 
admit. 



Town Council, St. Catharine's. 

Think it should not be done. 



W. H. Smith, Master Mariner, Owen Sound. 
Same answer. 



London Board op Trade. 

Recommend improvement of navigation to a sufficient capacity for the passage of ocean- 
going vessels with full cargoes. 



Board of Trade, Windsor, O. 

Answer in negative — corresponding with D. Stewart. 



Chamber of Commerce, Milwaukee. 

Think present ocean vessels not adapted to Lake tiade. 



Allan Gtilmour, Ottawa. 

Probably practicable, but not advisable. 

Board of Trade, Chicago. 

Hardly think it advisable. 
21 
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Adam Bbown, Hamilton. 

Answers emphatioally in the affirmaiiye. 



BoAED OP Teade, Hamilton, 

fielieye it to be practicable but not advisable because to say nothing of the cost of such a 
work, there are no harbours with a suifident depth of irater <m the Upper Lakes to 
admit such a class of vessels. 



i 

Edsall & Wilson. { 

Answer in negative. 



Canadian Navigation Co. 

Ditto. 

L. H. Masson, M.P., Soulanges, 

Answers this question emphatically in the affirmative and adds — 

All the experienced pilots agree in saying that they would have no fears now in piloting a 

vessel drawing from 14 to 15 feet of water from Cornwall to Coteau JiRnding, upon Lua& 

St. Francis, and from the Lachine Eapids on Lake St. Louis. 



^ 



8. Are there many vessels carrying Canadian products drawine 16 feet or 
less employed in the transatlantic trade, and is the number of such 
vessels increasing or diminishing, if either from what cause ? 



T. RiMMEB, Montreal, 

States that a good many vessels engaged in the trade draw 16 feet or thereabouts, but the 
quantity of grain they carry is only a small proportion of the total export. These smaU 
vessels are such as are engaged in the fruit trade, and despatched homeward to look for 
orders. This class is very expensive and would not go into a Canal, to be thumped by 
barges or rubbed against stone walls. 



Board op Trade, Toronto. 

There are few vessels drawin|kl5 feet unless in the transatlantio trade, and the number is 
dixninishing in consequence of larger vessels being able to do the trade dieaper. 
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Town Council, St. Catharine's. 

None at present— «b a general rule, the trade was found unprofitable. 



A. M. Delisle, Montreal 

[ajoritv of vee 
tons burden, 



Majority of yessels draw 16 feet and are increasing. Tonnage of this class from 600 to 700 
bia 



W. H. Smith, Owen Sonnd. 

Two or three drawing less than 16 feet, not on the increase, on account of want of fitness for 
sea yc^ages. 



Edsall & Wilson. 

No yessel of 16 feefe; two of 12 feet when loaded at Montreal— -worked at a loss. 



9. Can vessels adapted for ocean naviffation compete saccessfolly with 
barges and other vessels usually employed in the carrying trade on 
the Lakes, Ganals and Bivers? 



J. Winn, Montreal. • 

Says that yessels adapted for ocean are too heayy, too costly, and in many other respects 
wholly unfit for economically nayigating Canals, Lakes or Upper St. Lawrence. 



T. RiMMER, Montreal. 
See answer to Ques. 7, 

A. E. McGiBBON, Montreal. 

Says that much depends on future commercial treaties between the States and the Domin- 
ion. Return freights from Europe will be an important element in the consideration of 
this question of Canal enlargement 
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D. E. Maclean, Montreal. 

Is of opinion that sea-going vessels cannot compete with barges. 



Board op Trade, Toronto. 

Negatiye answer. 

Board of Trade, Ottawa. 

Ditto. 

Board op Trade, Kingston. 

Ditto. 



Board op Trade, Toledo. 

Answer in affirmative, provided depth of water is sufficient. 



Arthur Harvey, ) m^,^„. 
W. H. Rowland, } ^^^^^*^- 



As soon as Canals are enlarged suitable vessels will be built to compete successfully with 
barges and the present plan of transhipment. To prove this they state that grain from Lake 
Ontario ports is never Ar seldom transferred at Kingston, but is CAmed through at 
lower rates than by transhipping. Rates fVom Toronto on grain throueh to Montreal 
are from 5| cents to 6} c., and 6} to 80. by barce and vesseL This, too, despite the fact 
that barges are to a certain extent sustained by the towage subsidy providing power 
for them at less expense than it could be afforded by purely private enterprize, so thai 
barges have really an assistance which steamers have not. If this were removed steam 
vessels going through, not only to Montreal, but to ocean ports, would have an advan- 
tage over barge tranHpor tat ions, especially as even at equal cost they would be preferred. 
as not subjecting the cargo to the damage and delay consequent upon transhipment. 
The e two gentlemen al>o lay before Commissioners varous considerations connected 
wit'' th? qne>tion :— < ommerce between Nova Scotia and Ontario only awaits the removal. 
\ It o tiie n.itural ohbtructions to the St. Lawience Navigation, to assume at once much 
g. eater importance than it now possebses, though it is already great and if fast developing. 

The Trade of the West must soon assume very different proportions from the present, and 
will flow where greater facilities are given. Duluth must soon ship as much as Chicago 
and it is not much further from Montreal than the latter city. 

Our own North West Territory must shortly send its millions of bushels towards the sea- 
board. 

We should be ready for this commerce, which is even now burstmg upon us, we should o^ 
by our route, low freights, quick despatch, and delivery to tide water without tranship- 
ment. 
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Town Council, St. Catharine's. 

Think they cannot compete with such vessels. 



A. M. Delisle, Montreal 
Similar answer. 

F. S. HoLOOMB, Toronto. ^ 

As a carrier of some thirty years experience, believes craft can be built suitable for the dif- 
ferent classes of ocean, river and lake navigation, and specially adapted for eadi. For 
instance, a vessel can be built to navigate the lakes and make Kingston a point of tran- 
shipment at a cost^say $1 per bushel, carrying capadty. A barge can be built to take 
that cargo from jCingston, better adapted for the trade, at about half the cost. This 
craft meets the ocean vessel at Montreal, the latter being of any size according to the re- 
quirements of the trade, and on the score of expense, can be manned and equipped for 
half the cost attending the schooner. This also applies to ocean vessels attempting the 
route, and if a Canal is built of any capacity these different cn^t can be built for the 
various routes and compete successfully with any vessels constructed for a through trade. 
He does not wish to be imderstood to say that a dass of steam propellers could not be 
built to run to great advantage to Montreal and compete successfuuy with the description 
cf craft named above, but then size and importance would depend altogether upon the 
facilities aflbrded for the navigation of the route in question. 



W. H. Smith, Owen Sound. 
Answer in negative. 

Board op Tbade, Windsor, 0. 

Answer in negative. 



Chamber of Commerce, Milwaukee. 
Ditto. .. 

Allan Gilmour, Ottawa. 

Thinks that sea-going vessels would not only cost too much but would be too heavy in frame, 
masts and rigging, and too difficult to move and control in the rapids and in entering and 
passing through the Canals, 
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BoABD OF Tbade, Chicago 
Do not think they oan. 

Adam Bbown, Hamilton. 

VdBselB can be constraoted (on the oompodte prindple) so as to combine ooe«n and lake 
navigation, passing from port to port direot, and they ought to carry cargoes at less cost 
than any system of transhipping inTolvmg delays, deterioration, brealoge and labour. 
Emigrants for the west could come by such, and thus lessen rates of freights. Importers j 

in Ontario could get their goods delivered at their own ports at a great saving of exp^ise. w 

BoABD OP Trade, Hamilton. 

Answer in negative. 



Edsall & Wilson. 

Answer In negative. 



- / 

A. Wbight, M. p. 



Ditto. 

Canadian Navigation Co. 

Ditto. 



10. Is it your opinion that schooners or other vessels, built to navigate the 
Lakes or inland waters of the Dominion, can compete successfully in 
trade to Europe with vessels specially adapted to ocean navigation ? 



J. W. Winn, Montreal. 

Believes that vessel^ built for inland navigation are quite unfit for ocean traific. The at- 
tempt has been often made but resulted io so m my disasters, detentions, damage to oar- 
goes, &c., as to prevent mercantile men again trying the experiment, fie writes frota 
p;:r8cnal experience. 
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A. E. MoQ-iBBON, Montreal. 

Says thftt one benefit of Canal extension would be that lake vessels oould find employment 
elsewhere daring the winter season as they oould pass through. 



Tbinity House, Quebec. 
Negatiye answer. 

BoABD OP Tbade, Toronto. 

Ditto. 

BoABD OF Tbads, Ottawa. 

Ditto. 

BoABD OF Tbade, Kingston. 

Ditto. 



Q*. Fellbes, Mayor of Sandwich, 

for D. Stuabt, Detroit. 



Ditto. 



AbTHUB HaBVEY ) m^^^^x^ 

W. H. Rowland \ T^^^^*^' 

Vessels now built for lake traffio are not suitable for ocean navigation, except under favor- 
able circumstances, as to weather, &o. In case Canals are sufficiently deepened vessels 
bud4 after such enlargement would be so constructed as to be efficient on the lakes and 
in at least the ocean coasting trade of the Continent. Even under existing circumstances 
lake schooners have made profitable trips to ports on the seaboard : and m some few in- 
stances Uiese voyages have not been very long. Last summer lake schooners were sent 
from Toronto to EfJifaz and Piotou and realized a good profit to owners and chsurterers 
both. 

Town Council, St. Catharine's. 
Are confident they cannot. 
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A. M. Delisle. 

Oocasioiudly cases have happened of vessels from the lakes prooeedlDg to Europe, but(in vety 
few instanoes, and he may fairly assume that the attempts were not profitable since ihey 
have not been repeated. 



F. S. HoLCOMB, Toronto. 
See page 157. 

W. H. Smith, Owen Sound. 

Answers in negative. 

BoABD OP Tbade, Windsor, 0. 
Answers in negative. 



Ohambeb of Gommebce, Milwaukee. 

Think not. 



BoAED OF Tbade, Chicago. 

Same reply. 

Allan Q-ilmoub, Ottawa. 

Answer in negatiye. 

BoABD OF Tbade, Detroit. 

Think vessels adapted to the enlarged Canals oould compete with vessels espedally adapted 
to ooean navigation. 



Adam Bbown, Hamilton. 

Screw vessels oould compete from Liverpool to Chicago direct, and vke tersa, provided the 
Canals are enlarged. 
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Board of Trade. Hamilton. 

Answer in negative. 



Erie & Ontario Ship Canal Co. 

If the Welland and SU Lawrence were enlarged large vessels would be built for that purpose. 



Edsall & Wilson. 

AnBwer in negative. 

The larger the ship the less expense in proportion to tons carried. 



Canadian Navigation Co. 

Answer in negative. 



11. Are there any Harbors on Lake Ontario which have sufficient water to 
accommodate ocean going vessels drawing 16 feet of water or over ? 



Board of Trade, Toronto. 

Answer in affirmative. 

Board of Trade, Ottawa. 

Answer in negative. 

Board of Trade, Kingston. 

Only know of Kingston. 



Town Council, St. Catharine's 

None. 

22 
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F. S. HoLCOMB, Toronto. 

Oswego, about 11 feet, and wfth the exception of Toronto, Niafar% Hamilton and Kingston 
10 feet may be considered the aTerage capacity of harbors. 



W. H. Smith, Owen Sound. 
None. 



BoABD OP Tbade, Ohicago, and 

Eeie & Ontabio Ship Canal Co. 

Saokett's Harbor and Niagara Biver. (Latterquote report of lir. Shanly, ILP., on the sob 
ject of Niagara.) 



BoABB OF Tbade, Detroit. 

Not at jpresent : but the St. CUir Flats are about being deepened to accommodate yessels 
of lo feet. The harbors must soon be improved to same extent. 



Adam Bbown, Hanulton. 

Hamilton can accommodate yessels drawing up to 20 feet) provided Burlington Bay Oanal is 
dredged. 



BoABD OP Tbade, Hamilton. 

None with the exception of Kingston. 

Edsall & Wilson. 

No artificial harbour of 16 feet. 
Canadian side 2 of 10 feet. 
American << 3 of 14 *< 

Canadun Navigation Co. 

12 feet maximum. 

Vessels drawing only 10 feet should enter in stormy weather. 



Digitized by 



Google 



I 



163 



LACHINE CANAL. 



19. Do you find the lower entrance lock from the Canal Basin sufficient 
for the purposes of the trade, or is it attended with delay — and, if so, to 
what extent? 



T. BiMMEB, Montreal. 

Tbe look is altogether inadequate to the requirements of the trade. Last month (Novem- 
ber) it was not uncommon to find grain detained between the warehouses and harbor of 
Montreal fbr several days — sometimes as long as it is required to bring it from Kingston to 
Montreal. For example, a barge delivered her load in the harbor, and was sent to the 
warehouse for another load : locking up, loading, axKi locking down would take three 
days— a difficulty that should be remedied at any cosU 



J. W. Winn, Montreal. 

Entrance insufficient and often causes delay; the growing trade makes need for improve- 
ment constantly greater. 



G-. E. Jaqubs, Montreal. 
Look insufficient; usually takes 6 or 8 hours instead of 30 minutes. 



A. M. DsLiSLE, Montreal. 

Thinks entrance sufficient but not used as it should be. Chief cause of delay is time 
taken to haul vessels in and out, and frequently arises from &ult of craft. Large vessels 
of 18,000 or 20,000 bushels are as heavy as a seagoing vessel and yet they only carnr 2 or 
3 men as crew. During a high wind, they can only be managed wiUi difficulty. Facilities 
either steam or water power, or horses are required to haul in and out. In this way present 
ci^MMsity would be largely increased. fVtult is often on part of lockman also in refusing 
to lock a single vesseL 



BoABD OF Tbade, Windsor. 

Recommend that the Lichine be enlarged to same dimensions as the Welland-*14 feet 
X45X275. 



BoABD OF Tbade, Hamilton. 

Believe the lower entrance look to be wholly insufficient. Great delay is occasioned by 
barges been drawn by hand in place oi horse power j with proper arrangements for pas- 
sing the barges through the two lower locks, steam vessels might go through in 30 
minutes, in place of taking as at present from 2 to 3 hours and upwards. 
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Edsall & Wilson, 

Suffioient under exiftiinff oiroumstanoes, but another entrance requUite in case of the en- 
largement of the Welland. 



A. Wright, M. P. 

^ys that the remo7al of a shoal at the lower entrance is advisable. 



Oanadun Navigation Co. 

In its present condition it is altogether inadequate to the trade. Corroborate what Hamil- 
ton £oard of Trade say respecting Milk. 






13. Would it be advisable that the former entrance to the Oanal should be 
re-opened, and the locks enlarged so as to admit a second entrance to 
the Canal. 



I 



J. W, Winn, Montreal. 

Be-opening old entrance of Canal, with enlarged locks, would be of great advantage, espeoi- 
ally if the Canal were continued therefrom through the 9pace now vaoant in oentre of 
unfinished wharf (Windmill Point Wharf) to the lower end thereof. This would give on 
each side wharfage of great length, admirably adapted both for use of vessels navigat- 
ing Canal, and for discharging the numerous barges and schooners bringing fish, coed, s dt, 
kCf from Quebec to the lower ports, which now at timet* grievously overcrowd the ship- 
harbour. The Harbour Commissioners would doubtless construct the necessary wharves 
and deepen the channel between them, so that the new locks would alone create expense 
in connection with Canals. 



J. E. Jaquss, Montreal 

Answers in affirmative. 

A. R. MbGibbon, Montreal. 

Always thought it a mistake to have dosed former entrance and recommends that it be re- 
opened, if only for small craft. 
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D. E. Maclean & Oo^ Montreal., 

Says there ought to be another entrance— one to let down and another to lock up, and adds 
that the Canal accommodation above Black's bridge is far too small 



BoABB OP Trade, Ottawa. 
Answ^ in aflSrmatiye. 

Httqh MoLenan, Montreal. 

Ditto. 

Town Council, St. Catharine's. 

Ditto. 

Hamilton Board of Trade. 

Recommend enlargement of looks, as the present Canal is too small for the increasing 
want of traffic. The locks should be of the same size and depth as the Welland and en- 
larged to the extent of three times its present width or another Canal built The stone 
pier outside the Canal at Lachine should be extended a 1000 feet to render the approach 
to the Canal as safe as it ought to be. Mill owners should be compelled to find motive 
power elsewhere. Slack water navigation is requisite for Canal. 



A. Wrioht, M. p. 

Favours enlargement of locks. 



Canadun Navigation Co. 

Recommend reopening of old Canal and enlarging locks, besides other improvements. 
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INEEFERENCE aENERALLY TO THE ST. LAWRENCE CANALS 

Q-. E. Jaques, Montreal. 

After giving answers to many queries, goes on to say that there are other improyements 
needed to retain or extend the Western trade by the St. Lawrenoe route. The insufficient 
space for receiving from the city, or Atlantic shipping, merchandize for the West, as well 
a-> for landing freight from the same has been severely felt for years ; and yet the Board 
of Works has given no attention to this all important question. Some year4 ago a tract of 
land below the Wellington Bridge on the North side ot the canal, was bought from Hon. J. 
Young expressly for extended accommodation for freight ; but most imacoountably it has 
not been made use of, though the outlay of a few thousand dollars would have achiered 
the object in view. The want of this accommodation has been severely felt by vessels 
carrying rolling freight, as they lose some 2 days when they ought to be only 4 hours dis- 
charging—in this way at least 30 per cent, being added to the expenses of the trip. 



T. RiMMER, Montreal. 

At close of letter, insists on the great differenoe between the Bufiklo and Oswego require- 
ments on the one hand and those of Montreal on the other. In the former everything 
goes into store ; in the latter the bulk of the grain goes aboard ship, and barges must be 
adapted to that end. This quite alters the nature of the business and the style of the 
craft required. 



Montreal Corn Exchange Association. 

Refer emphatically to the great advantages which the improved navigation of the St Law- 
rence would present — the lower rates of freight, and shorter route to a seaport which it 
affords to the Western grain trade, as compared with the route via Buffalo or Oswego. 



Hon. R. B. Dickey, Amherst, N.S. 

See answer to questions respecting Bay Verte. 



Board of Trade, Toledo. 

Kegftrd the efforts of the lending men of the Dominion to enlarge their transportation routes 
as of the greatest importance to all the States bordering on the chain of Lakes ^ as an in- 
dication of the Rmity which Bhoulr] exUt botween different sections of the continent and 
which it is for the interest of all to strengtbf'n. And while wishing abundant success to 
such efforts, they do it all the more earnestly because they see as likely to grow out of 
these exertions a friendship of a commercial and social character, which may at no distant 
day^ bind together as one all the States of the Union and Dominion. 
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Town Council, St. Catharine's. 

Suggest to the Ck>mmi8sioner8 in oonoluding their letter, that the improvements required 
for the development of the trade of the great West with the sea-board are questions of the 
highest importance to the Dominion, and should be prosecuted at the earliest possible 
period ^at the state of the iinandes permit. With the Welland enlarged and the St. 
Lawrence deepened to 12^ feet the wants of our trade would be satisfied without the 
construction of new works of doubtful utility. 



BoABD OP Tbade, Ottawa. 

Are advocates of canal enlargement, expansion and development, as they are persuaded 
tiiat these are in reality the true channels through which agricultural produce must pass 
and that their tendency is to develope the resources ot the countries to which they give 
access ; but are of opinion that attention should be directed to the construction of the 
nudn lines f viz. : The Scnilt Ste, Marie, Ottawa and Bay Verte Canals, before anything in the 
way of meddling with existing structures is done, and that all these great lines should be 
made of the capacity laid down as that of the Sault Ste. Marie, except the Bay Verte, 
which ought to have at least 16 feet on the sills of its locks. 



BoABD OF Tbadb, Hamilton. 

After recommending enlargement of the Welland and St. Lawrence Canals, go on to say : — 

With our canals thus enlarged steam and sail vessels of correspondingly increased dimen- 
sions could engage in the trade between the Upper Lakes and Montreal, and would also 
at the same time be found admirably adapted for embarking in the trade between the 
Upper Lakes and the Lower Provinces, carrying flour and provisions on the downward 
tnp and returning with coal, fish, ifec. 

The capacity of such vessels for the proposed increased sized locks would be similar to those 
engaged on the American side on the Upper Lakes, viz: 230 to 250 feet in length, 30 to 
34 feet beam, with a draught of water of 12 feet and carrying capacity of 30,0(X) bushels 
of wheat. At present first-class propellers of 450 to 500 tons and carrying 1 5,000 bushels of 
wheat through the Welland from Chicago to Montreal can afford to carry at a freight of 
12^ per bushel and even do well at that, and if the locks were enlarged to the suggested 
dimensions, then steam and sail vessels of a canying capacity of 30,000 bushels of wheat 
could advantageously engage in the trade between the Upper Lakes and Montreal ) and 
a reduction in the present rate of freight might easily be anticipated to the extent of at 
least 12^ per cent. By steamers of the proposed size engaging in the trade between 
Montreal and the Upper Lakes not only woidd the large bulk of the produce in the basins 
of the great lakes find its way to tide water by the St. Lawrence, but return cargoes of 
iron, sfQt, crockery and other heavy goods would find their way into the mterior by the 
same route. Iron is now received from ocean ships in Quebec and laid down in Chicago 
for $3.50 per gross ton by water even with our present imperfect facilities, and when it is 
tmderstood that the cost of haulage on a railway for the same distance is at least $10 per 
ton it appears impossible for the rail to compete successfully with water. Indeed it may 
be laid down as a rule that the two pandlel iron bars cannot compete in an economical 
point of view with our magnificent system ot water communication in the carr3ang of 
produce and other heavy freight between the Upper Lakes and the natural terminus of 
ocean navigation in the St. Lawrence — the city of Montreal. Li the race of competition 
which we hftve inevitably to run, it becomes of paramount importance to avoid ail unne- 
cessary transhipments and by grasping every natural advantage within our power, resolve 
with heart and hand to place the St. Lawrence route in a position of unquestionable 
supenortty to that of Oswego and New York, and thus render our own unrimled inland 
waters the great highway to Europe. 



Digitized by 



Google 



168 



The people of the Domioion owe it to tbemtelTat as ti>e gnaitUatw oC a noUe beritage to 
see that the Ameriean people on the shores of the Great LAkea have eTery posdhle 
Uahiy gireo them freely to use the Welland, St Lawrence, and lAobine Canals on the 
same terms as <mr own people with a yiew to assist in doTeloping the enormous nrodooe 
traffic that annosUy rolls its increasing Tolome from the West to the Atlantic No nn- 
wise legislation shotild in imitation of tlM erode fisoal poUcj of our neighhours be per- 
mitted to check the growth of a conmieroe that is destined to edipee in magnitnde and 
grandeur all the realuations of the past, and all the moat aangnine anticipaSooa of the 
ratore. 



Mb. Patterson, Montreal. 

Also refers, like Mr. Jaqnes, to the want of fireight accommodation' at Montreal, and 
makes some suggesti<»s on this point. 






Hon. J. Young. 

Canada in creating the Dominion has assumed a oontinoital attitude. She denred that her 
jurisdiction shcnild extend to the Paciflo and a great responsibility is thereby incurred to 
do her part in developing to the fullest extent uie vast water communications from the 
heads of Lakes Superior and Michigan to tide water. Not only should this be done, but a 
poli^ should be initiated, by which within the next ten years the Eastern Prorinoea and 
the Eastern States should be united with the Pacific Coast by a Northern route of railway, 
and thus unite British Columbia at the West with all the British Profincea at the East 
under one Goyemment. 



i 
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ST. LAWEENCE RIVER AND RAPIDS. 



Can yon give the Commissioners any information as to the nature and 
locality of the obstructions which exist in the channel of the River St. 
Lawrence from Prescott to Montreal, for the downward passage of 
vessels independent of the canal ? 



Or. E Jacixtss, Montreal. 

Only rePen to the report of Messrs. Haillefer, and Baaslofi published by the GK)venmient m 
1854. 



Montreal Corn Exchanob Association. 

Quote same report — 

<* It is practicable to open a channel of sufficient indth and depth for vessels drawing 10 feet 
by removing the obstructions and this can be done for not more thui £180,000. 

Assuming this to be correct, it will be desirable to give the same depths of water in the 
canals ; but the immediate necessity is not imperative. 



Board op Trade, Hamilton. 

9 

Say there is an obstruction in the middle of the Gallops Rapids ; one at the entrance to the 
upper end of the Beauhamois Canal ; two shoih in Lake St. Louis; another at the first 
light ship above Lachine, and the other between the first and second lightships — all of 
which ought to be removed. A light is very much needed on St. Amicettes shoal in Lake 
St. Francis. 



Canadian Navigation Co. 

Refer to report of Maillefer & Raasloff. 

2» 
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Can you offer any suggestions to the Commissioners as to the best means 
of improving the navigation of the river itself, irrespective of the canals ? 



BoABB OF Tbadb, Hamilton. 
See q. 1. 



Canadian Navigation Co. j 

Think a obannel admitting vessels of 8 feet would answer ; But refer to report of Maillefert ^ 

& Kaasloff on the subject. 

For vessels of 8 feet the only improvement required would be the Goteau Bapids, Baoeo, 
Hays, Shoal, Split Bock, a ^>hoal at Min^s Island below Laohine Bapids, and the St. 
Lambert Shoal below Victoria Bridge. With the exception of Coteau Bapids and Split 
Bock the cost would be small, as the obstructions are in almost slack water. 

For the safety of vessels during fogs, and snow storms, fog signals are veiy much required ; 
viz: 

A gun at Nine Mile Pt. 

A bell at the Ducks. 

A gun at Long Point. 

" " " Toronto. jl 

Bell at Burlington Bay. f 

Gun at Port Dalhousie. V 

In case of a Ghannel 8 feet, many light draught vessels as well as the passenger Steamers 
would run the rapids and thus greatly relieve the Canal. 



I 
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ST. LAWRENCE RIVER-QUEBEC AND 
MONTREAL. 



1. What is the available depth of water in the navigable channel at the 
lowest summer levels.? 



J. W. Winn, Montreal. 

About 19} feet, which could quickly be made 20. 



Teinity House, Quebec. 

19 feefc, that is taking the lowest level on the flats of Lake St. Peter at 10 feet. 



C. L. Abmstbong, Dalhousie. 
20 feet. 

BoABB OF Tbade, Quebec. 
18 feet. 

Edsall & Wilson. 

Seeq. 2- 

WILLLA.M Rae, Quebec. 

For steamships 17.6* 
« Sail 18. 
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9. At what points in the river do the obstructions exist which prevent ves- 
sels passing drawing greater depth of water ? 



J. W. Winn, Montreal. 

The small obstniotioDs to a complete chamiel 800 feet wide and 20 feet deep, are fully 
shewn in Mr. Pagers report to Public Works Department; shortly after its publication 
the chief defect, that near Point aux Trembles, was removed by the Harbor Conmiis- 
sioners who ought to remore the others. 



Trinity House, Quebec. 

Montreal, Point aux Trembles, Flat Island, Lake St. Peter, Gap a la Roche and Cap Charles. 



C. L. Armstrong, Dalhousie. 

At Cap a la Roche, owmg to a small shoal or poulier in the centre of the channel, which 
necessitates a shott turn to avoid the large boulders lying to leeward with a strong ebb 
tide. With flood ^de there is no danger. FurUier on he remarks : 

Obstmotions are generally caused by boulders, &c , and are always, found where there hare 
been ice jams during the winter — the weight of ice embedding them in the clay, at such 
places as Longeuiel, from Point aux Ti^mbles to Varennes, Isle des Sauriers prevents the 
ice from going down the Vercberes channel.^ There are frequent ^ms from Lavaltrie to 
Lanoarie and again from Point du Lac to Port St. Frands, occasionally at ChampUm, 
then from Leorand to Cap a la Roche and Grandines and through the Richelieu. 



Board of Trade, Quebec. 

Point aux Trembles, Flat Island (near Lavaltrie) Lake St. Peter, Cap a la Roche, and Cape 
Charles. 



< 



I 



Edsall and Wilson, 

Obstructions arise from deposits fh>m the Ottawa and Streams from the South l^de and will 
require a yearly outlay of public money. Quebec is the true place for large vessels. 



W. Ear, Quebec, 

Point aux Trembles, Varennes, Lanaorai, Lake St. Peter, Provencber Shoal, Cape Charles and 
La Roche. 
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•. Is it, in your opinion, practicable still further to increase the depth of 
the river by dredging, and to what extent could this increase be car- 
ried? 



J. W. Winn, Montreal. 

Believes the increase w only k. matter of expense and refers to Mr. Page's estimate of 9800, 
000 tor making a channel 300 feet wide and 22 feet deep—a work very desirable. 



A. B. McGiBBON, Montreal. 
Should be 24 feel at least. 

Tbinity House, Quebec. 

Practicable but very expensive. 



C. L. Akmstbono, Dalhousie. 

The channel may be dredged to any extent— the bottom being blue clay. 



BoABD OF Tbade, Quebec. 

Think it practicable to increase depth of river by dredging at places named q. 2, to the ex- 
tent of 4 ieet, but with this it would be necessary to combine the removal of boulders at 
Cap a la Roobe and Cape CliarleB ; but no additional dredging in the river would be of 
much service without deepening the water in harbor of Montreal. 



W. Rae, Quebec. 
Quite pnotioable to Inorease depth to 24 feet. 
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4. Would it be a great saving or economy in the carriage of freight if the 
river were deepened sufficiently to enable vessels to pass up and down 
drawing 24 feet of water ? 



J. W. Winn, Montreal. 

Thinks deepening to 22 feet ahould be first oompleted, and further improvements subse* 
quently carried to such an extent as the wants and prospects of trade should require 
sooner or later, the channel should be deepened to 24 feet and widened to 400 ieet. 



A. B. McQ-iBBON, Montreal. 
Answers emphatically in the aflSrmative. 

Tbinity House, Quebec. 

It would certainly be an economy, but vessels drawmg 24 feet and of proportional tonnage, 
would find it di£9cult to navigate the narrowand crooked channels between th^ two ports. 



C. L. Abmstbong, Dalhousie. 

The larger the vessels the cheaper the ft'eight. 



BoABD OF Trade, Quebec. 

As a general rate, rates of freight diminish to some extent in proportion to increase in siae 
of vessels -j as large vessels can be sailed at less expense than small ones. 



Adam Bbown, Hamilton. 

Certainly the reduction of cost of transit would be in proportion to the increased si te of 
vessel in proportion as the river is deepened. 



W. BAE,'Quebec. 
Without^doubt. 
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RIDEAU CANAL. 



1. Is it your opinion that the business of this Canal is of sufficient impor- 
tance to warrant any outlay for improvement ? 



Jamss Shaw jr., Smith's Falls. 

Answers in the affinnatiTe. 

B. Tktt M. L. a., Ontario. 

Is of opinion that the business would warranl an outlay for improvements. The Canal 
passes through an old and well settled country, aud supplies the cheapest mode of trans- 
port for Merchandise to and from Kemptyille, Merrickyme, Smithes Falls, Perth, Newboro, 
and other places ef business. It should also be remembered, he adds, that the Rideau 
Canal was given over to the Canadian Government upon the understanding that the 
Canal should be kept open and in proper repair. 



HiKAM Easton, Merrickville. 

Thinks Canal pays, inasmuch as it supplies manufeu^turing focilities to villages along its 
route ; should it happen that the Canal were dosed, a large number of enterpnzes would 
be ruined and a large amount of wealth unavailable. 



B. KsBKAHAK, Kemptville. 
Says the Oanal is necessary for the trade of the Country. 



A. R. McGiBBON, Montreal. 
Does not think there is sufficient trade to warrant any large outlay. 
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W. H. Fbedenbubgh, Westport. 

ReoommencU repairs. 



J. D. Slater, Superintendent, Ottawa. 

Answers in the affirmative and goes on to say that the present trade is diiefly looaL For 
instance Ottawa and Kington oonsumes m round numbers^ 100,000 oords of woods an- 
nually, and of this quantity about { is procured from the Rideau Canal ; and were itDOt for 
this supply the consumer would have to pay at least one dollar more per cord. Aooom- 
panying Mr. Slater's letter in reply are returns of the business of this Canal for the year 
ending the 30th J une 1870. From the return of the Ottawa Office we gather the following 
foots: — 

tons $ cts. 

Tonnage of vessels up 28,703 280.76 

*« " '» down 25,925 213.49 

Property tons up 28,350 1225.36 

<* down 30,619 1202.21 

Passengers up 391 10.03 

" << down 237 5.93 

Total 628. 113,497 $2937.78 

\ ■ — ^— ^ «■' 
Return from Kingston MiUs show 

** '' 52,599 399.11 

" « 62,547 528.53 

" « 107,818 2184.71 

" " 2665 167.44 

" " 690 17.26 

«* " 633 16.04 

1323 225,629 13313.09 

From these returns we find principal tolls collected on Salt, Wheat, Goal, Firewood, Floats, 
Traverses, Railroad ties, Shingles, Sawed Lumber, Saw-logs, Pork, Merohandiiesy (cUubs 6.) 






John Chaffey, Newboro. 

This Canal is no doubt indespensable to the Country through which it runs. A CleTelaod 
Co., have made a contract for carrying through it 2D,000 tons of Iron ore from Hull 
to Kingston, during 1871, and the tolls on that quantity will amount to 94,000. The | 
trade of the Crosby Iron mines is increasing and must increase to an unlimited extent. 



BoABD OF Trade, Ottawa. 
If all obstructions were removed^business would be incressed fifly-fbld. 



BoABD OF Trade, Kingston 
Business fully warrants a oonsiderable oatlay. 
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John Manion, Perth. 

Judgiiig from the development of the Ck>untry, north of the Rideau, the trade must increase 
very Jiu'gely within the next few years ; a most serious loss to this part of Canada must 
follow, if the Canal should be allowed to go out of repair. 



Pbbth Town Council. 

Reoommend considerable outlay for improvement as the Canal is indispensable to the 
prosperity ol thit part of the country through which it passes^ and that the present tn^o 
might be greatly increased by opening up the water communication between Perth and 
the Kideau. Limiber, ore and merchandize would then find their way by the Canal in- 
stead of by the present route. 



A. J. EussELL, Ottayrei. 

It beems to him that as regards the purpose for which this Canal was originally constructed 
viz: the transport of troops and military stores — a railway from Montreal to Ottawa and 
another as now proposed, to be chartered from the Canada Central Railroad, at Carleton 
Place, to the Peterborough Railroad would answer best. 



Allan Gilmour, Ottawa. 
Recommends outlay for improvement of the Canal to a small extei^ 



W. K. Dickinson, Manotick. 

Corroborates other writers respecting the business of the Canal and gives a detailed state- 
ment of the manufacturing establishments at pi-e&ent situated on the route, — the increase 
of which as well as the successful prosecution, depends in a great measure upon the effi- 
cient working of the Rideau : 

MiLlJS ON RIDEAU RIVER. 

Flour MiUs 17 

Cardingand Fulling Mills 4 

Saw Mills 12- 

Oatmeal Mills : 2 

Shingle Mills 5 

Foundries and Machine Shops 3 

Stave Factories 2 

Cloth " 3 

SAsh and Door Factcfries 2 

Match Factory 1 

Malleable Iron Works I 

Tannery 1 

Total 53. 

21 
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In addition to these are numerous other mills situated at short distances on either side of 
the route, whose interests are intimately connected with the navigation of the Rideau. 

These establishments are wholly dependent upon a regular and sufficient water supply to 
the various mill privileges, for which the Government have undergranted leases, and re- 
ceive an annual rental. Under these circumstances many persons have made heavy in- 
vestments in good faith. It is, therefore, obviouslv unjust on the part of the Govern- 
ment to allow this route to become unreliable, as incleed has been the caae for some time 
past. 

The mineral productions immediately bordering on the Canal, especially on the Western 
shore, between Oliver's Ferry on the Rideau Lalie and the City of J^ingston, are varied and 
important) yielding iron, copper, lead and phosphate of lime. 

The Hull Iron Mines, near Ottawa, have been recently purchased by an enterprising Ontario 
Company who intend transporting their yield through this Canal on its way to Clevehmdi 



Or. Chaffey & Co., Kingston 

This canal is of great value to the country through which it passes, including the cities at 
either end, ai^ its traffic is likely to increase largely in years to come. 



A. Weight, M. P 

Answers decidedly in affirmative. 



9. Is the canal sufficient for the present trade passing through it? 



James Shaw, Jr., Smith's Falls. 

Yes } and for twice the trade. 

B. Tett, M.L.A., Ontario. 

Believes that had the canal been kept up in the same state of efficiency as was the case when 
it left the hands of the Ordinance Department, it would have been sufficient for present trade. 



Ptt?.am Easton, Merrickville. 
Answers in the affirmative. 
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W. H. Fredenbubgh, Westport. 

The canal would be sufficient for present trade, if the water could be kept up to navigation 
height. 



Mr. Slater, Superintendent. 

Sufficient for present trade. 

Mr. Chaffey, Newboro. 

Same answer. 

Board of Trade, Ottawa. 

Ditto. 



Board of Trade, Kingston. 

Yes, if properly repaired and attended to. 



John Manion, Perth. 

Same answer. 

Perth Town Council, 

Same answer. 



A. J. Russell, Ottawa. 

It seems generally sufficient for the trade passing through it. 



Allan Gilmour, Ottawa. 
Yes and for much more. 



Digitized by 



Google 



180 



W. K. Dickinson, Manotick. 

Ditto. 



3« Are there any obstructions to the navigation of the Canal that can be 
easily removed ? 



James Shaw, Jan., Smith's Falls. 

Only aware of obstructions arising from scarcity of water during the summer. 



B. Tett, M.L.A., Ontario. 

The greatest obstruction is at the Isthmus which passes through a Canal out between the 
upper Kideau and Mud Lakes— a distance of about J of a mile in length. For some years 
past the dam at the Narrows lock has been leaky as well as the upper sill of the Isthmus. 
On this accoimt the water at the short cut at the Isthmus during dry summers has lower- 
ed to nearly ^ ot its first or usual depth. Consequently boats have been able to pass only 
half laden, the larger boats being often unable to navigate the Canal. All this may easily 
be remedied by making the dam at the Narrows tight, the upper sill of the Isthmus look 
secure from leakage^ and by digging away and blasting this short piece of Canal eigh- 
teen inches or two feet — about two- thirds being rock and one- third clay. 



Hiram Easton, Merrickville. 

Hecommends dredging portion of Canal from Kingston Mills to Kingston (6 miles), and 
buoys or signal posts where the channel is very narrow. 

Two piers at entrance of Kewboro Cut from Little Kideau Lake should be repaired ; Cut 
should be either lowered or lakes dammed for reservoirs to supply water during dry season. 
Cuts at Killmanoch, Merrickville^ Burritt's Rapids, require cleaning out. 

Damming of some of lakes at head of river Tay is advisable 3 Big Rideaii Lake iep«sd» 
chiefly upon this river for water. 

Signal boat is necessary at head of Land Island, below Bicketts' Bridge, as it is dangerovM on 
dark nights. 



R. Kernahan, Keioaptville. 

Also refers to want of water during dry season. 



W. H. Fredenburgh, Westport. 
Same answer, last season water only 30 to 36 inches in Newboro' Cut. 
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Mb. Slatsb, Superinieaideiit. 

The most serious obstructions hare been the lowness of the water in the latter part of the 
season, and the floods in the spring. To remedy this dams are being built at the outlet 
of lakes, the head waters of tributari^s of the Rideau, to retain spring floods until the 
season of low water. The past season^ however, has been peculiar, and may not ooour 
again for a long time. 



J. Chaffet, Newboro. 

The reservation of water to rapply Canal is very much neglected, but it would not take 
much money to remedy the dimoulty — what is chiefly required is the attention of some 
one of practical experience. 



BoAKD OF Tbads, Kingston. 

There are several places where the water has been fbund too shallow—these should be 
deepened. 



Peeth Town Council. 

Similar Answer. 

A. J. BussELL, Ottawa. 

No doubt much could be done to increase thd depth of water at dry seasons when vessels 
are obstructed now imd then, by damming the lakes at its sources, so as to reserve part 
of the surplus waters of Spring. If that be not done, then the draft of boats built for the 
Canal should be diminished, a necessity it, is desirable to avoid as gun boats might 
have to pass over it uid tiie Ottawa in the event of war. 



W. K. Dickinson, Manotick. 

Jiany minor obstructions but they ean be easily removed. For instance the accumulations 
•f sunken lo|^ loose stones and other debris in the cuts forming approaches to mmy of 
the locks; rocky Shoals on the route give a good deal of trouble and should be remove I 
by blasting or an increased supply of water. 
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4. Is the supply of water from the summit sufficieut for the present re- 
quirements of Navigation on the Canal? If not what means can be 
adopted to increase it ? 



James Shaw, jr., Smith's Falls. 

The supply of water is iosuffioient at times and to increase it, it would be ad?isable to draw 
a supply from the numerous lakes which lie contiguous to the Canal and oommonioate with 
it. This should be done by the erection of dams at the outlet of these lakes, so as to 
prevent the waste of the water. 



B. Tett, M. L. a. Ontario. 

The supply is insufficient. A reservior of water above the summit level, may easily be 
made for the Kingston end, but constructing dams at the outlets of l£ud Lake and 
Canoe Lake, in the township of Bedford, and at the outlets of Loughboro and Long 
Lakes, in the township of Loughboro. In this way 3 or 4 feet of water may be saved to be 
let down, when required in the dry season from Devil, Mud, Birch, Desert, Canoe, Otter, 
Knowiton, and Great Mud Likes, embracing altojether an area of about 40 miles by 30; 
dams in an inefficient state exist in all the places mentioned. Such a reservoir in his opinion 
cannot injure any one or create new claimants for damages. 



R. Kernahan, Kemptville. 

Suggests as the best mode of supplying sufficient water during the dry season, damming the 
lakes on the Upper part of the river Tay which foils into the Rideau below Port Elmsly. 
Then there would be nothing wanted but to get an increase of water for the lock at the 
Narrows and the locks at Newboro and this could be done by draining the west Rideau 
lake and one or two other small lakes. iSome years ago this gentleman measured these 
lakes and was examined on the subject by a committee of the Canadian H. A. which 
finally came to the conclusion that the Cbinal would be kept supplied with water in the way 
suggested. 



W. H. Fredenburgh, Westport. 



As the supply of water at summit level is insufficient we recommend putting the locks and 
gates at Newboro and the Narrows m a good state of repair und raising the dam at outlet 
of WestRideiu onf^ foot higher. W it'^r should be brought from B)b*3 Lake into the West 
Rideau, which can be done at a sm ill expeiihe ufcer water is raised m that L ike as con- 
templated by the dam now building at its foot. Th»*n the surplus w.iter can be held in 
ihe VvTest Ri .eau till middummer and let into the summit. This would supply the sum- 
mit the remvinder of the season. 



Mr. Slater, Superintendent. 

The supply of water at summit is insufficient. If the dams were enlarged and the water 
retained until about August the navigation could be maintained for vessels that do not 
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draw more than 4^ feet of water j but several yessels require greater depth and have to be 
withdrawn when the water begins to fall. It has been suggested that the surplus water 
fiom Bob's Lake could easily be diverted to the West Rideau and retained in that lake 
which is the chief reservoir of the summit— this would require to have the dam raised at 
the outlet 



J. Chaffey, l^ewboro. 

The greatest difficulty occurs in the autumn at the Newboro Cut, on the snmmit level ; here 
the wat«r runs and is very much wasted each way, particularly at the Isthmus. The de- 
fects in the upper sluices of this lock will fill it every 15 minutes, besides the waste that 
takes place through the lower gates— reducing the water m the Cut to 2 feet 7 in. at end 
of past season. Simply attention and a little expense at these points, together with 
holding all the freshet in the spring that the works will admit of would obviate the diffi- 
culty. 

Owners of mills and manufactories might object to tapping Bob's Lake and runniog the 
water thence to the upper Rideau. A dam. however, ought to be built on Long Lsdce, 
for it would reserve a large quantity of water to fall into Bob's Lake and further the in- 
terest of that locality as well as benefit the canal. As he is himself interested in this 
water course he will propose to the Government to build this dam free of expense. No 
person would sustain any damage thereby. 

Then as to the part on the canal from the summit level to Kmgston there are two or three 
things required to improve it; Mr. Rowan of the C. L. D. surveyed in 1864 the watershed 
(80 square miles) emptying at Bedford Mills and Crosby Mills into Mud Lake, forming the 
chief supply to the canal descending to Kingston. He (Mr, C.) knows that the damage 
arising from the construction of two dams to reserve these waters would be very triflmg 
and he proposes to build them at his own expense, in a substantial manner. For two 
months in the year this part of the canal is very much m want of water. Again he would 
rid the canal about Lower Brewer's Chit of a few sunken logs, traverses and pieces of oord 
wood at the bottom. 



Board of Trade, Ottawa. 

Not on Kingston side of summit level. The rain and snow fall should be retained in the 
lakes as the sources of supply — this can be easily done on account of the peculiar topo- 
graphy of the district, 



Board of Trade, Kingston. 

Simply refer to insufficiency of water. 

John Manion, Perth. 

Present supply of water is not sufficient for present requirements of the canal, but the sup- 
ply for the coming season will be very much increased by the erection of the dams at the 
foot of Bob's Lake and Crow Lake, both of which will be completed within the next two 
weeks. Bob's Lake will give a surface of about 22 square miks of an average depth of 
eight feet summer level; Oow Lake about 3 square miles and an average depth of 18 
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feet Tv(0 other dams would largely inorease the supply of water— one ftt the foot of 
Long l^ke, in Hinchbroke Pointy the other it Elbow Inke. A large addiUoo to the 
supply west of Newboro could be obtstned by erecting a new dam at Suttermilk Falls at 
the foot of DeTil Lake, and another dam at the foot of ICud Lake on the saoee stream; 
and further by renewing the dam at foot of Canoe Lake. 



Peeth Town Council. 

The supply of water has been insuffioient, but it is believed that the dams that are now 
now being built on the head waters of the Tay will meet the exigencies of the oaoal. 



J. M. Ceomwell, p. L. Surveyor, Perth. 

Eefers to North portion of canal extending from Poonamalie Look to Ottania^ and whioh is 
supplied by the Lower Uideau Lake, and makes the following suggestions : 

Poonamalie D.^m, which was permanently raised to 18 inches, in 18d5, should be maintained 
to a sufficient height and then all difficulty as to water supply would end— the oMximum 
height is now reached without causing extraordinary damages. Contracts have been re- 
cently entered into for dams at the bottom of Bobs' and Crow. Indices, bothof whioh will 
be very substantial and efficacious. It will, however, perhaps yet be necessary to dam the 
outlet of Long Lake which will give perfect control of all the waAers of the Tay, and prob- 
ably fully supply that part of the canial through the whole summer and atttumn. 

It may also be necessary, in order to receive full benefit from these cUms, to purchase from 
Mr. John Hony the entire control of Bob's Lake whioh is now his reservoir for his miUs. 
Amount already granted is fully sufficient to pay for dams now being completed, and the 
damages that may be caused by them, while 13,000 will probably buy fVom John Hony the 
control of the lake. In short, $16,000 will no doubt cover every emergency in connection 
with the water snj^ly irom the Tity. 



W. K. Dickinson, Manotick. 

The past supply has not been always sufficient, and this may be attributed in some degree 
to the want of proper care in not retaining in the several levels as much of the spring 
water as could be saved with safety to the works. There has also been a want of an efficient 
system of hightening the dams, ic. Steps in the direction of remedjring this have been 
taken by the Department of Public Works during the past season, and favorable results 
are expec^d from this improvement, so far as affects the supply of water from the sum- 
mit in the direction of Ottawa. Several inexpensive stop-log dams are being erected at 
the outlet of a series of lakes which discharge into the Tay. In this way a reserve of 
water will be retained. Similar provisions of nature also exist, and can be utilised at a 
small expense so as to afford similar increase to Kingston end. In this oomieetion lEr. 
Dickenson refers to Mr. Chaftey, whose opinion is already given. 



G-. Chaffey & Beo., Kingston. 

Corroborate what Mr. Chaffey says. 



Edsall & Wilson. 

Corroborate what precedes respecting deficienoy of water and necessity for dams. 
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SAULT STE; MARIE CANAL. 



1. Of what interest to the commerce of the Dominion would be the con- 
struction of another Canal between Lakes Huron and Superior on the 
Canada side ? 



D. E. McLean & Co, Montreal. 

Recommend the construction of this Canal, and express the opinion that the Home Govern 
ment should defray at least half the expense. 



A. Waddington (Lately of British Columbia), 

Passed through the Canal several times last summer and collected a variety of information 
showing the insufficiency of the present work j and the urgent necessity for a new one on 
the Canadian side. On the latter subject he says : The ground on the Canadian side 
seems to have been destined by nature for that purpose — indeed in an engineeriug point 
of view, the canal ought to have been built there in the first instance. 

On the upper side it would opsn into a secure bay, very different in that respect, from the 
entrance to the American canal, While at the lower end the communication with the river 
would be deep, commodious and secure. The ground which has been surveyed and 
sounded consists of gravelly earth and boulders, and would present no difficulty, unless it 
be from the presence of water ; the canal would be ( shorter than the present one. 
Therefore, wlu the much greater safety and convenience of its approaches its greater depth 
and width, and the advantage of greater speed in getting through, In co nsequence of its 
being \ shorter, this canal would have every advantage over its rival. The Canadian 
Trade on Lake Superior at present is small, and of very recent date, and has been so far 
chiefly with Thunder Bay, Silver Islet and some light business with the fishing station at 
Pointe aux Pins, the Michipicoten Station, the fishing station near St. Ignace light-house 
and N^igonBiy. But besides provisioning the volhnteer force at Fort Garry (likely t6re- 
main there for some years) the whole of the trade of the Red River settlement (that of the 
Hudbon's Btiy Company incluited) which now passes through Minnesota will naturally take 
this shorter route, whilst the arrival of emigrants for the North West, and the sptedy set- 
tlement of that vnst territory, will toon cause such an increase in the traffic on Lake 
Superior as aliogethpr to change the present state of ihings. A railway between Fort 
Garry and Nepigon Biiy must be accomplished in the course of three oi four years, and 
then the whole traffic of the N. W. will be poured on to Lake Superior. Under these cir- 
cumstances we should take steps to control this trade, or else our commercial connection 
with the N W. would be at best a matter of sufferance on the part of our neighbors j if 
indeed, we escaped the repetition of certain outrages in the memory of every one. For 
these reasons a canal of our own is imperatively required. 
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BoABD OF Teade, Ottawa. 



The advantage would be unrestiioted aooeM to Lake Superior with a ooast line of 1200 
miles ffnd to our newly acquired territory of Red Riyer, together with better facilities 
for the descent of the grain trade of the N. W. by the Canadian route. 



Board of Trade, Kingston. 

The commerce of the Dominion is well enough served by the present oanal, if its permanent 
use, oan be guaranteed ; otherwise a new work on the Canadian would be desirable. 



F. S. HoLCOMB, Toronto. 

This canal should be built both for p^litioal and commercial reasons, especially as the loea 
tion on the Canadian side is most favorable. 



A. J. Russell, Ottawa. 

a canal on the Canadian side would be of very little or no interest to the commerce of 
Canada but we must consider the feeling of the Americans towards us, and the probabil- 
ity of shutting their own Canal, at any moment against us. 



Town Council, St. Catharine's. 

Recommend immediate construction of new canal. 



F. S. HoLCOMB, Toronto. 

This canal should idso be built on the Canadian side of the riv^, both ^m* politieal and com 
mercial reasons. The location on our side is very favorable. 



"W, H. Smith, Master Mariner, Owen Sound. 

Thinks the increasing fleet on Like Superior would pay two canals. 



Board of Trade, Windsor, O. 

Think that it is of the greatest importance to the Commercial interests of the Dominion 
thit a cinal should be at once constructed on the Canadian side, of dimensions eooal to 
these recommended for the Welland, so as to make Canada independent of roreigu 
caprice. 
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Allan Gilmoub, Ottawa. 

>oe8 not think that the oommerce of Canada requires this canal as yet, but it may be neces- 
sary to have communication with Lake Superior through Canadian soil. 



Bo^D OF Tbade, Gruelph. 
Fax)ur new canal through Canadian temtory. 



Abxvi Brown, Hamilton. 

At#r referring to necessity existing for a canal through Canadian territory goes on to say 
toat it would also have a tendency to increase our revenue : as there is a large and soon 
will be an increased carrying trade from the shores of Lake Superior, at present principally 
in the hands of Americans and likely to continue so unlef*s the work is accomplished. 



BdRD OF Trade, HamUton. 

locate the construction of the canal because it would be the gate to the boundless regions 

*m the North shore of LaKe Superior, so rich in mineral resources which must ultimately 

tnploy a very large population. Looking, therefore, to the early development of the 

atural wealth of that region it would be impolitic for the Qovemment to allow such a 

>mmerce to be subject to the caprice of any foreign power. 



On;rio & Erie Ship Canal Company. 

Sw reply. 



A. \tIGHT, M. P,^ 
Dit 



fl>. A not the lock and prism of the present American Canal the largest in 
merica. 



BoA» OF Trade, Ottawa. 

Thare the largest. 
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"W. H. Smith, Owen Sound. 

Y68, but not too large. 



* Chamber of Commerce, Milwaukee. 

Ditto. 



Board of Trade, Hamilton. 

350 long ; 75 feet wide. 

The width of the canal is at the top 115 feet, at the water line 100 feet, and at the bt>t>m 
64. The total length is now about IJ mile, of wfiich 1,500 feet at the upper end had t4>e 
out in the solid rock. The depth of water is 13 feet, and a steamer drawing 11 feet Idn. 
passed through in 1H69.- Fourteen to fifteen feet, however, would be more in uniforsty 
with the size of the two locks. 



IN REFERENCE GENERALLY TO RIDEAU CANAL AND TA f 

RIVER. 

Hiram Easton, Merrickville, 

Strongly recommends that the work of repairing the Canal be let out by contract iu%t 
some of the lock labourers be taken ofi^ as one man to each is quite sufficient Ihat 
each craft should supply a niunber of men to lock through as in case of Grenvilie Oal ; 
that the Gk>yemmant lands at various stations should be rented to highest Itder, 
whereas now Government receives no benefit from them. 



John Manion, Perth, 

Calls the attention of the Commissioners to the Tay River Canal which has ibr a nulsr of 
years been out of repair, and advises the rebuilding of the locks of tJ^is Canal, as iK>uld 
open np a larser trade in mineral and lumber, and become a very important fclBr of 
theRideau. The trade in liunber already exists, but passes by the railway to |» St. 
Lawrence j little is yet done in minerals owing to the want of Canal transportation 



Perth Town Council 

Make a similar recommendation. 
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W. K. Dickinson, Manotick, 

Calls attention to several points connected with the management of the Canal. 

A great part of the large expenditures made in the route for the past ten or twelve years is 
attributable in a great measure to the postponement of the application of inexpensive 
preventatives. On account of the systematic procrastination of necessary repairs, many 
expensive improvements had, in the course of time, to be carried out. 



IN REFEKENCE TO SAULT STE. MARIE CANAL. 
Mr. Waddington, 

Suggests as one of the plans for building the Canal, that the Dominion imitate what has 
been done by the State oi Michigan. Tenders might be solicited from reliable parties 
stating the smallest amount of lands to the north ot Lake Superior, together with their 
situation, for which they would be willing to construct the Canid. In tMs way the Canal 
might be built without any disbursement in money on the part of the Dominion, and a 
large area of land be very soon settled and cultivated. 
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CAUGHNAWAGA CANAL. 



1. Is it your opinion that the construction of this Canal will benefit the 
Trade of the' Dominion generally ? 



T. W. Winn, Montreal 

Is of opinion that this Canal would benefit trade very considerably if it could be made 
without cost, but such benefits would be wholly neutralised if tolls were imposed ade- 
quate to pay fair interest on cost. 



A. R. McGriBBON, Montreal, 
Oives a favorable reply. 

D. E. McLean & Co., Montreal. 
Same reply. 

Hon, Malcolm Cameron. 

Ditto. 

Board of Trade, Kingston. 

This canal would be a great feeder to the Welland and St. Lawrence canals, as it would 
divert trade to our own channels. It would [probably cheapen freight sufficiently to 
enable it to be carried between the west and New York by this route. Passing so close 
to Montreal, a great deal of trade would thence be sent seaward. The freights on timber 
from the Ottawa would be very much reduced, but the Richelieu River and the Chamblj 
canal would necessarily suffer in the diminution of its trade. 
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MoNTEEAL Corn Exchange Association. 

Bdfer in general teriite to this Canal, but its oonstruction would, in their opinion, render the 
improvement of the Ottawa River Navigation a necessity for its vast timber trade. 



Town Council, St. Cfttharine's. 

Express themselves in favor Of the construction of this work. 



A. K. Delisus, Montreal. 

lyisapproves of this work. 

BoABD OF Trade, Quebec. 

Replf to simikr purport. 
A. J. BussELL, Ottawa. 

The dB»ct of this Canal would be to turn the great trade of the West from us to foreign 
ports of shipment, not only to the injury of the cities of Montreal and Quebec but also to 
that of the Maritime Provinces, n^ich possesses extraordinary facilities for becoming the 
Ocean carriers of that trade. 



Allan Q-ilmour, Ottawa. 
Replies in aflOrmative. 

Adam Brown, Hamilton. 

It would give a second outlet to the seaboard at less cost than the present Erie Canal system 
and increase the tonnage m &vor of Canadian navigation. 



Board of Trade, Hamilton, 

Are in &vorof the Canal, if its locks and depth of water correspond with the St. L and 
W. Canals. 



Board of Trade, Toronto. 

The committee to whom the subject was referred do not favor the constructioD of this 
canal, as it9 benefite would be contingent upon political considerations. 
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Ontario & Erie Ship Canal Co., per A. Morrison. 

AnBwer in afiirmatiye. 



Edsall & Wilson. 

Answer in negative. 



W. Rae, Quebec. . I 

Ditto. 



Hon JdHN Young. 

The export trade 'to foreign countries from the West is not the largest trade. The con- 
sumption of the New England or Eastern U. S. is far greater than the export trade. ajoA 
the question comes up can this trade be also attracted td the route of the St. Lawrence. 
The level of Lake Champlain is 25 feet above the level of the St. Lawrence seven milet 
above Montreal. By the construction of the Caughnawaga Canal of 24 miles, the propeller 
of 900 tons could proceed on to Lake Champlain and deliver her cargo at Burlmgton or 
Whitehill, whence it could be distributed by the various railways througout New England, i 

or the cargo could be landed at Boston at one half the present cost of freight, and in six J 

days less time than the same Western produce is now delivered. By the St. Lawrence C 

route to Lake Champlain there would be 57 miles of canal with 355' feet lockage against 
the Erie and Champlam Canals of 426 miles with 854 feet lockage. Should the State of 
New York decide on enlarging the canal from Lake Champlain into the Hudson, so as to 
arlmit the propeller of 900 tons, then this vessel could sail direct from the Upper Lakes 
down the 8t Lawrence, through Lake Chimplain, and down the Hudson to New York, 
carrying equal to 40 000 bushels of grain without breaking balk, and be in ^ew York in 6 
days less time, than is now taken on the route through the Ene Canal, and at one-half the 
cost of freight. 



9. What would be the effect of the construction of this Canal on the trade 
of the Cities of Montreal and Quebec ? 



J. W. Winn, Montreal. 

Believes thit the construction would r.vther benefit the trade ot Montreal, but cannot say 
anything with respect to Quebec. 



A. R. McGriBBON, Montreal. 

Believes that both cities would benefit from the impulse that the Canal would give to 
general trade of Dominion. . . 
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D. E. MacLean & Co., Montreal, 
Know it will beaeftt MoDtreal, sod Quebec iodireetlj. 



Hon. Malcdlm Cameron, Ottawa. 

See answer to question 3. 



Town Council, St. Catharine's, 

Beneficial to both. 

A. M. Delisle, Montreal. 

Prejudicial to Quebec, Montreal, and Maritime Provinces, would operate upon our trade 
just as the Erie Canal which taps the River St. Lawrence at Buffalo''affects our commerce, 
by carrying nearly all the produce of the west to New York. So the Caughnawaga 
would operate prejudidally to Canadian interests generally by absorbing much of that 
kind of trade now done by way of the Lower St. Lawr^ioa. In other words it would 
benefit American interests, as agitation on the subject in the United States shows. 



Board of Trade, Quebec. 

It may benefit Montreal, as it would give consigners of goods a choice of marketSy but as 
far as I he trade of Quebec is concerned we prefer enlargement of the Chtmbly and the 
removal of obstructions on the Richelieu lUver. 



A. J. EussELL, Ottawa, 

Argues that it would rather benefit New Yoric than either Montreal or Quebec. 



Allan Gilmour, Ottawa, 

Thinks it would benefit both cities. It would draw a large trade in breadstuffii, ^., down 
the St. Lawrence and through the Caughnawaga Canal, into the Lake Champlain for 
distribution and consumption in the New England States which now obtain such suppUef 
mainly by the Erie Canal and American railways. It would draw off some of the trade that 
now finds its way to Montreal and Quebec. But the very fact of a large additional trade 
being brought so near their doors must encourage them to secure a poition of it^ and 
receive some benefits from it. 

2i 
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BoABD OF Tbade, Hamilton. 

Answer emphatically with reepeot to Montreal which ia the great Canadian depot for grain, 
and provisions, at the foot of Lake and Biver narigation, from whence the supplies can 
be distributed throughout the densely peopled numufacturing States of New England. 



Ontabio & Ebie Smp Oanal Co. 

None whatever. 

W. Rae, Quebec. 
Prejudicial. 



3. What particular interest would be benefitted by the construction and 
working of this Canal ? 



J. W. Winn, Montreal. 

The Lumber trade would greatly benefit by the facility with which wood could be sent to Lake 
Champlain. New York, New England, &c. ; but if heavy tolls were imposed, he believes 
the route oy Chambly canal would be preferred as the cheapest. 



A. R. McGriBBON, Montreal. 

The Lumber and carrying trade of the west would be benefitted, whilst shippers and owners 
would receive advantage of competiug markets being opened to them. 



r 



D. E. Maclean & Co., Montreal. 

Similar answer. 



Hon. Malcolm Cameeon, Ottawa. 

It would immensely increase the tolls on the St. Lawrence Canals, and fill the Grenviiie 
Canals with minerals, hoops, hop poles, railroad ties, and inferior woods that now lie 
waste, besides saving a dollar a thousand and a week's time on sawed lumber. It would 
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bring the great bulk of the far Western produce to within 9 miles of Montreal, where, if 
the St Lawrence has the advantages we claim for it, the trade must centre for shipment 
to England, in preference to Bu£lo, Oswego, and Ogdensburg. 



BoABD OF Tbade, Kingston. 
See reply to question 1. 



Town Council, St. Catherine's 
The shipping, lumber and Western interests. 



Board of Trade, Quebec. 

It would more particularly benefit the trade of Ontario, the St. Lawrence and Welland 
Canals tolls and Western ship owners, provided the navigation laws of the U. S. 
are so altered as to permit produce destined for American Atlantic Ports to be carried 
to the Canal in Canadian bottoms^ from ports in the U. S., otherwise the main benefit 
would probably accrue to American interests. 



A. J. BussELL, Ottawa. 

The chief interest that would be benefitted would be the city of New York and other 
American ports, inasmuch as it would preserve for them a &ir share in perhaps the 
greater part of the trade of the West ; and the Ottawa country, by reducing the cost of 
the transport of its timber. It would also benefit in a smaller degree the trade of all the 
Dominion west of Caughnawaga by giving it cheaper access to New York and the Eastern 
States, either for shipment to Europe, or for local consumption ; very much however 
would depend on the tolls the Company would charge. 



Allan Gtilmour, Ottawa. 

It would be of very great benefit to the Ottawa lumber trade (with a moderate rate of tolls) 
as the distance from the Ottawa to Lake Champlain would be shortened about 80 miles, 
with a saving of over 100 feet of lockage, compared with the i)re8ent route by the 
Chambly Canal. So the freight of lumber between the above mentioned points would be 
reduced nearlv, if not quite, one dollar p«»r mile, which on the quantity now sent forward 
from the Oitawa to Lako Champlain, about 250.000,003 feet B, M., would make a large 
saving to the trade. 



Adam Brown, Hamilton. 
The Ottawa Inmber trade* 
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BoABD OF Tkade, Hamilton. 

The agricultural, oommercial and shipping interests of the Dominion would be all benefitted. 
It would also relieve the Laohine Canal of a portion of the lumber traffic which now 
causes so much interruption to lake vessds. 



Ontabio & Ebie Ship Canl Co. 

The Ottawa lumber trade. 

W. Rae, Quebec. 

The River St. Lawrence when deepened will be more than sufficient to carry the trade of the 
West and the folly of tapping it at the head of Ocean Navigation is evident. No great 
interest can be really benefitted by the construction of this work. 



Hon. J. Young. 

The products of the Ottawa Valley will be greatly increased in value, for the saving in 
transport in lumber alone by that route over the present one will not be less than $1 
per mile, and all such saving inoreaies the aimuai value of the national wealth. m 
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RICHELIEU RIVEK AND CHAMBLY CANAL, 



1. Is the capacity of the locks on the Canal and River sufficient for the 
wants of the trade. 



A. R. McQ-iBBON, Montreal. 

Considers this work quite too small for any extensive trade ; but if the Caughnawaga were 
built there would be no necessity for the enlargement of the former. 



D. E. MacLkan. & Co., Montreal. 
Would not touch this Canal if the Caughnawaga were built. 



Montreal Cobn Exchakge Association. 

The completion of this work would entirely obyiate the need for the enlargement of the 
Chambly. 



BoABD OF Tbade, Quebec. 
Negative answer. 



9. Are there any obstructions in the River and Canal which require to be 
removed to facilitate navigation ? 



BoABD OP Tbade, Quebec. 
^Ter re(}u|res (}red^ng in peveral places. 
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3 Can you suggest any improvements for the river or canal, which ought 
to be made in the interests of commerce ? 



BoABD OF Tbade, Quebec. 

In addition to improvements in Richelieu rirer the Ghambly Canal should bo enlarged to 
at least 8 feet. 






/ 
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OTTAWA CANAL. 



Of what benefit to the commerce of the Dominion wonld be the construc- 
tion of a canal giving 8 feet of water from Lake Huron via French 
Eiver, Lake Nipissing and the Ottawa River to Montreal ? 



J. H. INGERSOLL, St. Catharine's. 

Is of opinion that no sailing vessel would take this route, either for cheapness or despatch, 
(even if no tolls were exacted) when we consider the cost of towage, wear and tear to ves- 
sels, and time occupied in a tedious and tortuous river and canal navigation j for, allowing 
that a vessel could make three miles an hour and was only detained 20 mmutes at each 
lock, it would take 7 dnys to reach Lake St. Louis from Lake Huron to whidi must be 
added another day for remaining voyage to Montreal. Bases his opinion on survey of 
route made under superintendence of Board of Works. 



J. W. Winn, Montreal. 
Expresses himself most unequivocally in favor of this proposed work. 



HiBAM Easton, Merrickville. 

Befers to benefit of canal to lumber trade and thinks it preferable to railways for the devel- 
opment of a splendid country. 



A. R. McGiBBON, Montreal, 
Does not think such a work would materially benefit commerce. 



Hon. Malcolm Cameron, Ottawa 

It would give Canada a back-bone, open up new timber districts, fUmish enormous, unlimit- 
ed water power, develop valuable mines of iron, lead, plumbago, talc, and phosphate of 
lime. Marbles of great variety, pure and white as Caraia and variegated as other Italian 
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marbles are. During its oonstruotion it would put 50;000 settlers into the ralley and on 
the streams that ilow into the Ottawa. It would shorten the route from Chicago to Que- 
bec at least 400 miles, and so command a large proportion of Western trade ; besides 
creating an export trade in sawn lumber westward. In concluding, Mr. Oameron recom- 
mendfl devoting our public lands to the construction of these works. 



Board of Trade, Ottawa. 

This route for the trade of the West and North West would be fully one-third shorter than 
any afforded by existing outlets. See reply to question 6. 



Board of Trade, Kingston. 

Think this Canal should not be built for a long time to come. 






Town Council, St. Catharines. 

Similar Answer. 



Board of Trade, Quebec. 

Think this work of the greatest importance to the trade of the whole Dominion. ^ 



Mr. Little, Toronto. 

See answer to the question 3. 

A. J. Russell, Ottawa. 

If the external commerce of the Dominion be considered — that is to say, the receiving and 
movement of the through trade of the Western & N. W. States, already so enormoua, the 
warehousing and carriage of it to European and other markets — then the benefit 
would be very great indeed. The future trade of our North West Territories must also bo 
considered. 

It would convert all the falls which are now obstructions to Navigation into Mill Sites as 
valuable for the manufacture of sawed lumber as those of the Chaudiere at Ottawa. It 
would also be valuable for all other purposes of machinery besides, especially for milling 
the grain of the West into flour on its way to market. Towns and villages would sprmg 
up at these falls, and near the mouths of the principal tributaries. The total cost incur 
red by the Ottawa Lumberers for one year's business, apart from expense of shipment 
may now be put down at over $8,500,000 j the outlay for Pork and flour would be over 
11,500,000, now when it is considered that the transport of all this and other freight 
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costs six times at least as much as it would do as if ths river were Canalled, the peculiar 
benefit that internal commerce of the Provinces would derive from tiiis work will be 
better understood. 

Allan Gilmour, Ottawa. 

The construction of this Canal may fairly be expecte^l to benefit the commerce of the Do- 
minion by the increaed facilities and inducements it would give to the settlement of the 
Country on the Upper Ottawa and French River, and the facilties which would be afforded 
to the lumber trade in the forwarding of supplies to the neighborhood of the localities 
where it is now carried on and in ite extension into regions row undeveloped, yet a 
large proportion of this land, in his opinion, will not be found of such a character as 
will induce settlement thereon to any great extent at the present day, or bo long as 
really good agricultural lands can be had elsewhere at low prices or as free grants. 



Adam Brown, Hamilton, 

Entirely opposed to any system of Canal Navigation that would not admit of yessels of 
the largest capacity combining the system of lake and Ocean Navigation. 



Geo. Wilson, Port Dover. 

Thinks it would be of no benefit. 

Board of Trade, Hamilton. 

This Canal is not wanted at present for the commerce of the Dominion. The cost.of such a 
work would be enormous. It is far too north for early resumption of navigation in the 
spring, and would be closed too soon in the fall. The money would be better expended 
in improving our present canals. 



Board of Trade, Toronto. 

« 

Pail to see the propriety of constructing this Canal, considering the shortness of the 
navigation season. 



Edsall & Wilson. 

Not wanted for the next 50 years. 

A. Wright, M. P. 

This route would shorten the voyage between Montreal and Chicago by one-third of the 
whole distance that has now to be traversed. 
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W. Rae, Quebec. 
Is in favor of the construction of this Canal as soon as possible. 






2. What saving of freight would result in the carriage of the products of 
the West and North West by this route to Montreal on such depth of 
water as against the Welland and St. Lawrence Canals as they now 
are, or supposing the Welland to be enlarged to a capacity suitable for 
the largest vessels now trading on the Upper Lakes ? 



J. W. Winn, Montreal. 

Shortness of distance and freedom from exposure to storms as compared with the route 
through Lakes Huron, Erie and Ontario, Tiould seem to insure a material saving in 
freight, besides one steamer of small power could tow many barges from Montreal to 
Mackinaw or Sault Ste. Marie, whence towage or sailing through lake Michigan or 
Superior would not cost much time or money. 



Board of Trade, Ottawa. 

Fully one-third. 

Town Council, St. Catharine's. 

None whatever 

A. J. Russell, Ottawa. 

Refers to Mr. Shanly's report, which gives the cost of moving freight per ton from Chicago 
to Montreal by this route at $2.89, while it would be $3.20 and $3.27 for the St. Lawrence 
and Welland Canals, and the Toronto and Georgian Bay Canal respectively. 






' 



-Board of Trade, Windsor, 0. 

Are of opinion that the Ottawa Canal could not compete with the St. Lawrence and 
Welland when enlarged. 



Chamber of Commerce, Milwaukee. 

Consider Welland most desirable. 



Digitized by 



Google 



208 



Allan Gilmotjr, Ottawa, 

Conceives the answer to this question will depend almost entirely upon the solution of the 
problem, whether the product of im West and N. W. .can be conveyed thereby more 
cheaply and expeditiously to Montreal or Quebec than by the Welland Canal and St. Law- 
rence J imless that can be shewn beyond a doubt no sufficient inducement would be offered 
lor the construction«of an Ottawa Canal. 

The distance from Chicago or Milwaukee to Montreal would be about 370 miles shorter by 
the Ottawa and French Rivers than by the Welland and St. Lawrence Canals. But against 
this there would be the extra lockage by the Ottawa of 83 feet up to reach the summit 
level, and the same descending, together 166 feet more than by the St. Lawrence route. 
How far these advantages and disadvantages would balance each other or predominate, 
only those well acquainted with canal navigation can determine. 

Again there is the fact of the wider waters of the Lakes on the St, Lawrence route, with the 
drawback of greater risk or higher insurance than by the Ottawa, especially late in the 
season. 



Board of Trade, Chicago. 

If enlarged the Welland Canal route would probably be the cheapest. 



Adam Brown, Hamilton. 

If the Welland and St. Lawrence Canals we.^e enlarged so as to admit of the passage of large 
vessels it would be useless to take any other system to connect with the upper lakes into 
consideration, as the expense of keeping up any other system of canal navigation would 
be out of proportion — taking the expense of canal mileage into consideration. 



G. Wilson, Port Dover. 

None. 



Board of Trade, Hamilton. 

There would be no saving of freight by such a route even under existing circumstances— in 
the (Mse of the enlargement of the present system it could not possibly compete. 



Alvin Bronson, Oswego. 

In his judgment, th^ Welland stands at the head of the numerous projects presented for 
discussion by the Commissioners, in point of utility, compared with the French River and 
Ottawa Canal, and the Lake Huron and Ontario Canal. It has the advantage over both 
in latitude, altitude, amount of lock«ige, and length of canal. Each of these canals require 
more than double the lockage and more than double the length of the Welland. 
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3. Supposing the amount necessary to enlarge the Welland Oanal to the 
capacity of the largest vessels navigating the Upper Lakes, if expended 
on the Ottawa Canal, would give a continuous depth for barge naviga- 
tion of 8 feet, which would be the preferable investment ? 



J. W. Winn, Montreal. 

Is in favor of the Ottawa, because it would bring a larger shire of the trailio of the Western 
States through Canada and furnish a seoond route in ease of war or accident to the Welland 
which would stop its navigation. 



A. R. McGiBBON, Montreal. 
Expresses himself in favor of the Welland route. 



Board of Trade, Ottawa. 

Answer emphatically in favor of the Ottawa Canal. 



Town Council, St. Catharine's, 
Answer in fovor of the Welland. 

James Little, Toronto. 

I 

The Welland Canal is known to be some three hundred and seventy miles further between 
Chicago and New York than would be the route by the Ottawa. All other things being 
equal, the difference in cost between enlarging the one and constructing the other is not 
a matter of sufficient importance to be allowed to st md in the way when the volume of 
commerce to be opened up is to be taken into consideration* The opening up of the 
Ottawa will ensure to the country a much larger amount of the benefits arising from the 
moving of products than the Welland, and while the enlargement of the latter will open 
up no new seotiuu of the country, the Ottawa will at once bring into market the timber 
and promote the settlement of the vast territory drained by the Ottawa, Matawan, and 
French rivers — a dintance of 330 miles from the city of Ottawa to the Georgian Bay — equal 
in length to the Erie Canal, and sufficient of itself, from its agricultural, timber, and mine- 
ral wealth, and the enormous amount of witer power it would mike available to overba- 
lance any difference of oost that might accrue. 

Unlike the Welland, which had to wait on the agricultural development of the West, the 
Ottawa route would at once force business to itself on account of its immense advantages 
over every other route. It would leave the Erie Canal just as the completion of the H. 
Lawrence Can<)is has left the Rideau — simply dependent on the local traffic, and what it 
could gather from the shores of Lake Erie, and even there it would meet the competition 
of the Welland. It would be without a rival for the Western commerce as no oansd can 
ever be constructed through the United States with a tithe of its advantages, even at the 
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expenditure of hundred millions of dollars. Other advantages may be summed up as 
follows : 

1. It would open up a far safer an J more capacious route than any other in use or con- 
templated. 

2. It would effect a saving of time equal to two full trips, according to Mr. Shanly — ^pos- 
sibly to three. 

3. It would afiford direct communication without breaking bulk, between Lakes Superior 
Michigan and Huron, and the head of Ocean navigJition at Montreal and by the Caugh- 
nawaga to the head cf Lake Champlain, within about 60 miles of steam navigation on 
the Hudson. 

4. It would possess immense advantages for the timber trade of the Georgian Ba}', the 
valley ot the Saginaw, the whole northern peninsula of Michigan and Green Bay. 

5. It would give but a short lake run to reach the shelter of Manitoulin at either end. 

6. It would leave the Welland undisturbed to do the business of Like Erie, and other 
ports that would make Oswego their distributing points, and above all it, (the W.) 
would supplement the overtaxed Ottawa route j for the latter soon after its completion 
would certainly have more than it could do to meet the requirements of the 17,500,000 of 
people of the ^eat grain producing country of the West, ever seeking a way to the 
points of distribution and consumption. 

In conclusion Mr. Little says that the locks should be not less than those proposed by Mr. 
Shanly, viz., 250 feet long, 50 feet broad, 10 feet deep. The difficulty of access to, and of 
iinding the material for cut stone locks — of distributing it as well as other material and 
necessaries at the points of requirement, especially on; the line of the Mattawan and 
French rivers, would seem to be serious objections to the adoption of the Ottawa route; 
but when it was remembered that the Rideau improvement, when made, was in a some- 
what similar position; and that $24.000,000— the interest on which the city of Montreal 
alone might well pay on aoccount of the benefits it would receive — ^would complete the 
work, these objections might be summarily set aside. 



A. J. Russell, Ottawa. 

The Welland would not do anything to develope our interior country of Quebec and On- 
tario, whibt the Ottawa would certainly do so. 



Board of Trade, Windsor, 0. 

Argue in favor of Welland route. 



Chamber of Commerce, Milwaukee. 

Ditto. 



Board of Trade, Chicago. 
Tb0 Welland. 
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Adam Brown, Hamilton. 

No system of navigation should betaken into consi leration th'it woull not allow, of stea- 
mers of a large class passing to Lake Superior. 



Geo. Wilson, Port Dover. 

The Welland. 

Board of Trade, Hamilton, 
Ditto. 

Board of Trade, Toronto. 

Ditto. 



Ontario and Erie Ship Canal Co. 

Ditto. 



4. Suppose the French River were made navigable from Lake Huron to 
Lake Nipissing and a Railway were built from the East end of Lake 
Nipissing to Montreal, or supposing a Railway were built from Mon- 
treal via Ottawa to Parry Sound or any other port between it and the 
mouth of French River, how would such railway answer the purposes 
of the trade to be done on the proposed Ottawa Canal ? 



J. W. Winn, Montreal. 

Apprehends thit no railway can compete with Canals in the vital point of cheapness of 
Height. 



Hiram Easton, Merrickville. 

lievesaCanal would bemore advantage^>U8 to the development of the country ihan 
any railway. Three barges drawing 8 feet of water (with loskige equal to that of La, 
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chine) woul J carry as much lumber as 130 cars j it would take three heavy locomotives to 
draw these cars, while one small tug will tow 9 barges j 390 cars and 9 locomotives. Draw 
a comparison between the actual cost of said freight and the expense of a small tug with 
nine barges^ and an argument will be derived in favor of Canils. 



A. R. McG-iBBON, Montreal. 

A continuous line of navigation without transhipment has so many advantages over a water 
and railway line that it should always be preferred. 



Board of Trade, Ottawa. 

Such a railway would be useful locally but could not pay for many years to come. Fourteen 
railways would be required to do the freight business of the Canal. 



A. J. Russell, Ottawa. 

A few figures will show the difference. The freight of sawed lumber from Ottawa to Platts- 
burg on Lake Chan' plain costs $3 per 1000 feet board measure j the distance is 260 miles 
The transport to Brockville from Amprior, by the Brookvilie and Ottawa Railroad, costs 
$2 per 1000 feet ; the distance is 70 miles -, showing that the cost by rail is 2^ times that 
by canalled rivers. Yet of the 260 miles there are 26 miles of Canals, with 208 feet of 
lockage. One Canal of moderate size would* carry as much as five railways, and one rail- 
road could not possibly perform the work required of it, even if the expense of transport 
would be the same. Besides it is conclusively evident that if a railway were sufficient to 
carry the contemplated trade of the West instead of a Canal, the Northern Railroad would 
be sufficient for it instead of a Canal from Toronto to the Georgian Bay — the intended 
object of that Canal would be already acchieved and the railway would now be success- 
fully engaged in doing all that the advocates of the Georgian Bay contemplate and indi- 
cate as required to be done— which is even absurd even to mention. It is stLLl more ab- 
surd, if possible, when applied to the Ottawa, which is intended, just like the Georgian 
Bay Canal, to tap that Bay for the purpose of taking the same trade, especially when 
coupled with the condition of cannalling the French River exactly that part of the 
route which has no trade of its own at present, and leaving the Ottawa imcanalled though 
it has already a great trade of a bulky kind to carry, reqmring more than ordinary com- 
meit» does a canal for economy of transport. 



Allan Gilmour, Ottawa. 

Does not think that such a joint arrangement of Canal and Railway or all Railway would at 
all answer the purposes of the trade to be done on the proposed Ottawa CaiiaL 



Board of Trade, Chicago. 

So fiu* as American commerce is concerned a railway would not answer at all. 
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Adam Brown, Hamilton. 

The proposed railway might answer but we must to a great extent rely on the great chain 
oi Lakes which nature has provided. He regards it, however, as out ot the question to 
suppose that a railway could compete for the trade and be successful, i.e., pay its pro- 
prietors, against such system as the St. Lawrence and Welland Canals and lake naviga- 
tion. 



Board of Trade, Hamilton. 

The mouth of the French River and any other part of the Georgian Bay are undesirable as I 

the terminus of a railway on the entrance of a Canal, for the navigation of the Georgian f 

Bay is attended with great insecurity and is even dangerous from fogs in spring and Ml — 
subjecting property on its water to a higher rate of insurance than on any of the other 
lakes. The bold character of the shores on the Georgian Bay is a serious obstacle to their 
safe approach, and the great depth of water aggravates the difficulty by practici^y pre- 
venting the free use of the lead. 



Board of Trade, Toronto, 

- Consider the Railway decidedly preferable from Montreal to Parry Sound. 



Ontario & Erie Ship Canal Co. ' 

American trade would not go that way. 



< 



A. Wright, M. P. 

No railway could do the freight business of the Ottawa Canal. 



S. Would the construction of the proposed Ottawa Canal in any way re- 
duce the cost of floating or carrying timber from points on the Upper 
Ottawa? 



J. W. Winn, Montreal. 
Answers in the affirmative. 
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A. R. McGiBBON 

Says that it might not have the effect of lowering the actual cost of transit, but it would 
enhance the value of sawn lumber when brought to market without being floated or rafted. 



Board of Tbade, Ottawa. 

Materially. 

Town Council, St. Catharine's. 

It might to a small extent. 

Allan Gilmour, Ottawa. 



9 



Does not think the canal would reduce the cost of floating timber from points on the upper 
Ottawa, because little if any would pass through it. 



Board of Trade, Hamilton. 

Answer in negative. 

A. Wright, M. P. 

It would beneflt the timber trade by opening a new market for it in the West and North 
West— thus providing a return freight It would also assist the trade by reducing the ex- 
portation of square timber and increasing that of manufactured lumber. 



6. Ib it probable that the tolls derivable Irom the trade on this canal would 
pay a reasonable rate of interest on the outlay necessary for its con- 
struction ? 



J. H. Ingersoll, St. Catharine's. 

The country through whch it passes is at present very sparsely settled, anl the tolls and 
rents derived from local traffic would be trifling lor some years to come. Neither would 
it attract a large share of the trade of the States of Iowa, Illinois, Wisconsin, or the Lake 
Superior region as anticipated, for it would not open up to the merchants of Chicago and 
Mil wauk<M3 their own ports on Lake Ontario, and Les at least so far North that it would not 
be open in spring for at least 3 or 4 weeks after the Welland and Ede Glials. 
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J. W. Winn, Montreal, 

Belieyes that tolls could scaroely be expected wholly to pay interest on cost of such a work ; 
but from the yastness of traffic they might go far towards accomplishing that end, while 
the enhanced value to public lands along the line of the canal would probably repay much 
of the cost. 



A. B. McGiBBON, Montreal, 
Scarcely thinks it probable, 

BoABD OP Trade, Ottawa. 

Toils would pay more than a reasonable rate of interest as it is not easy to conceive how 
the traffic of the West and North West is to find a passage to the seaboard except down 
the Valley of the Ottawa. The enlargement of the Welland must be at an immense eosi, 
seeing that there are 28 miles of continuous excavation, some of it over 60 feet in depth. 
(Fubhc Works, 1867, p. 24, ch. 59.) In short the country has to consider whether it is 
best to reconstruct 72 miles of Canal to the largest dimensions required to benefit the 
lake traffic at a cost probably of $40,000,000 or to build the Ottowa Canal of 30 miles at a 
cost of $25,000,000— all other things being equal the advantage in cost^ time, and freight 
being fully more than one-third in its favor. Besides the freight coming down Lake Su- 
perior will not run the whole risk of lake navigation, through Huron, Ste. Clair, and Erie 
with the certainty of passing 72 miles of canal before its voyage is ended, when the same 
object can be subserved by making use of 30 miles of canal, and saving a distance of 418 
miles. Then the acquisition of the North West territory opens up a new phase of this 
question. Heretofore it was the trade centering at Chicago that the people were anxious 
to control ; now it is the trade centering at Duluth. This place is at the head of naviga- 
tion by the Mississippi to the Gulf of Mexico on the South, by the Red River to Hudson's 
Bay on the North, by the lakes and St. Lawrence to the Atlantic on the £.i8t. Its position 
is far better than that of Chicago, as it connects the trade in every direction — has Minne- 
sota, Dakotah, and Red River tributary to it Minnesota in 1870 had 20,000,000 bushels 
of wheat for eiport, and yet only one twentieth part of her 40,000,000 acres of her rich 
prairie land is peopled. 

This increasing wealth must to a large extent find its way by Duluth. and would come down 
by the Ottawa. Besides the Ottawa route afibrds a return freight in lumber— the great 
want of the North West. The Ottawa also fiimishes the advantage of having grain manu- 
factured on the down vovage in l^e cheapest possible manner. Its canals not being con- 
tinuous but detached — the greatest length bemg three miles — the cost of unloading and 
manu£ftcturing would not be more than half that on the St. Lawrence, where the power 
does not exist immediately. Besides the caiuUs on the Ottawa, a noble territory for 
settlement will be opened up. Nor must the (question of defence be left out of the ao- 
oount. The Ottawa Canals will be entirely withm Canadian territory and beyond the reach 
of foes, besides furnishing a line of defence, a base of supplies, and a safe channel for oom- 
merci^ purposes. In concluding their lengthy pai>er the Board of Trade say that att^- 
tion should oe turned to the construction of the main lines, viz. : the Ssult Ste Marie, 
Ottawa, and Bay Verte Canal, before anything is done in the way of touching the present 
works. 



Town Council, SiCatharine'a. 

Ai$ confident they would noU 
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Board of Trade, Hamilton. 

Answer in negative. 

A. Wright, M.P. 

The tolls would pay many more times than the value of the reasonable interest on outlay — 
not to speak ot the development of the trade of the country. Ordinary 3rd class lumber 
now sells at $30 per M. in Minnesota. If the canal were opened we could send it there at 
an immense profit at $15 per M. There is also the undeveloped trade of that State, 
which has 20,000,000 bushels of wheat this year for exportetion and nearly 30,000,000 
acres of the finest agricultural land in the world to be developed. The natural outlet of 
this fertile district is by way of Superior and the Ottawa, the shortest route to the sea- 
board. Adjoining Minnesota is the territory of Dakotah of similar extent, and then there 
is the Bed Kiver country with 50,000,000 acres. So if the canal were open to-morrow its 
capacity would be at once put to the test. 



IN REFEKENOE GENEEALLY TO THE CAUaHNAWAaA CANAL. 
D. E. Maclean & Co., Montreal. 

Advise that this canal be of same capacity as the St. Lawrence works. 



A. J. Russell, Ottawa. 

Whilst referring to the advantage that the construction of this canal would confer on the 
general trade of the Dominion, acknowledges that it would probably do as much injury as 
good to the city of Ottawa, as the working of the canal would interfere with the free run- 
ning of saw-logs down to its mills, and many goods which are now landed there would be 
carried up to other depots nearer their places of iinal destination. 
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ST ANN'S LOCK. 



Hon J. J. C. Abbott. 

states from personal knowledge that an improvement of the St. Anne's Rapids, either by 
the elongation of the Canal, commencing at a point below and extending to the point 
above the shoals in the neighbourhood of those rapids, or by the di edging out of those 
shoals, would be of undoubted importance. 

At present the difficulties to navigation in the ascent and descent of cargoes at St. Anne's 
are very great : and the necessity of improvement is obvious from the fact that the traffic 
which passes tnat point has become ot enormous magnitude. 






< 



SHUBENACADIE CANAL, N. S. 



Lewis E. Fairbanks, Dartmouth, N.S. 

Submits plans and reports respecting the Shubenacadie Canal which extends from Halifax 
harbour in a direction due North across Nova Scotia to the Basin of Minas, or a dis- 
tance of (54) fifty-four miles, and refers briefly to the inexhaustible deposits of coal, gold 
iron, gypsum, lime, granite, freestone, slate and foiest products along the route of this 
work. 
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GEORGIAN BAY CANAL. 



1. What effect would the construction of the proposed Oanal have on the 
general trade of the Dominion ? 



J. W. Winn, Montreal. 

Does not think any large benefit would result. 



A. K. McGiBBON, Montreal. 

Is strongly of opinion that the construction of this work would greatly mcrease the trade in 
produce between the west and seaboard by lessening the time and cost of transportation. 
Much of the freight now via Buffalo would take the Georgian Bay route to RoclMster and 
Oswego, and consequently the general trade of the Dominion would be benefitted. 
Besides considerable trade which now goes to Europe by Boston and New York would take 
the shorter and more direct St Lawrence route. 



Kingston Board of Trade. 

It is not desirable that the Canal should be built for a long time to come ; it cannot pay di- 
rectly or indirectly. 



David Burn, Cobourg. 

Is of opinion that this Canal 'w j^roieoted chiefly for the special benefit of the Americans of 
thewesty and Chicago in particular. 



Town Council, St. Catharine's 
It would have no effect on general trade of the Dominion. 
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F. S. HoLCOMB, Toronto. 

Apart from engineering difficulties it was clearly proved at a Board of Trade meeting at 
Toronto, that at the rate ot tolls named, and with a vessel to lock up and down every half 
hour it would not pay simple interest on the investment. Under ail the circumstances 
he thinks the other route deserving of the first consideration. 



A. J. Russell, Ottawa. 

Shows that as there is no existmg trade of great magnitude on Georgian Bay and as the 
small extent of country it would traverse is already served by a railroad, this Canal could 
only be of importance to the great trade of the Western States, and what in future might 
arise from our Western teriitories ) nearly equalling the Ottawa Canal in that respect, bat 
being incomparably inferior to it as respecta the internal trade of the Dominion. 

No doubt it would largely benefit the trade of the United States and it would feed instead of 
rivalling its canals and railways. 






W. Miller, Mayor, Owen Sound. 

Expresses the opinion that this Canal, ifpracticdbU^ and with a depth of water uniform with 
the St. lAwrence Canals, would, in all probability, become the great highway for the car- 
rying trade between the West, Northwest and ports on Lake Ontario and the St. Lawrenoe. 



BoABD OF Trade, Windsor, 0. 

Believe a self-scstaining Canal is impracticable, and if made would almost exclusively bene- 
fit American interests. 



< 



Alan Gilmour, Ottawa. 

From what information he has been able to gather respectmg this work, he is of opinion 
that it is a wild, impracticable project and that from the enormous amount it would cer- 
tainly cost, estimated by its promoters at nearly $40,000,000, it could never ptiy. 



Adam Brown, Hamilton. 

Says there would he good times whilst ike money teas being sent, and tliat it would not materi- 
ally affect the trade after it was built. 



Board of Trade, Hamilton. 

It would have little or no effect upon general trade. 
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Board of Trade, Toronto. 

The Committee to whom this subject was referred are divided in opinion as to the advan- 
tages or otherwise of this Canal. The Toronto Board of Trade condemned the measure 
at a general meeting held on the 20th January, 1869, but a respectable minority entertain 
a strong opinion in favor of its construction. 



Ontario & Erie Ship Canal Company, 
per Mr. A. Morrison. 

None } the trade would go to 04wego and down the St. Lawrence in the same way as it doe« 
now after passing through the Welland Canal. 



Edsall & Wilson. 

Characterize the scheme as << a grand humbug, got up by a class of men who would build 
public works to every man's door." 



a. How much time would be saved by steam and sail vessels, respectively, 
between the ports of Chicago and Fort "William and the port of King- 
ston by using the proposed Greorgian Bay Canal, instead of the Wel- 
land Canal. 



Town Council, St. Catharine's. 
None. 



Board of Trade, Chicago. 

Dependmg on weather, sail vessels would save fh>m nothing to 3 or 4 days. 



Adam Brown, Hamilton. 

No time would be saved by sailing vessels owing to the slow process of canalling ; and 
steamers would be little or no better as to the exti*a time taken in canal navigation^ 
under the usual restrictions of Canal Board management would be more than oomiiensiited 
by the extra speed at which vessels could navigate on the ctuun of Is^es via Welland 
Canal system. 
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Much time could be saved by sail vessels ; very little by steam. 



BoABD OP Trade, Hamilton. 

No saving of time by either steam or sail would b'^ made by using this canal in place of the 
Welland, but on the contrary it is believed that, from the insecurity of the navigation of 
the Georgian Bay, and the great length of the canal itself, there would be a great loss of 
time. 






Eeik & Ontaeio Ship Canal Co. 

Two or three days, but generally this would depend on number of locks and weather. 



S. What is the average time occupied in locking vessels through each, 
lock of the Welland Canal and through the whole Canal ? 



i 



Town Council, St. Catharine's. 

Average time occupied in locking vessels through each look is half an hour, and it takes 
steamers 20 hours, and sailing vessels 30 hours to go through the whole Canal. 



Q-EO. Wilson, Port Dover. 

20 minutes each lock. 
24 hours whole Canal. 

BoABD OF Trade, Hamilton. 

20 minutes each lock. 

22 hours for steam each lock. 
1:4 to 48 ** *' saU " " 
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Erie & Ontario Ship CANiiL Co. 

20 minutes each lock. 
18 hours whole Canal. 



4. Al the same rate how much time would be occupied in locking vessels 
through the proposed Greorgian Bay Canal ? 



Town Council, St. Catharine's. 

It would take steam vesseb three and sailing vessels four days to go through. 



Oeorge Wilson, Port Dover. 

72 hours. 

Erie & Ontario Ship Canal Co. 

Depends on number of locks. 



S. Suppose tolls to be charged on the proposed Georgian Bay Canal in 
proportion to its length, at the rate now charged on the "Welland Canal, 
what would be the total amount of such tolls on a cargo of 500 tons of 
wheat ? 



Adam Brown, Hamilton. 

If the mileage tolls be the same as on the Welland Canal and taking towage into considera- 
tion it would be impossible to bring the trade in this way, as the vessels could not in his 
opinion, pay expenses. 
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6. What revenue would be derived from such tolls on Jthe proposed 
Georgian Bay Canal, supposing the whole of the produce^of the West 
now shipped through the Erie and Welland Canals were shipped 
through the proposed Georgian Bay Canal ? 



Town Council, St. Catharine's. 

A large revenue. 

Adam Brown, Hamilton. 

See q. 1. 



7. Would vessels having to pay tolls pro rata w4th the.AVelland Canal, sail- 
ing from ports on Lake Michigan or Superior, iind it most profitable 
to take the proposed Georgian Bay Canal — or the Welland ? 



A. R. McGiBBON, Montreal, 

Speaks, in general terms, in favour of the Geoiglan. 



Town Council, St. Catharine's. 
The Welland. 



Board of Trade, Chicago. 

Sometimes the one, and sometimes the other; depending on freight and weather. 



Adam Brown, Hamilton. 

No vessels would pass through ; the tolls and towing would eat them up : they would be 
compelled to take the Welland route. 



Alvin Bronson, Oswego. 

Says that the Welland is the preferable undertaking. 
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Town Council, St. Catharine's. 

24 per cent in favor of the Welland. 



"9. In the present state of the United States' Customs, and Navigation Laws, 
could Canadian vessels load grain at Chicago, and proceed through 
the proposed Q-eorgian Bay Canal, and thence to Oswego, or other 
United States port without pajdng duty on such grain as if it were the 
product of Canada. 



Town Council, St. Catharine's. 

No, not even by the payment of a duty 



BoARC OF Trade, Chicago. 

Presume it might be passed through in bond. 



10. If an American or Canadian vessel load grain at Chicago and proceed 
via the proposed Georgian Bay Canal, and tranship such cargo at any 
port on the said proposed Canal can either an American or Canadian 
vessel re-ship such cargo and deliver the same in Oswego, or other 
United States port without the grain being liable to the American 
duties ? 



A. E. McGiBBON, Montreal. 

In replying to this and foregoing questions says that much wiU depend upon the 
views of the American Government and their orders to customs officers. From present 
appearances the interests of the Dominion will not be considered in matters of this kind. 
The navigation laws of the U. S. prevent the employment of foreign bottoms in the coast- 
mg trade. 



Digitized by 



Google 



220 
Town Council, St. Catharine's. 

An American could but a Canadian could not do so. 



Board of Trade, Chicago. 

Think it would be regarded af a coasting bunncM ] in that cue C&naiian resseh would br 
shut out. 



Erie & Ontario Ship Canal Co. 

Probably it could be bonded and re-shipped by an American ressel. 



II. What eflFect would the working of the proposed G-eorgian Bay^Canal 
have on the traffic of the Northern Railway Company, or on the 
trade of the City of Toronto ? 



A. K. McGriBBON, Montreal. 

« 

The Northern Railway would probably loae a portion of its heavy freights but otherwise its- 
traffic, especially in passenger-', would be increased. 



David Burn, Cobourg. 

Toronto would be deprived of the advantage she h likely to receive from the enlargement 
of the St. Lawrence Canals — of becoming the Great Western terminus of O cean naviga- 
tion. She would be reduced to the pi ice of a second rate commercial city si milar \to that 
which Natchez now occupies in relation to New Orleans, and Chicago wouii become th^- 
Great Western Emporium. 



Town Council, St. Catharine's. 

It would certainly injure the Railway. 

A. J. KussELL, Ottawa. 

No doubt the contractors and their suppliers, and the share speculators, will be benefittecF 
by the construction of this Canal, out it would certainly injure the people of Toronto, 
inasmuch as it would deprive that city of the advantage of being the exclusive depot of 
the back country as it is now« and take trade away from the Northern Railway. 
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Adam Bbown, Haimlton. 

It would hurt the traffic of the Northern Etailway without giving corresponding adyanta^^ 
to the city of Toronto. 



Erie & Ontario Ship Canal Co 

The proposed Southern terminus being at the Humber Rirer^ 5 miles from Toron to, th<r 
benefit is Questionable. 



W. Would the lumber, grain, flour, &c., now carried over the Northerm 
Eailway and shipped by water or rail at the Port of Toronto, in the- 
event of the proposed Canal being worked, continue to be so carried 
and shipped, or would such trade be done at ports on the Canal, or- 
on Lake Simcoe, and so cut oflFthe business of the Northern Eailway 
Company and the City of Toronto to the extent of such trade ? 



A. R. McGibbon, Montreal. 

If the Canal ofiere'd greater facilities and lower rates than the R ill way, doubtless it wouldV 
attract the trade in those articles j but in any case Toronto would be benefitted. 



IS. Suppose it was found the G-eorgian Bay Canal could be built cheaper* 
vid the Humber River, or by way of the Beaver Lake, and Lake Scu- 
gog to "Whitby, would the Canal on either such route affect its conv- 
mercial value to the city of Toronto, and how ? 



A, ii. McGiBBON, Montreal. 

Any line that would divert the trade from Toronto to Whitby, would ne^eaaarily h%ve an in- 
jurious effect upon the commerce of the former. 



Adam Brown, Hamilton. 

Same reply. 
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H. Do you believe a private company could obtain the capital necessary to 
complete such a work on its own merits, considering the risk of its 
use, without the guarantee of the G-overnment for the payment of the 
interest and principal invested in such canal. 



A. R. McCtibbon, Montreal. 

Undt^rstands that there are capitalists prepared to construct the work upon the grant of 
landi by the Government, without guarantee of principal or interest. 



Board of Trade, Chicago. 

Answer in negative. 

Adam Brown, Hamilton, 
do 

Board of Trade, Hamilton. 

Believe that no private company has the slightest chance of obtaining the capital necessary 
to complete such a work, without the assist mce of the Government in the shape of a 
guarantee for the payment of the interest and principal invested in such a work. If the 
Government were disposed to undertake the construction of a canal across the wesiern 
peninsula of Ontario, the most eligible route would be found running from Goderich to 
Dundas and then following the Desjardins Canil to Burlington Bay, the head waters of 
Lake Ontario, and one of the finest natural harbours in the Dominion * • • • • • 
The Cost, however, would be undoubtedly large— perhaps $100,000,000— And looking at 
-the uncertainty attending such an investment, it would almost look like insanity on the 
part of the Government if they were to entertain either project. 






Erie and Ontario Ship Canal Co. 

Not for 20 years to come. 
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15. How would the carriage of American produce, in American bottoms, 
from Chicago through the Greorgian Bay and other canals, without 
transhipment to other ports in the United States or to Europe, benefit 
the commerce of the Dominion ? 



A. R. McGiBBON, Montreal. 

The mere passage of American bottoms would of course add to the reven ue of the canal, 
and undoubtedly benefit the Dominion indirectly. If that route were found on enquiry 
to be preferable to others it would tend to increase enormously the western trade tid the 
St. Lawrence with Europe and the seaboard of Canada. 



A. J. KrssELL, Ottawa. 

On the principle that trade can only benefit those between whom it takes place or who 
have the carriage or hmdliug of it, and not those who merely see it passing freely, it 
seems utterly impossible to see how the carriage of American produce m American 
bottoms, from Chicago through the Georgian Bay and other canals without transhipment 
to other ports in the U. S. or to Europe, could in any way benefit the commerce of the 
Dominion, beyond what might arise from the casual expenditure of the crews of the ves- 
sels in Canadim shops and taverns at the few points they would call 



Adam Brown, Hamilton. 

If Canada could obtain the carrying trade from the west viu Montreal, either in American 
or Canadian bottoms i\, would materially advance the interests of the Dommion, and to 
do that trade, the chain of lakes, and the Welland and St. L. canals point out the route. 
It would benefit the Dominion by the carrying trade and themcney necessarily spent 



Erie and Ontario Ship Canal Co. 

It would add to the revenue of the Canals, and the increased traffic would beneMt the com- 
merce of the Dominion. 



IN REFERENCE GENERALLY TO THE GEORGIAN BAY CANAL. 

J. H. Ingersoll, St. Catharine's. 

Supposing the Canal completed, it is doubtful whether the supply of water at the summit 
would be sufficient^ as it is a well known fact that for some years past the Grand River 
(which discharges a far greater body of water than any stream entering into or discharg- 
ing from Lake Simcoe) was so inadequate to the supply of the Welland Canal that the 
deepening of the summit level from Port Colbome to Allanburg was necessary. 
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David Burn, Cobourg. 

Is of opinion that the political consequences resulting from the construction of this Cah'^I 
would be equally injurious to the British Government as they are to the commercial in- 
terests of Toronto ; for he is convinced that if the St. Lawrence and inland waters of Ca- 
nada are thrown open to American ocean going ships, the existence of Canada, as an in 
tegral part of the British Empire, will be seriously endangered. 



F. Edward, Peterborough. 

Calls attention to a proposed Canal to connect the waters of Lake Huron with Ontario by 
way of Trent, as i>referable on the score of expense and trade, to the Georgian Bay 
scheme. He refers to reports and movements to bring the subject before the public. 






i 



Digitized by 



Google 



225 



MURRAY CANAL. 



Of what benefit to the tiade of the Dominion would be the construction 
of this caned, and what class of vessels would be most likely to use it? 



J. W. Winn, Montreal. 

This canal oould only benefit in a small way the local trade. 



Gr, E. Jaques, Montreal. 

Says that this work would bQ of very great value to vessels running between Montreal and 
the upper lakes, particularly to those trading to Toronto and Hamilton. It frequently hap- 
pens m spring ond autumn that violent gales of wind occur on Lake Ontario, and on some 
occasions such gales do not extend equally over its surface. When the violence of the 
wind obliges vessels to remain wind-bound at Kingston, the Lake at its head, near To- 
ronto, is comparatively calm. If the Murray Canal were opened then vessels could pro- 
ceed through Bay Qumte without staying as they now do at Kmgston until the storm 
abates. The same may be said of craft coming down the lake. 



Joseph Keeler, M. P., Colbome, O. 

The trade of the Bay of Quinte seeking western ports of destination would be benefitted by a 
saving of at least 20 per cent in reduce<l rates of freight- the distance from Trenton, 
Belleville, Picton, Mile Point, and other ports to the West via Murray Canal being from 
50 to 120 miles less than by the present outlet at Upper Gap. 

The chss of vessels likely to use the canal would be those from 50 to 150 tons, drawing from 
six to eight feet j but of course in the event of the deepenmg of canals a large class would 
be profitably employed. 



Board of Trade, Kingston. 

Would be beneficial to the local trade of that pirt of the country, but not to the trade 
of. the Dominion generally. 

do 
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BoABD OF Trade, Belleville. 

Refer to the repoH of Mr. Page, 1867, wherein various authorities are given to show the 
necessity that exists for the construction of this work, and then go on to &ay : Steamers 
and sailing vessels up to 250 or 300 tons would avail themselves of this route ; it would 
be of unquestionable benefit to carrying trade between Kingston and Western ports as at 
least four-fifths of the disasters on Lake Ontario occur east of Presqu'isle Point. In < 
of war, too, its importance would be incalculable. 



Town Council, St. Catharine's. 

Do not think this work necessary. 

"W. M. Platt, Brighton 

Refers to necessity for construction of this canal in terms similar to replies of Belleville Board 
of Trade, and Mr. Keeler. 



Allan G-ilmour, Ottawa. 

Does not think that the construction of this canal would benefit the trade of the Dominion . 

to any perceptible extent or that it could be of much if any advantage to vessels trading J 

between Kingston and Western Ports. ^ 



Adam Brown, Hamilton. 

The canal should be built as in rough weather vessels could get through ; when they might 
be in great danger out side, it would be a harbour of refuge. 



Board op Trade, Hamilton. 

It would be useful for the present class of vessels engaged in the traffic of the lakes, but 
with the increased size of locks on the Welland and St. Lawrence canals and a correspond- 
ing increase in the size of vessels for the trade, such a canal would be necessary. 



County Council, Hastings 

Agree exactly with what Mr. Jaques, Mr. Keeler, and Belleville Board of Trade, urge in 
favor of the construction of this canal, and add : 

In a national point of view we cannot help calling the attention of the Commission to the 
fact that it will develop a section of country and stretch of water that are exclusively 
Canadian, and will be useful in case defences are necessary by opening an Ishmd com* 
munication from Kingston to Toronto, and a harbour for the navy. 
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EpsALL & Wilson. 

This canal is not wanted. 

James Brown, M. P., Belleville. 

Corroborates what others have said respecting the benefits that this canal will confer on the 
carrying trade. 



Committee of County Council, 
of Northumberland and Durham. 



Advocate construction of canal on similar grounds. 



a. Would the construction of this canal be of any advantage to vessels 
engaged in the carrying trade between Kingston and Western ports? 



J. Keeler, M. p., Colbome, 0. 

All vessels would avail themselves of a sife harbour of 70 or 80 miles in length in foul 
toeatheTf ia preference to the dangerous co\st between Presqu'Isie Bay and Kingston, 
where nearly all the disasters upon Lake Ontario have occurred and where enough 
money has been lost to build fifty such canals. In fine weather, however, the vessels 
bound for Eongston, would take the open lake as most expeditious. 



Board of Trade, Belleville. 

Answer similar in purport to foregoing, see p. 226. 



W. M. Platt, Brighton. 
Same answer. 

Board of Trade, Hamilton. 

In the fall of the yeir our present class of Steam vess^h could leave Kingston in place of 
lying over as they now do during a heavy westerly blow, run up the Bay of Quinte, go 
through the Cm \1 and by keeping well in shore proceed on their voyage to the head 
of the Lake. 



Digitized by 



Google 



228 



S. Would the probable revenue to be derived from tolls on this piropoeed 
Canal be sufficient to pay interest on the cost of its construction ? 



Q-. E. Jaqtjes, Montreal. 

Answers this quefttion in the affirmative. 



I. Keeleb, M. p. Colbome, O. ' 

Bases affirmative reply on fkct that tonnage inwards and outwards of the Bay of Quinte for 
year ending June 30th 1867 wjts over 150,000 tons; and this, would be doubled if the 
Canal were opened, for there is a large trade to be developed in iron ore, lumber, timber, 
bolts, cedar posts, grain &c. 



Board op Trade, Kingston. 

Answer deddedly in negative. 



Board op Trade, Belleville. C 

Give no definite answer, but suggest that this Canal, when constructed should b« free for 
Canadian vessels. 



W. Platt, Brighton. 

Believes that the Murray Canal would be so largely made use of that sufficient tolls would 
be collected to pay a reasonable interest upon the cost of construction ; and is certain 
that it can be constructed for a sum much below the origmal estimate. The steam dredge 
can be easily used, and the entrance of Fresqu'isie htrboor is remarkably irsefrom 
moving banks of sand. In a military point of view, he adds, the work is important. 



4 



Allan Gilmour, Ottawa, 

Answers in negative. 
Board op Trade, Hamilton. 

Thinks not. Sail ve sels running down in thick weather from the Welland Canal for Long 
Point frequently tind themselves to the West and in the vicinity of the proposed entrance 
to this Canal, and a good harboiu: would be useful. A vessel with all bands was lost there 
this Autumn. 
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I. Bbown, M. p., Bellerille. 

Considers as the distance is but short, and no locks are required, that a very slight toll on the 
proposed canal would be suHiioient to pay the interest on the cost of construction. 



Committee of County Councils, of Northumberland and Durham. 

Express same opinion. 



IN REFEEENOE aENERALLY TO MURRAY CANAL. 
J. Keelee, M. p. Colborne 0. 

Considers the original line from Presqu'isle Bay to the Dead Creek, (which falls into the North 
East part of the Bay of Quinte), for which a reservation of 6,000 acres of land was made 
in 1796, with 64 acres as the site of the Canal — as the only feasible route, as well as the 
one which should be adopted in justice to the settlers who purchased lands upon the 
understanding that the Canal would be built out of the proceeds of those lands whenev.er 
sold. 
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BAY VERTE CANAL. 



Of what importance to the trade of the Dominion, and specially to that 
of the Lower Provinces, would be the construction of the proposed 
Canal? 



J. W. Winn, Montreal, 

) of opimion lo 
ft useful work. 



Is of opimion looking at the locality and the surrounding trade that this Canal would be 
>ful y ' 



Cybus Black^ Stipendiary Magistrate, Amherst, N. S. 

Sajs that it would rery materially reduce the distance between the many important ports 
of the Gulf of St. Lawrence, and those of the Hay of Pundy and the U. S. and open up an 
increased trade in flour, and other articles from Ontario and Quebec, and in Coal, Ac, 
from the Maritime Provinces. 



Lewis P. Fairbanks, Dartmouth, N. S. 

Who owns the Shubenaoadie Canal, extending from Halifax due North to the Basin of Mines, 
expresses himself in general terms in fovour of the construction of the Bay Verte Canal. 



I. PiCKARD, M. P., Fredericton. 

Snys that this Canal wouH, no doubt, give the people of the Maritime Provinces a cheap 
route for the transportation of ffoods from the wester* i country, and at the s<ime time 
open up a highway for the speedy and economical transit of West Indiaand European g oda 
to the Upper Provinces. Vessels from the U. P l<Klrii mth flour, pork and manufactures 
could retwn with products of our mines und Hsbei ies This canal in liis opinion sboul 1 
form a part of any scheme of improving the inland navigation of the Dominion. 
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BoABD OF Trade, Ottawa. 

Are decidedly of opinion th 1 1 this Canal is most important to the trade of Canada and advocate 
depth of at least 16 feet of water on the sills of its locks. 



BoABD OF Trade, Kingston. 

The proposed Canal seems likely to promote a large trade. 



Hon. R. B. Dickey, Amherst, N. S. 

This Canal would be of vast imporatnce to the Intercolonial as well as foreign trade of the 
Dominion, and especially to that of Quebec, New Brunswick, and Northern and western 
Nova Scotia. 



Montreal Corn Exchange Association. 

It appears to be a necessary part of the canal system of the Dominion, affording a shorter 
line ot water communication between the Bay of Fundy and the Straits of Northumberland, 
and presenting special advantages for commercial intercourse with P. E. Island and New- 
foundland. 



W. S. Cail, Kouchibongnac, N. B. 
Simply refers to immense prospective advantages of the work. 



James Hamilton, Bay Verte. 

Similar answer. 

Hon. S. R. McOlelan. 

Thinks the best route for the Canal would probably be across the Isthmus from Shediao 
to the Petitcodiac river near Moncton. He corroborates what the foregoing writers say as 
to the general advantages of such a work. 



John Wallace, Hillsborough, N B. 

Speaks of the importance of this work to the trade of the Maritime Provinces, 
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Board of Trade, Quebec. 

Look upon the oonstruotion of thift CaniX as a great necessity and invaluable to entire trade 
of the Dominion. 



Christopher Milner, (Chairman of Committee appointed at a public 
meeting held at Sackville to report on the subject of the Bay Verte.) 

Refers to the development of the Fisheries and coal mines as among the results of the con- 
struction of th'is Canal, which has been before the public ever since 1825 and shewn to 
be perfectly feasible by competent engineers and practical men acquainted with the locality. 

The value of the N. 8. fisheries alone in 1869 was probably $4,000,00(\-- the larf^est proportum 
of which was derived from the Uulf. Besides this the year before the Reciprocity Treaty 
was abrogated 200.300 tons of American shipping fished in colonial waters, principally in 
the Gulf. 

The coal trade of Nova Scotia (Pictou and Sydney) is expanding and a Urge bulk Of it most 
pass to the Bay of Fundy and the U. S. through this Canal. 

Timber and deals, one of the most extensive branches of industry in the northern parts of 
New Brunswick and Nova Scotia — Ship building and other productive sources of wealth— 
the stone quarries of Bathurst and Wallace, and the grindstones ot Minudie — all these 
must be benefitted. 

Prince Edward Island and the Northern portions of New Brunswick and Nova Scotia possess 
great agrieultural capabilities, which must be stimulated when they have more speedy . 
access to markets, in 1857 there was not sufficient trade for a single smi^ Steamer r 
between Pictou and Shediac. Now half a dozen large steamers are busily employed in ^ 
the Gulf — some trading between Quebec and the Maritime Provinces, others between 
Boston and the Maritime Provinces. This fact shows the expanding nature of the Gulf 
trade. Hence will be seen the necessity of a common public highway from Montreal down 
the St. Lawrence to the Bay of Pundy by the Isthmus of Chigneoto, Miabling the carriage of 
freight without transhipment and developing the various sources and national wealth 
and industry just mentioned. 

Among other benefits will be the reduction of freights between Montreal and other cities of 
the St. Lawrence, and the Bay of Fundy and the United States, as far as New York. The 
voyage from Montreal to St. John, N. B., via Bay Verte Canal, would be 450 miles less, and 
on an average would occupy 8 days less than via Gut of Canso. The freight now on a bbL 
flour from Montreal to St. John, via Shediac and the railway, is 50c, but this is attended 
with the loss to which packages are liable in handling. The saving in freight via Bay Verte 
(less tolls) would be 25 per cent. The markets of the Bay of Fundy and the Northern 
ports of the United States would be supplied with Canadian flour by this route, for it would 
nave naturally the preference over every other route. The difference of freight from 
Montreal to St. John by the Bay V^rte Canal and the Gut of Canso would be 50 per cent 
in favor of the former. 

The trade afiecting the Maritime Provinces through this work would be the transportation of 
their agricultural products, their lumber, ooal, fish, and stone to the markets of the Bsy 
of Fundy and the United States; a trade of lumber and sugar shocks with the Bay of 
Fundy and thence westerly, would be created; a smaller class of fishermen would pass 
through the canal to the fishing grounds than would venture round the Atlantic shores 
of Nova Scotia. The btraits of Northumberland are always free of ice and navigable from 
10 to 20 days before the Gut of Canso (which is blocked with ice driven from the North) 
can be passed. The Bay of Verte Canal would give access to the fishing grounds a fort- 
night earlier than is the case at present. In this way fishermen would be able to make aa 
additional trip every season, f^hips in St. John and the Northern American ports, wtoch 
would I'cceive c.irgoes in the Gulf, would avail themselves of this safer and more expe- 
ditious route. 
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Ships in St. John and other Bay of Fundy ports laden for Europe would have the choice ot 
this route, and thus be enabled with the South West winds which prevail for the greater 
part of the summer season to run up the Bay through the canal, and would be often car- 
ried past the banks of Newfoundland before they oould otherwise beat their way out of the 
Bay. 

This choice of route is valoable not only to Bay of Fundy shipping but to West India traders 
and vessels from Western ports. If there were no difference in freights otherwise, this 
choice of route would make a considerable deduction from present rates, and enable coarse 
goods like American hides to be carried more cheaply from New York. In this way a new 
trade would be created. 

Another advantage to Canadian trade would be a direct trade by the Bay of Fundy between 
Canada and the West Indies. Vessels with West India produce for Ccuiada would bring a 
return freight of flour, &o., to New Brunswick, and there take their usual cargo to the 
West Indies. So they would freight the voyage round. The olive stone of the Bay of 
Fundy, which from its strength and unrivalled beauty conmiands a remunerative price in 
the markets of the United States despite a hostile tanfif, would by means of this canal be 
carried into Canadian cities. ^ 

The extensive marshes of Chignecto are unequalled as respects their hay crops, and this canai 
would enable thousands of tons of pressed hay to be sent to cities on the Ht. Lawrence* 



Allan GiLMOUR, Ottawa. 

Merely expresses the opinion that a Canal at this place would be of great benefit to th» 
trade of the Dominion generally and the Lower Provinces in particular. 



Adam Brown, Hamilton. 

The oonstruction of this Canal would be one of the most useful works that oould be under- 
taken for the general mterests of the Dominion ; it would reduce the cost of transportatioa 
between the productive portion of Canada on the one hand and the consumptive power 
of the maritime provinces on the other. 



Board of Trade, Hamilton. 

ThU Canal would be of great unportance to the trade of the Dominion especially to that 
of the Lower Provinces, looking to the improved size of vessels on the lakes as the result 
of enlarging our Canals and which would engage in the direct trade from the upper lakes 
to the Lower Provinces. 



Alexander Wright, Westmoreland. 

Refers to the various branches of industry which the opening up of this Canal would 
develope :-r 

Coal, of which there is an inexhaustible supply in the Cumberland Coal Basin, where com p anies 
are now engaged in raising the article. The quantity will be supplemented, on the com- 
pletion of the Intercolonial, by the Spring Hal Coal, which has a seam of 18 feet thick- 
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n ess. These Coal Mines are easy of access for shipment at present and in order to facilita te 
the comtnunication with th? Oan\l, small branch railways can be m%de at a very trifling 
outlay, and coU sheds sufficiently extensive to suit the trade, at the mouth of Canal 
80 that vessels could take in their cargoes cheaply and expeditiously. Albertite Coal, so 
admirable for gis purposes, will also be exported from Albert County, ^. B. 

Gr mid gjrpsum i^ fouai in cbse proximity to the Albert Mines^ ani shipped to some extent 
to Can id 1 via Sbediac but the c>st of transit bars the extension of tbi^ business. Both, 
the Co 3d and gypsam are supplied at commodious wharves and with every facility for quick 
despatch. l*he pi ister mills are driven by steam power and are the most extensive and 
(Ificienily equipped establishments of the kind in the Dominion. 

The finest description of free stone either for Building or Statuary purposes (alreidy utilized 
in the N. Y. Central Park) is exported to the American market. It is known as the 
Dorchester Olive Free Stone. This article is found in different localities, of different 
shades and textures, from the d vk brown to the light gray, and all lying within easy 
ctcoess for shipment by the Cinal. A somewhat similar stone h%s hitherto beenbrought to 
Canada from Ohio. 

Flagging stone is found in strata of various thickness admirablv adapted for the purj>03e8 for 
which it is used. From his knowledge of this business, derived from conversation with 
Canadians he is confident that the export of this article alone could easily be worked up 
to $100,000. 

The grindstones of the Joggins, Cumberland, have a South and North American reputation ; 
the quarries are in close proximity to the Canal. 

Scythe stones are now extensively manufactured by an American gentleman at the head 
of Cumberland Biy. Last year over 26,000 were sold in Canada alone. Paint is being ex- 
tensively manufactured by an English or Canadian Company at Five Islands, Colchester, 
where extensive beds of valuable Byrata exist. This article is extensively used in the 
manufacture of white paint. 

The Bay of Fundy Shad is a productive branch of industry, and is even now shipped in con- 
siderable quantities to Canada, herring and other fish as well as oil are also largely ex 
ported from the Bay, and it will occasionally pay to ship thesa to St. John as a return 
oorgo to Canada. 

West India produce can be furnished at St. John, on equal, if not better terms, 
than at any other point in the Maritime Provinces and cm be exported to advantage as 
return cargo to Canada vid the Bay Verte Canal, and not Canada alone but the whole 
range of Gulf seaports will draw their supplies to a great extent from St John, when 
vessels can avail themselves of the short, cheap, and safe transit which the canal offers 
for passing from the (iulf St. Lawrence ta the Bay of Fundy. St. John has now, and will 
continue to htve, for years to come, control of the shook trade. Maine being forced out 
of the trade, with the opening of the Canal, an additional supply will be furnished 
from the Gulf ports. 

Sole leather, cotton, warps, tacks, flocking, and other articles of N. B. manufacture are 
even now exported to Canada, and a larger trade in them would grow up when the short 
Bay Verte route is opened. 

The Gulf fishermen will have additional facilities afforded them for sending their fish to the 
St. John Market. The agricultural products of the Gulf country will also be stimulated. 

A trade would also be opened up with Newfoundland. The distance from Port au Basque, 
N.F. to St. John vid the Bras D'Or Lake, St. Peter's Canal, and the Bay Verte, will be 380 
miles — ^an inland, a safe navig ition with the exception of a sail of 70 miles across the 
Gulf. N. F. exports are fish, oil, and skins ; N. B. Exports are boards, shingles, bricks, 
lime, laths, together with nets, chains, ropes, canvass, dry goods, provisions and West 
India produce, just such goods as St. John can furnish advantageously to the buyer, as 
well as with profit to the seller. In this way St. John would have additional inducement 
to embark more largely in the South American and West Indian trade. 
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Ship builders will also be afibrded facilities for obtaining special pieces of timber, such as 
oak, &tem, and stern posts, keelsons, mast pieces, &c., which can be brought as deck 
load on flour laden vessels, when they can come directly to Bay of Fundy ports without 
breaking bulk. The supply of timber of this kind has almost ceased so far as New Bruns- 
wick IS concerned. 



John Boyd, St. John 

After referring to the resources of the Maritime Provinces which would be developed by 
the Canal, in terms similar to those used by Mr. Wright, concludes by saying : 

There is no public work now presented to the Dominion which will be so far reaching m its 
beneficial consequences not only to Canada, but to the whole ot the Atlantic coast of North 
America. This Oaijal means, for Ontario and Quebec, cheaper coal, iron, stone, iish, 
leather, &c. ; for Nova Scotia and New Brunswick, a better market for all these. It 
means cheaper flour and other products of the Upper, to us of the Lower Provinces — a 
larger market or rather greater facilities for supplying the United states, the West Indies 
and South America, with what we are now prevented from sending, owing to the distance 
and cost. It means to us all an immensely extended commerce, and to P. E. Island the 
necessity of a closer Union with these Provinces, which can ofler her such advantages for 
commerce and manufactures. It will be one of the most powerful inducements to persu- 
ade her to join us, whilst it means the welding of us all together more closely in those 
bonds of conmiercial Union, which have so far proved so mutually beneficiaJ, making us 
one people, because it will be cur interest to be one, by building up our own country and 
opening every possible channel of communication that can cheapen our products, we will 
be in a position to be indifferent to the hostile legislation of other people. On the con- 
trary such legislation will the more bind us to one another, as by a refusal of reciprocity 
in the past, we have been driven from old markets to new, so will it be in the futuie, 
and the intended curse w\ll prove a substantial blessing. 



Chamber of Commerce, St. John, N. B. 

It would be of immense benefit to the trade ot the Dominion, for the following reasons :— 

Ifct. The Maritime Provinces import, say 700,000 barreb of flour annually, besides a great 
many other articles of a bulky character ? 

2Dd. The Maritime Provinces possess inexhaustible supplies of productions required by 
< )ttawa and Quebec. 

3rd. The chief articles of import from Ontario to the Lower Provinces and vice versa being 
bulky, the element of freight forms a large item in their value, hence any greater facility 
for transit tending to cheapen the cost, must be productive of a greatly increased demand. 

4th. The Bay Verte Canal would not only afford the desired facility for transit, rendering it 
unnecessary to break bulk between the points of shipment and destination but would re- 
move a great barrier to cheap freights, by enabling owners of vessels to secure return 
cargoes to Ontaiio and Quebec and thus build up a mutually desirable reciprocal trade 
which may be increased to almost any reasonable extent. 

The Board then goes on to enumerate commodities which will form the trade between the 
Upper and Lower Provinces, but these are already mentioned in the letters of Messrs. 
Boyd and Wright to which tne Board durects the especial attention of the Commission. 
In conclusion it adds : This Chamber of Commerce feels that it cannot too strongly ur^e 
upon the Commission the paramount importance of the work herein advocated, not only 
as a means of affording increased facilities for trade generally, but also as calculated 
materially to cultivate and strengthen that spirit of union which is daily becoming more 
necessary, in order to make us practically one people. 
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Henry Livinostoxe, Eichibucto. 

Believes it would be a link between the St. Lawrenoe Canals and the Maritime Provincaa. 
providing it ia made of the same size as the former. It will at onoe raise the value of 
saw-mill pi*operty in the North dm Counties of New Brunswiok, particularly in Kent 
County. 

He enumerates other advantages in terms similar to those who precede. 



Hon John Young, 

President Dominion Board of Trade. 

If this work is possible of construction it will have results of a most important character in 
a national aspect. Tlie city of St. John, as well as aU other places in the Bay of Fundy, 
would be brought 430 miles nearer Montreal, Quebec or Toronto, for the water borne 
vessels than at present, and the propeller of 900 tons sailing from Lakes Superior, Michi- 
gan or Ontario could sail direct to Halifax or St. John with Western States or Canadian 
products. 



9. "What would be the trade which would be done through this Canal and 
how would it aflFect the Maritime Provinces ? 



Cyrtsis Black, Amherst, N.S. 

If there are no tolls there will be undoubtedly a large trade through the Canal in Coal, Fish, 
Lumber, Stone and farm produce, as well as United States manufactures. Cumber- 
land possesses coal, grindstones, scythestones, &o. The Island of Cape Breton would also 
be benefitted as her coal would be sent to St. John, Portland and elsewhere by this Canjil. 



Hon. E. B. Dickey, Amherst, N.S. 

The trade would be transport from Ontario and Qaebec of flour and manufactures to St. 
John, Western Nova Scotia, Portland and Boston, and from the Upper Provinces and 
Northern New Brunswick of timber, lumber, freeatone and provisions to American ports 
and the West Indies:— The Prince Edward laland trade hereafter referred to— the pas- 
sage of American and Canadian fishing vessels to and from the Northern fishing grounds 
and the return voyages with West India produce, St. John and Nova Scoti* manufactures, 
Bay of Fundy shad fish and Cumberland coal. Notably the latter article, declared by 
Sir William Logan to be the finest coal for all purposes yet discovered on the continent, 
would furnish return cargoes for all vessels from the St. Lawrence. These coU measures 
of unusual length and thickness at Spring Hill will be intersectel by the Intercolonial 
Railway at a distance of about 25 miles from the Bay of Fundy terminus of the proposed 
Canal. The cost of transportation to MontrejJ, in view of the distance and return freight 
would inevitably be less than that of Sydney coal, which alone could be brought into com- 
petition with the Spring Eill coal for domestic use. Hundreds of American vessels would 
pass and repass through thii Canal, and thay could aflford to pay toll, because it would 
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enable them to make an additional voyage each season. It should be the policy of the 
Dominion to construct this national work — thereby completing the outlet of the great 
valley of the St. Lawrence through our own territory and down to the American coast. 



W. C. Cail, Kouchibougnac, N. B. 
Refers to canal in terms similar to foregoing. 



James Hamilton, Bay Verte. 

Chiefly lumber, fish, iron, coal, salt, and farm produce amounting to about $5,500,000 annu- 
ally. 



Hon. A. R. McClellan, Riverside, N. B. 

Gives answer similar to previous ones, and expresses the opinion that the canal would con- 
duce to the development of a larger intercolonial trade. 



BoAED OF Tbade, Quebec. 

Similar answer. 
C. Milner, Sackville, N. B. 

See question 1. 

John H. Harvey, Halifax. 

If it can be constructed for moderate cost, and the money can be spared from other necessary 
I improvements, it will probably promote the interests of the section through which it may 

pass. 



Board of Trade, Hamilton. 

Refer in general terms to conunercial advantages derived from the canal. 



A. Wright, Westmoreland. 

Qoes at length into the condderation of the commercial advantages derived from the con- 
struction of this canal. See q, 1. 
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3. How would the construction of this canal affect the trade of Prince Ed- 
ward's Island ? 



Cyrus Black, Amherst, N. S. 

A very considerable quantity of farm produce is now annually shipped from Prince Edward 
Island to St. John. N. B., and no doubt this trade would increase when the canal would 
shorten the distance. 



Hon. R. B. Dickey, Nova Scotia. 

it could not fail to benefit the trade of the Island, and no doubt its construction would form 
a large item in balancing the advantages of Confederation in the minds of the people of 
this productive spot. The natural markets of its surplus agricultural and fishing products 
are St. John and the New England ports, to which this short cut would give more speedy 
access, with a coast instead of an ocean navigation. 



James Hamilton, Bay Verte. 

Its trade would be vastly increased by the greater facilities afforded to merchants, manufactu- i 

rers, and farmers, by the new and shorter route to large cities and depots of trade. r 



Hon. A. R. McClellan, N. B. 

Similar aLSwer. 

Board of Trade, Quebec. 

A large trade is now done between the Island and Boston, New York, and the West Indies 
in farm produce, the transport of which would be greatly facilitated by oonstruction of tins 
c&nal. 



Adam Brown, Hamilton. 

It would certainly benefit the trade of the Island and tend to bring her into the Confedera- 
tion. 



Alex. "Wright, Westmoreland. 

The construction of this canal must materially increase the traffic. This surmise is to a 
certain extent confirmed by the extensive trade now carried on between the Island and Si. 
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John via the European and N. A. Railway and which will no doubt be largely increased by 
opening up the proposed canal« which will atTord coasting vessels an easy and safe means 
of reaching St. John, or extending their voyage to the United States. 



James Minerhead, Summerside, P. E. I. 

Corroborates what others say respecting the advantages of the canal. 



Henry Livingstone, Richibucto. 

It would certainly give greater facilities to P. E. Island merchants to do business with St. 
John, and also with the Eastern States. 



4. What would be the saving of distance and the probable saving on freight 
respectively, between Prince Edward's Island and the G-ulf Ports, and 
the Port of St. John N. B., Portland and Boston, and the "West Indies ? 



€yrus Black, Amherst, N. S. 

Saving of distance to St. John N. B. about 500 miles. 
•♦ •' Portland •< 400 " 

« " Boston <* 300 " 

Freight would be regulated in a large measure by amount of toll. This Canal would 
enable vessels to avoid the intricate navigation of the Gulf of Canso, as well as the rocky 
dangerous coast of Nova Scotia on the north, and the sandbanks of Sable Island on the 
south. Insurance would therefore be lessened. 



Hon. R. B. Dickey, Amherst, N. S. 

Replies to this question in terms identical with foregoing and adds some facts which he 
considers conclusive with respect to freight. The freight of a ton of Coal from Pictou or 
Cape Breton varies from $2.50 to $2.75 gold to Boston, or |3 to f 3.25 to New York, while 
from the head of Fundy Bay the figures are respectively $1.50 to $2 to Boston, and $2 to 
f 2.50 to New York. 

Gypsum is carried in large qu'tn titles from Windsor (less accessible than the head of 
Cumberland Bay), to New York for $2.50 American Curreacy per ton, or sav $2.26 gold. 
Taking into account the distance from Bay Verte to Pictou, he estimates the diflference 
of freight nearly $1 per ton. 



W. S. Cail, Kouchibougnac, N. B. 
Similar answer. 
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James Hamilton, Bay Verte. 

Nearly 400 miles ; saving of freight about 1450,000 annually. 



Hon. A. E. McClellan, Riverside, N. B. 

Freights would not be more than two thirds of what is now charged, while the insurance- 
would be greatly reduced. 



John Wallace, Hillsborough, N. S. 

About 600 miles between Prince Edward's Island and the Gulf Ports, and St. John, Portland' 
and New York. 



Board of Trade, Quebec. 

At leaat 400 miles and consequently a great reduction in time and freight must results 



Adam Brown, Hamilton. 

It would reduce the cost of transportation each way to a material extent. 



5. Would a large increase in the Pictou coal trade with New Brunswick,, 
Nova Scotia, and the Eastern States, result from the construction of 
this Canal? 



Cyrus Black, Amherst, N*S. 

Beheves there will be a large increase— in fact, has been so assured by a Pictou Coal Mine> 
Proprietor. 



i 



Hon. R. B. Dickey, Amherst, N.S. 

Similar answer, see p 239. 
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James Hamilton, Bay Verte. 

Ditto. 



John Wallace, Hillsborough, N.B. 

Ditto. 



Board of Trade, Quebec. 

Believe it would tend to increase coal trade between Pictou and New Brunswick, and the 
Western coast of Nova Scotia ; but doubt if it would materially affect the trade with the 
United States. 



Ch. Milner, Sackville, N.B. 
See p. 132. 

A. Wright, Westmoreland. 

Not only Pictou but Sydney coal (by means of the St. PeterU Canal, Cape Breton) would 
find easier access to the Bay of Fundy. Both these souroes of supply, however, must in a 
in a great measure be superceded by the supply of the Cumberland Basin. 



J. Boyd, St. John. 

Referring to the impulse that this Oanal must give to the Coal trade, points out the value of 
Nova Scotia coal for steam purposes. 

The steamer Linda made 67 trips from St. John to Boston via Yarmouth and back. Average 
consumption of a trip was 4() tons of Anthracite at $5.00 per ton (the lowest ever bought 
at St John). Made 18 trips, average consumption a trip 43 tons Nova Scotia coal at $3.60, 
saving, therefore, in on« year, for this small steamer by using the Nova Scotia coal, $1,500 



» 
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What would be the saying on fre^hts from the Ports of Toronto, Mon- 
tresd, and Quebec vid me Bay V erte Canal route to St. John, N. B., 
and other ports in Nova Scotia and New Brunswick, or the Bay of 
Fundy? 



Cyrus Black, Amherst, N. S. 

Does not mention any specific amount but refers to the fttot of the shorter and safer route 
the canal will afford as showing there must be a considerable saving in freight. It should 
also, he adds, be taken into the account that flour laden vessels from Ontario Ac., to 
St. John, Amhersl^ Annapolis, and other Maritime ports, will find a back freight. 



Hon. R. B. Dickey, Amherst. 

A considerable saving would obviously result both in freight and insurance from the saving 
of 500 miles of dangerous navigation ; and there would be consequently a vastly increased 
trade between these distant portions of the Dominion — objects worthy of special attention 
in the infancy of federation. 



James Hamilton, Bay Verte. 

The saving on freights from Montreal, Toronto, Ice, vid this canal would be about $160,000 V 
on the aggregate trade at the present time ^ but this trade must largely increase year by 
year. 



John Wallace, Hillsborough. 

About ten cents a package. 

BoAED OF Trade, Quebec. 

From 20 to 26 per cent. 



i 



C. MiLNEE, Chairman of Sackvillo (N. B.) Committee. 

60 per cent. 



A. Weight, Westmoreland 

A saving of at least 25 cts. per barrel^ between St. John aqd other 6*7 of Fuxidy ports an} 
Toronto, 
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Ghambeb of Oommebce, St. John, N. B. 

It is estimated from information gathered and from ordinary experience, that on all kinds of 
heavy frei^t there would be a saying over present rates of from 30 to 50 per cent. 



Henry Livingston, Richibucto. 

It would save from five to six days' time between the mouth of the St. Lawrence and the 
point where two vessels would meet. 



IN REFEEENCE GENERALLY TO BAY VERTE CANAL. 
Hon. R. B. Dickey, Amherst, N. B. 

The Navigation of the St. Lawrence has been facilitated by expensive canals; but there is 
still a link wanting to the chain of improvement to connect the trade borne upon its 
waters with the important inlet between Nova Scotia and New Brunswick — in other 
words an outlet for the second, if not the first River on this Continent, by its natural 
channel through Canadian territory to the American coast To carry out this im- 
provement in advance of all others by a ship canal 16 miles long would be the true 
national policy of the Dominion. Let us first combine to form confederated provinces 
by intercolonial improvements that will benefit them all. Instead of embarking in 
new projects ot colossal magnitude on the one hand or on the other of costly en- 
largement not imperatively necessary that prove to be beyond our means, let us for the 
present complete the system of water communication of which the St. Ijuwrence is the 
main artery ; by all means if practicable, deepen the Channel to Montreal, and then as 
neeessiiies demand and means permit take up these questions of enlargements — ^poetponing 
new enterprizes such as the Ottawa, Georgian Bay Canals, &c., until Railway facilities, at 
infinitely less cost, have proved inadequate to meet the mcreasing requirements of trade. 



Hon. A. R. McClellan, Riverside, N. B. 

Thinks the canal should be called <*The Bay of Fundy Canal/' as the more comprehensive 
appropriate title ] that a passage across the Isthmus from Sbediac to the PetitcHxliac river 
near Moncton, (about 14 mi!es) either by a lock canal or an open tidal way, would probably 
oombine many advantages over a similar work from Bay Verte ; it would be more access- 
ible at either end for nearly all vessels, save a distance of 60 miles, the greater portion of 
which is along a rather dangerous coast, lying between Bay Verte and Shediac, 



Me. MilNeb, Chairmau of Sackville Committee appointed to consider 
question of the Canal, 

States that in the event of it being found necessary or advisable to use the tidal waters of 
the Bay of Fundy many persons have acquired a knowledge of preventing or obtaining a 
deposit of mud held in suspension in such waters ; — thit no practical difficulty however 
exists to prevent the use of such waters in the canal, especially as it must be taken from 
the Bay, and at times of tide when there is a maximum of mud ; that the water of the Bay 
is not more turbid or muddy than that of the Mersey where the Liverpool and Birkenhead 
Docks are worked without inconvenience. 
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ST. PETER'S CANAL 



Isaac Le Yesoonte, Richmond. 

Calls attention to the importance of the 8t. Peter's Canal, Cape Breton ; it has been made so 
narrow that it will not permit the passage of an ordinary paddle wheel Steamer through 
its locks, nor can many of the brigantines avail themselves of this route. Closes by referring 
to marble and resources within a short distance of this work, and recommending its im- 
provement. 



Hon. E. p. Flynn, M. E. C. 

Concurs in the foregoing remarks. 
W. Ross, M. P. Victoria, N. S. 

During the past summer, more than 500 vessels passed through this Canal and many more 
would have done so, had it been sufficiently deep and wide. It is to small for the general 
run of vessels that would pass by this route, and requires enlargement while the ap- 
proaches Blight be easily improved. 



< 



A. Weight, Westmorland. 

Refers to this Canal as affording a safe route for the transit of Sydney Coal to the Bay of 
Fundy via the Bay Verte. 



i 



Hon, J. BouKiNOT, Senator. 

The manner in which this important work has been constructed [is exceedingly unsatis* 
factory since it is too narrow for the class of vessels engaged in the Coal trade and other 
business of that part of the Dominion. The most valuable Coal Mines are on the route 
which this Canal is entitled to improve, but at present the object of its promoters is not 
achieved for the reasons just stated. The resources of the Bras D*Or are very valuable 
and must be developed according as the Canal facilitates navigation between the waters of 
the lake and the sea. 

In this connection he calls attention to the advisability of constructing a short Canal be* 
tween the Portage East Bay and Spanish Biver which leads to the famous Coal Mines of 
^dney. This C^nal would not be more than three miles long. 
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ACTUAL DEPTH OF WATER 

In tlie several Harbours on tlie 

Lakes. 

Compiled from Official Retams to the Secretary. 
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A.PPENDIX C. 



INLAND NAVIGATION. 

TEN ROUTES 

iFx^oiii Inland Lake Ports to -A.tlantic 

Seaports. 

ALSO 

Zt^etati^e I^roportions of ILioeks of Oanals. 



Revised and Corrected by the Secretary. 
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Belative Proportions of the Locks at present in use on the Canals of 

Canada. 



opened. Capacity. In feeU NameofCanaL 



884jC iP^"^on8 7 107x19x6 Grenville Canal, small locks. 

r 



843 ^ 230 Tows ^ 118x28x7...^. Chambly Canal. 
884^^ 300 Tons 7 126^x32x6.... Carillon Canal, 

884 



/ 300 Tons V^ 181x88x6 Chute i Blondeau. 

^ 250 Tons \ 184 X 88 X 5 Rideau Canal. 

/ 500 tons 7 160 X 26J X 10 J Welland Canal, small locks. 

8r^9 / 600 Tons 7 122x 26x 18... St. Peter's Canal, Cape Breton 

<^9».,*ii..— ^«»«i^.««— i».i«»^ 200x45x7 Saint Cur's Lock. 
b i\ LAWRENCE, 700 ToNs / 208 X 45 X 9 Saint Lawrence Canals 
WELLAND, 900 Tons ^ 200 X 45 X 12 Welland Can., Dalhousie 

^ 200x45x16 Lachine Basin, Montreal 



882 



846 



1848^ 750 Tons ^ 200 X 65 X 9 Cornwall Canal 



— rProportions recommended 



I303To.^3 ' / for uniform scale by Canal 

270x45x9 \ Commissioners, February 
\ 24th, 1871. 



SamuelJKeefer, C. E., 

Secretary Canal Commission. 
Ottawa, 24th Feb., 1871. 
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Belatiye Proportions of Locks on American Canals. 



IFtrat 
opeiMd. 



Capacity. 



DlmensioDS. 
in feet 



1822CZS25SI 
1862 < aiOTONS < 



.». 97x14x4 
... 110x18x7 



2000 TONS 



1855\ 



360x70x12 



Name orCanal. 

Champlain Canal 
Erie Canal, enlarged 



I 



SanltSte Marie 
Canal. 



Ottawa, 24th Feb., 1871 



Samuel Kebfeb, C. E., 

Secretary, Canal Commission. 
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LAID BEFORE 
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SYNOPSIS OF INFORMATION 

Laid before the Canal Commission at their second meeting in Ottawa^ 18th 

January, 1871, 

OF A GENEBAL CHARAOrER. 

1. Regiflter of the circulars sent, the number^ to whom sent, and the answers received. 

2. The answers to the questions contained in the circular adopted at the first meeting on 
the 25th Nov., 1870, from the following Boards of Trade :— Quebec. Ottawa, Kingston, 
Belleyille, Toronto, Hamilton, London, Stratford, Guelph, Windsor, St. John, N. B., 
Halifax, N. S., Chicago, Milwaukee, Detroit, Toledo, Oswego. 

From the corporate town of Sandwich. 

From Com Associations at Toronto and Montreal. 

From Public Meetings at St Catharine's, Ont., and Saekville, N. B. 

From the Trinity House, Quebec, and from sizty*four (64) individuals. 

3. Seven M.S.S. books containing tabulated abstracts of these answers, arranged under 
their proper heads for convenience of reference. 

4. Replies of Collectors of Customs to the circular letter of the Secretary, giving the actual 
draught of water in the principal Harbours on the Inland Lakes. 

5. Tabulated arrangement of this information. 

6.Table8 of distances, lockage, Ac, on ten different routes between the Inland Lakes and 
the Atlantic seaports, revised by the Secretary from the latest and best authorities. 

7. Report of the Buffalo Board of Trade for 1869. 

8. Report of the Chicago Board of Trade for 1869. 

9. Report of the Montreal Board of Trade for 1869. 

10. Report of State Engineer and Surveyor on Erie Canal 1868-69. 

11. Trade and Navigation Returns for 1867, 1868, and 1869. 

12. M. J. McAlpine's Report on cost of transport on Canals, Rivers and Lakes. 

13. T. C. Keefer's Map of the Dominion of Canada. 

14. The Admiralty charts of its navigable waters. 

15. MercantUe map of the world, 1868. 

16. Dawson's new map of Canaida. 

17. Sir W. E. Logan's (Geological Map of Canada. 

18. Mackinlay's map of Nova Scotia. 

19. Profile of various water oommunicationa between lak% Huron and the 86a. 
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I. WELLAND CANAL 

1. Annual reports of the Public Works Department from 1841 to 1869 inolusiye. 

2. Extracts from these reports giving the history of the inception and progress of the 
measiires adopted for making Lake Erie the summit of supply. 

3. Traffic returns on the Welland Canal for the fiscal year ending 30th June, 1870— callad 
for by the Commissioners at their last meeting. 

4. Lieut.-Col. Fhilpott's report, plans, and estimate for the enlargement of the Welland 
Canal. 

5. Walter Shanly's report, plans, and eitimate of the lateral out to Niagara, 1854. 

6. Prospectus of the Ene and Ontario Ship Canal Company for the coostoueiicm of the 
same. 

7. Departmental plan of the Welland Canal book and roll. 

8 Plans of Harbours Dalhousie and Maitland 1845. 

9. Plan of the Aqueduct across the Welland 1845 (See my letter to Secretary P: W., 29 
Dec., 1870. 

XL ST. LAWRENCE CANALS. 

1. Book of plans of the locks on the WiUiamsburgh Canals. 

2. Mr. Page*s report and estimate for deepening these canals to lOJ feet water. Bepori 
1859; estimate 11,028,000. 

UL LACHINE CANAL. 

1. Departmental plan of Montreal entrance of the Lachine Canal. 

2. Projected improvements by the Hon. John Young 1862. 

3. Report and plan by Deputy Commissioner S. Keefer for increasing the accommodation 
for^vessels in the Upper Basin. 

4. Qeneral plan of Lachine Canal by Eingsford. 

IV. ST. LAWRENCE RIVER AND RAPIDS. 

1. General plan of the river St. Lawrence from Montreal to Presoott— shewing the rapids 

2. Maillefert and Raasloff's plan for improving the rapids for downward transit. 
2. Maillefert and Raasloflfs report and estimate in printed document 1855. 

4, Admiralty chart of the river from Montreal to Prescott. 

V. ST. LAWRENCE RIVER— QUEBEC TO MONTREAL. 

1. Latest published Admiralty charts shewing new channel through Lake St. Peter (1860). 

2. G. F. Baillarge's soundings in Lake Si. Peter 1869 at Lavaltres, Point aux Trembles, 
Cape Charles and Cape St, Michel. 
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3. Mr. Page's report on the present state of the ohannel and estimated cost for deepeninff 
it (1868). 

To 22 feet $ 800,000 

To 24 feet 2,500,000 



VI, RIDEAU CANAL. 

1. Mr. [Rowan's report on supply of water for this canal, with map. 

2. Report of Select Committee of H. A. 1865 on supply of water. 

Vn. 8AULTSTE. MAREB CANAL. 

1. Plans, report and estimate for the construction of a canal on the Canada side. S. Keefer's 
report 19th August, 1852, contained in that of Dept. P. W. for 1851. 

2. Chart of the river St. Mary— F. P. Rubridge. 

Vm. CAUGHNAWAGA CANAL. 

1. J. B. Jarvis' report and estimate of various routes published 1855. 

2. I B. Mills' plan of this canal— his report in Annual Return for 1856 ; his estunate in 
Annual Return for 1855, £453,602. 

3. W. H. Swift's report on the foregoing 6th June, 1866. In the same Annual Report. 

4. Samuel Gamble's report on the same 22nd Jan., 1856. 

IX. RIVER RICHELIEU AND CHAMBLY CANAL. 

1. Plan of look and dam at St Ours, 

2. Plan of Chambly Canal. 

3. Chart of River Richelieu. 

4. J. B. Jarvis estimate on Sorel route in his report above referred to 1855 

X. OTTAWA CANAL. 

1. Walter Shanly's report^ plans, and estimate, $24,000,000. 
2 T. C. Clarke's report, plans, and estimate, $12,058,680 
XI. GEORGIA BAY CANAL. 

1. Kivas Tully's report, plans, and estimate, 1858* 

2. Report of tbo Baron and Ontario Ship Canal, 1868. 



Digitized by 



Google 



272 

Xn. MURRA.Y CANAL. 
1. John Pagers report, lam, and estimates of these different routes. 

XUI. BAY VERTE CANaL. 

1. John Page's report, revle^ng projected plans of Hall, Crawley, and Telford (printed 
1869.) 

2. Admiralty charts of Bay Verte and Bay of Fundy. 
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TABULAR STATEMENT, 



SHOWING 



THE TRADE OF THE WESTERN STATES ANI> 

LAKES. 



1. Total Yield of Grain in the United States. 

2. Increase of Population and Improved Land in Grain Growings 

States. 

3. Total Quantity of Grain raised in Grain Growing States. 

4. Receipts of Flour and Grain at principal Receiving and Shipping^ 

Ports. 

5. Movement of Flour and Grain from Chicago during 1869. 

6. Exports of Flour and Grain via Erie Canal. 

7. Total Tonnage of Lake Vessels. 

8. Opening and Close of Navigation of Canals, &c. 

9. Copper and Iron Trade of Lake Superior. 
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Receipts of Flour and Grain at PrinciptJ Receiving and Shipping Ports 
in the United States and Canada for three years. 



MILWAUKEE. 



CINCWiNATI. 



Produce, 

Flour, barrels 

Grain, bushels 

Flour, barrels 

Grain, bushels 

Flour, barrels 

Grain, Bushels 

Flour, barrels 

Grain, bushels 

Flour, barrels 

Grain, Bushels 

Flour, barrels , 

Grain, bushels 

Flour, barrels 

Grain, bushels- 

Flour, barrels 

Grain, bushels 

Flour, barrels 

3rain, bushels 

Flour, barrels 

Grain, bushels 

Grain, bushels 



im. 


1888. 


1860. 


1867. 


1868. 


457.938 
13,708,504 


667,858 
14,806,875 


723,620 
18,856^812 


677,296 
5,625,294 


522,207 
8,919,510 



1869. 



5n,230 
4,948,011 



CHICAGO. 



OQDENSBURO. 



1,720,001 
52, 1751750 


2,192,413 
50,81^374 


2,218,822 
5^4^811 


210,296 
2,587,515 


225.471 
2,701,471 



247,805 
2,884,701 



DETROIT. 



TORONTO. 



1,080,541 
2,949,401 



1,290,292 
4,916,455 



960,800 
3,288,372 



67,953 
2,2^3,283 



^187 
1,877,389 



85,747 
2,293,327 



TOLEDO. 



ERIE. 



717,371 
9,545,050 


863,521 
11,280,525 


906,786 
12,969,713 




117,750 
l,3a,820 







1,029,4679 



BUFFALO. 



MONTREAL. 



1,440,056 
43,616>789 


1,602,731 
42,497,402 


37,056.962 


098,151 

5,915,106 


790,6U 
4,400,412 



981,192 
8,11S,827 



OSWEGO. 



ST. LOUIS. 



3,277 
11,637,170 


1,170 
13,981,527 


3,526 
13,378,912 


944.075 
13,128,380 


671,018 
11,081,294 



1,119,048 
13,736,062 



CLEVELAND. 



NEW YORK. 



6^272 
0,00^825 



787,204 

7,360,481 



800,000 
6,000,000 



2,6^002 
86,957,785 



2,869,170 
47,692,130 



8,602,830 
^61^420 



BOSTON. 



BALTIMORE:. 



1,402,826 
4,846,621 


1,467,681 
4,816,070 


1,479,975 
$431,143 


161,260 
9,155;i05 


216,446 
7,793,508 



Sse,m 

8,562,228 



PORTLAND, Mk. 



PHILADELPHIA. 



60^260 
2,058,111 


669,016 
941,760 


439,618 
413<109 


536,829 
5,372,727 


768,366 
8.851,377 



850,121 
8,562,228 



DUNKIRK. 



NEW ORLEANS. 



21,688 
695;i39 


212,662 


2471883 


993,334 
4,062,164 


868,068 
2,019,334 



1,276,921 

1,^798 



FREMONT, OHIO. 



266,000 216,000 218,000 



37 
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Exports of Flour and G-rain from Buffalo vid Erie Canal for four years. 



. Artlclei. 


1866. 


1867. 


1868. 


1869. 


pionr— Rrta 


52,325 


16,468 


5,744 


51,928 






"WTiQl^t^ — Bnih T . , . . , 


7,772,217 
25,618,506 
8,922,488 
1,801,716 
^972;647 


10,100,718 
14,881,812 
9,409,686 


10,809,080 
16,099136 


16,868,480 
7,816!960 


Corn *• 


OatB •* , 


8&S,046 


BarlAT " , 


^S 


i^e ** ::;:;;:::::;:;.:;.;:::::::.:;:::::::::.::: 


7^792 






■*|*ftf oi Omln— T^niili ■ . . . t . . 


44,617,608 
261,625 


«^1?^ 


86.734,787 
28,870 


28,822,707 
250,640 


Ploar reduced to Wheat 




Omnd TotAlii .....,..,,,,.-,-,,,,, 


44,779,288 


86,471,867 


86,768,057 


28,582,847 







Total Tonnage of Lake Vessels (American) for a Series of Years. 





1800. 


1861. 


1862. 


1868. 


1865. 


1866. 




No. 


Ton. 


No. 


Ton. 


No. 


Ton. 


Na 


Ton. 


No. 


Ton. 


Na 


Ton. 


Btoamoni r 


188 
197 
58 


69,150 
64550 
28,417 


147 

208 

62 

86 


64,669 
60,951 
25,118 


148 
258 
74 


l«,208 


124 
286 

1 
142 

1 
84 

121 


51,522 
78,085 

810 
68,841 

307 
23,835 

225,868 
^725 
26,091 


141 

296 
156 

1 

1 

69 

985 
16 
84 


46.8U 
86,714 
66^078 
06,078 
^807 
20,946 

207,096 

'519 

21,452 


182 
139 

1,543 

128 
234 

2^171 


41,870 


Propelleis 


75,287 


Barks 




BarkantineB. ..... 




Brigs 


90 


25,047 


24,871 


85 


24,881 




Bliivn.nilnpfi 




Schooners and 
Sloops 


974 


198,661 


9W 
15 


204,900 
2,800 


1,066 
16 
3 


227,619 

667 

8,719 


376,870 


Schooners 




Sloops 














80,062 
23,867 


TiMrs...c.. f - 


































Totals 


1.457 


877,826 


1,502 


883,800 


1,640 


412,127 


1,870 


470,034 


1,747 


449,928 


647,267 






Value 


$lO,6f».20O 1 


11,8 


\2,m 


13,2^ ft9n 1 


16.7^wm 1 


14.87K.6no 1 


17,63 


r7,440 























No Returns available for the four last yean. 
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Opening and Close of Navigation of Lakes and St. Lawrence. 



BAY OF SUPERIOR. 



Years. 



1861 
1862 
1863 
1864 
1866 
1866 
1887 
1868 
186B 



Opened. 



June 12 
April 28 

May 10 
April 28 
AprU22 

May 5 
April 19 



Closed. 



December 12 
16 

M 7 

'♦ 1 

.* , 5 

10 
1 



STRAITS OF MACKINAW. 



1861 


Aprtl24 


1862 


« 17 


1868 


«' 16 


1864 


" 22 


1865 


'• 20 


1866 


u 28 


1867 


«* 21 


1868 


^ 20 


1860 


« 23 



ST. PAUL, MIX. 





V\Kt 


Last 






Arrival. 


Depjinure. 




1881 


April 8 


November 26 




1862 


" 18 


15 




1863 


" 6 


" 21 




1864 


u 14 


11 




1865 


'« 15 


December 1 




1866 


" 19 


November 23 




1867 


» 21 


28 




1868 


♦♦ 4 


26 




1860 


•« 19 


u 2) 






03HK08H 


, WIS. 






Opened. 


Closed. 




1861 


Aprtl 4 


NoTember 2? 




1862 


" 15 


•i 20 




1868 


" 8 


14 24 




1864 


" 18 


December 8 




1866 


" 10 


« 4 




1866 


" 23 


1 




1867 


«♦ 15 


November 28 




1868 


March 81 


December 1 




i8ey 


April 12 


November 19 






RACINE * 


IIVER 




1866 




December 10 




1867 




November 20 




1868 




December 1 




1860 




2 





MILWAUKEE RIVER. 



Years. 


Opened. 


Closed. 


1861 


March 28 


November 24 


1862 


" 28 


« 29 


1863 


" 17 


29 


1864 


»« 12 


29 


1866 


u 21 


December 8 


1866 


April 2 


" 8 


ise7 


" 4 


November 80 


1868 


March IS 


December 2 


1»60 


" 26 


" 3 


DETROIT RIVER, 


1861 


March 11 




1862 


.* 20 




1863 


«' 20 




1864 


13 




1865 


" 25 




1866 


April 4 




1867 


" 8 




1868 


». 24 




1869 


*« 5 




ILLIN 


CIS A MICH 


IGAN CANAL. 


1861 


March 4 


November 28 


1862 


•» 21 


December 8 


1863 


« 4 


November 30 


1861 


" 10 


30 


1865 


April 3 


♦« 14 


1866 


" 11 


October 81 


1867 


" 10 


November 15 


1868 


" 4 


October 31 


1860 


" 7 


November 15 




WELLAND 


CANaL. 


1861 


April 12 


December 19 


1862 


" 6 


u 17 


1863 


u 14 


" 15 


1864 


" 17 


17 


1865 


a 17 


18 


1866 


a 17 


15 


1867 


•* 15 


6 


1868 


'* 20 


17 


1869 




" U 








MARQUETTE. 






Latest 




First 


Arrival at 




Arrival. 


Detroit Arom 
Marquette 




Mays 


December 8 




" 6 


«* 5 




" 7 


1 
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Opening and Close of Navigation of Lakes and St. Lawrencie 

(Continued.) 



oewBOo. 




HUDSON RIVER. 


Year^ 


First 
Arriyal. 


Last 
Departure. 


Years. 


Opened. 


Closed. 


i 

1868 
1887 
1888 
1888 


" I 

" 1 
March 15 
April 8 

" 8 

II 8 


December 28 
10 

16 
I* 17 

u 17 

" 16 


1861 
1862 
1868 

iSSS 

1866 
1867 
1868 
1868 


April 4 
March 11 

A^rtlf 


December 28 


TOLEDO. 


BUFFALO. 


1861 
1862 
1868 




Decembers 
12 
18 
6 

« 10 
16 

II 6 

November 28 




First 
ArriYals. 


Last 
Clearances. 


1864 

1867 
186B 
1869 


1861 
1862 
1868 
1864 
1866 
1866 
1867 
186S 
1860 


AprU 18 

" 7 
H 1« 

- 1 


December 10 

;: S 


LAKE ERIE. 


:: "s 




Lake 
Opened. 


Canal 
Opened. 


Canal 
aosed. 


MONTREAL-(««e Appendix H.) 






1861 
1862 
1868 
1864 


•* 7 
" 18 
u 26 
.1 28 
M 27 
" 11 
Bfay 1 


Mayl 

n i 
April 80 

Mayl 

It 


December 16 

: i 


RIDEAU CANAL, OTTAWA. 




Opened. 


Closed. 


1866 
1866 
1867 
1868 
1868 


1864 
1866 
1866 
1867 
1868 


Marl 
April 17 
Mayl 

••: t 


December 2 

: i 

November 80 



Digitized by 



Google 



282 



Production of Copper and Iron Mines of Lake Superior 

District. 





IRON. 


1 




COPPER. 




Years. 


Tons. 


Value. 


Years. 


Tons. 


Value. 


1856 


7,000 

21,000 

32,661 

72,937 

122,666 

53,400 

liM,311 

195,070 

248,955 

207,589 

31.5,300 

496,987 

546,059 

672.241 


$28,000 

^000 

2».202 

575,529 

736 496 

419,501 

984,977 
1,416,935 
1,867,215 
1,500,430 1 
2,405,960 1 
3,475,820 1 
3,992,413 1 
4,968,435 | 


1845 to 1857. . 
1858 


18.954 

3500 

4,200 

6,000 

7,500 

9,962 

8,548 

8,472 
10,991 
10,376 
11,785 
13.049 
15,200-- 


$9,000,000 
M83»000 
r,89O.O0O 


1857 


1868 


1859 


1859 


I860 


2,610,000 
3,337,000 


I860 ,. 


1861 


1861 


1862 


3,402,000 


1862 


1863 


4,420,000 


1868 


1864 


6,110,000 
5,148,000 
4,760,000 
4,140,000 
4,592,000 
5,368,000 


1864 


1865 


1865 


1866 


1866 


1H67 


1W>7 


1868 . .. 


1868 


1869 


1869 








Total 


3,119,630 


$22,769,713 j 


Total 


128,275 


$56,661,000 







< 



i 
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TABULAR STATEMENTS, 

SHOWING 

POPU LATION AND TBADE OF THE PROVINCES OF BRITISH 

NORTH AMERICA. 



1. Population and Area. 

2. AgricultuTal Eesources. 
8. Imports and Exports. 

4. Trade of the Dominion, 1868, 1869, 1870. 

5. Statistical view of the Commerce of Canada. 

6. Trade of Principal Ports on the Lakes and St. Lawrence. 

7. Lumber and Timber Trade. 

8. Exi)orts and Imports by the St. Lawrence. 

9. Coal Trade. 

10. Shipping Interests. 
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POPULATION, AREA, ETC. 



Provinces. 



Ontario 

ttaebec 

iHova Scotia 

New Brunswick 

Prince Edward Island. 
MewftMindland rl857)... 

British CcHumbla 

Manitoba 

N. W. Territory 



Total population of British America. 



Population 
in 186L* 


Rate of 
Increase 


1,806,091 

1,11L566 

880,857 

252^047 

80,867 

124^ 

34,816 

100,000 


4*84 
2-50 
1-62 
2-60 
2-07 


8,480,622 


.... 



Estimated 
inl87L 



2,186,808 

1,422,546 

886,440 

820,800 

09,261 

148,387t 

65,000 

12,000 

100,000 



4,707,751 



Area in Square Miles. 



120,260 
210,020 
18,671 
27,105 
2,173 
40,200 
220,000 

(say) 2,780,000 



1811. 1851. 1861. 

PopulaUon of Ontario 77,000 952,000 1,.«6,091 



1871 
Estimated. 

2,136,808 



•The^ returns include Indian population. 

fBy Census in 1860 Newfoundland had a population of 146,533, or an increas^e of 1,851 per annum since 1857. 



Total quantity of Wheat, Barley, Rye, Buckwheat, Indian Corn, Peas and"^ 
Beans raised in the following Provinces : — 



• Province. 



Ontario 

Uuebec 

Nova Scotia 

New Brunswick 

Prince Edward Island 

Wheat raised in 

Ontario 

Quebec 

Nova Scotia 

New Brunswick 

Prince Edward Island , 

Oats raised In 

Ontario 

Quebec 

Nova Scotia 

New Brunswick 

Prince Edward Island 

89 



Bushels raised 
In 1851. 



30,12.),«22 

15,190,027 

2,168,455 

2,485,991 

1,011,691 



Bushels per 
Inhabitant 



12,602,852 

3,075,868 

297,1.50 

286,209 

219,789 



11,198,8^1 
8,967,594 
1,384,437 

Mll.lM 

946,383 



17 
8 

1^ 



'if 

11-16 
IMO 

8J 



i 
1? 



Bushels raised 
• in 1861. 



74,971,828 

23,531,908 

2,851,767 

3,796w487 

2,838,025 



24.620,425 

2,568,114 

312,081 

279,775 

^125 



21,220,874 

* l,978iiS7 
2,656,883 
1^218,578 



Bushels per 
Inhabitant. 



54 

1 

85 



I6i 

F 

1 1-10 

4i 



15j 
"6 

J?} 
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Kecapitulation of PrincipjJ Exports for following Years. 



Products of MiDes 

** »* Fisheries 

" " Forest 

Animals and their products 

Asn'lcultural Products 

MaDulactures 

Other Articles , 

Vessels built at (Quebec 

Total Produce of Dominion 

Coin and Bullion 

Goods not produce of the Dominion 
Short at Inland ports 

Grand Total_of Exports 



1869. 



2,093,602 

8.!M2,710 
19,838,963 

8,769,407 
12,182,702 

1,76&,461 
350,559 

1,080,000* 



49,823,301 

4,218,208 
8,855,801 
3,077,468 



60,474,781 



1868. 



$ 

1,446,857 

3,357,510 

18,262,170 

6,893,167 

12.871,055 

L572,.S16 

302,280 

837,592» 



45,&43,1T7 

4,866,168 
4,196,821 
2,961,722 



57,567,888 



1870. 



$ 

2,487,038 

3,606,549 

20 940,434 

12,138,161 

13,676,619 

2,138,fl69 

371,652 

725,080 



56,081,192 

8,002.978 
6,527,622 
2,962,398 



73,578,490 



Duty In 1870. 



37,912.28 



37,912 2S 



37,912 28 



•37— 27,000 tODP. •32-22,722 tons. 



Statistical View of the Commerce of Canada for Fiscal Year, 1870 



Great Britain 

United States 

France 

Germany 

British North American Provinces. 

British West Indies 

Bpanlsh West Indies 

Cnina 

Spain 

Other Foreign Countries 

Goods not the produce of Canada. ... 
HlsceUaneous , 



Totals . 



Value of 
Exports. 



$ 

24,960,925 

32,984,652 

278,420 

15,535 

1,421,123 

1,512,780 

1,280,268 



85,082 
1,554,386 
6,527,622 



73,673,490 



Goods 

entered for 

Consumption, 



$ 

38,695,433 

24,728,166 

1,39 ta46 

460,275 

1,268,948 

892,134 

2,428,421 

432,919 

814,925 

718,036 



91,237,603 



Duty. 



5,037,439 70 
1,738,162 99 

892,871 74 

121,863 60 
»4,421 96 

887,136 76 
1,041,284 79 

166,618 76 
61,452 48 

802,724 30 

' *iiaB,963 *37 



9,462,940 44 



Vessels 
entered 
Inwards. 



Tons. 



5,796,125 



Vessels 

cleared 

Outwards. 



Tons. 



5,619,745 
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Exports and Imports of principal Ports of Ontario and Quebec on the St, 
Lawrence and Lakes, year ending June 30, 1870. 



Montreal., 
uebec 



Rj 



Imouski 

Three Rivers. . 
Amherstburg. 

Belleville 

Brockvllle 

Burwell 

Cimon 

(Jomwall 

Cramabe 

Darlington.... 
Dover. 



Fort Erie... 
Qananoque. 
Ooderich .. 
Hamilton . . 
Hope. 



Kingston. 
Morrisburg. 

Naj 



rapcuK . 
OakviUe. 
Oshawa. . 



PorU. 



Exports. 



Paris 

Penatangulshene. . 
Prescott 



Samia. , 

8aalt 8te. Marie. 

Stanley. 



Toronto 

Wallacebuig. 

Whitby 

Windsor 



$19,100,413 

10,131,166 

86,09*i 

103,278 

126,542 

587,834 

701,918 

03,400 

8,058,516 

64,005 

79,918 

164,540 

211,852 

2,355,850 

64,279 

16,983 

862,986 

1,171,00) 

1,527.519 

182,333 

400,949 

97,549 

132,84M 

154,818 

74.727 

746,215 

405.879 

ia298 

127,660 

2,039,215 

227,478 



343,881 



Imports. 



$25,680^814 
5,tf70,8S2 

i,aoo 

49;8S4 

823,676 

8,928 

2,966^908 

46,047 

56,840 

106,169 

18»77» 

55,200 

2H^40» 

119,94S 

3,66^560 

183,227 

5,441.554 

47,72T 

54.26^ 

8,975* 

60,817 

51,68S 

7% 

804,a76> 

189,77& 

64,706 

28,704 

7,368,015 

6,909 

87.219 

488,548 



<; 



Timber and Lumber Exported from Ontario and Quebec since 1859. 





VALUES OP TOTAL SXPOBTS 


Valne of Plank and 


Years. 


To all Countries. 


To Great Britain. 


To the U.S. 


Boards to the U. B. 


I860 


10,051,147 
12.264;i78 
18,008,b95 
1?741,988 
1^224^704 
1^762,084 
14,483,157 


6,180,776 
$408^789 
4,896.538 
7,713,316 
7,971,991 
6445,137 
6,825,995 
6,389,474 
7,508,817 


4,846,611 
2,066:870 
3^253,589 
4165,290 
4758 689 
6055646 
6,671,438 
7,091,972 
6,566,520 


8,027,730 


1861 


1862 


2,'2T9,567 


1868 


2^,426 


1864-'5 


33^*461 


1865-'6 


41608,554 


1866-7 


6,043,867 


1867-'8 


5;587;080 


1868-'9 


5,303,803 







PROPORTIONS SHIPPED TO DIFFERENT COUNTRIES IN 1869. 

Per cent. 

To United States — Plank A Boards 96,854 

" *• ** — Producte of Forest 43,986 

To Great Britain — Plank and Boards 0.2a 

♦* « " —Products of Forest *... a^965 

AGGREGATE VALUE OF PRODUCTS OF FOREST EXPORTED. 

ProductA of Forest. Plank A Boards. 
Total Value. Feet. 

Fiscal Year, 1868-'69 ^^S'SS'?S 21I'SS»IS!! 

♦* 1867-»68 18,262,170 6/1,026,000 
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Exports and Imports via St. Lawrence for following years. 



Years. 


Total Imports. 


Imports via 
St.L. 


Total Exports. 

$23,472,609 
24,766.981 
34,631,890 
, 36,614,195 
33,596,125 
41,831,532 
42,481,151 


Exports via 
St. L. 


1858 


$29,678,527 
33,555,161 
34,441,621 
43,046,823 
48,600.633 
45,964,493 
64,620,469 


$10,795,077 
11,472,754 
13,527,160 
16,726,541 
17,601,019 
16.439,930 
18,828,495 


8,983,773^ 


1859 


8,400,095 


1860 


13,288,1^5 


1861 


17.607,744 


1862 


14,411,849 


1863 


16,391,172 


1865 


15,703^82L 







Importations of Coal and Coke into Ontario and Quebec. 



Fiscal year 1863.'e». 
" 18e7-»68. 



Total imports. 
Tons. 



356,876 
351,023 
299.507 
25»,276 



Value. 



$1,2«,831 

1,363,207 

1253,115 

906,700 



From 
Great Britain. 



482,530 
539,606 
4T2,710 
419,847 



Fr*>m 
United utateSL 



795,377 
791,676 
730,676 
455,890 



American Coal via Welland Canal. 



Fiscal Years to dOtta Jane 



1864.'0o 
l86&-'66 
1866-'67 
18«7-'68 
1868-'69 



Fh>m American to 
Canadian Ports. 



35,592 

34,967 

64,855i 

63,128} 

71,415 



From American to 
American Ports, 



2,102 
2,^9 
3.786 
3,633 
3,888J 



Total tons of 
2U001b. each. 



87,694 
37,896 
68,641^ 
^761} 



Remarks. 



71,006| for coBStimp-> 
tlon in Canada.. 



Imports into Ontario via Oswego. 

Tons. 

1860 17,644 

1861 33,475 

1862 25,981 

1863 26,697 

1864 37,498 

1865 18,090 

1866 32,237 

1867 42.470 

1868 46,280 

1869 46,295, 
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FLOUK AND GRAIN TRADE. 



1. Imports and Exports. 

2. American Flour and Grain via Canada 

3. Flour and Grain at Port Colborne via Welland Canal. 

" " " via WellandR.R. 
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TRADE OF MONTREAL. 



1. Receipts and Shipments of Flonr and Grain for several years. 

2. Opening and Close of Navigation, together with amount of sea- 

going tonnage during 9 years. 

3. River Craft. 

4. Flour and Grain shipped via the St. Lawrence. 

5. Breadstuffs received by Lachine Canal. 

" " Grand Trunk R. R., &c. 
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Comparative Statement showing the number and tonnage of river craft,, 
including Steamers, Barges, Batteaux, &c., in the port of Montreal 
during the past eight years and the greatest number at one time. 



Years. 


Blver Craft 


Tonnage. 


In Port at one time. 


1S62. 


4,875 
4.697 
4,509 
4,771 
5,083 
5,284 
5,822 
5,866 


523,991 
534,740 
420,694 
626,550 
613,679 
744,477 
746,927 
721,324 


164--November 1 


1863 


197 June 20 


1864, 


220— September 6 
205— September 5. 
240— October 14 


1865 


1866 


1867 


244— October 31 


1868 


297— June 22 


1869 


259— November 5 
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G. T. R. 

Breadstuffs received at Montreal via G. T. R. during 7 years. 



Years. 



Flour and 
Meal, brls. 



1863 
1864 
1865 
1866 
1867 
1868 
1869 



459,773 
390,271 
341,614 
321,444 
440,541 
453,553 
538,427 



Wheat and 
Peas, busli. 



556,627 
436,518 
480,874 
319,036 
721,065 
537.386 
655,96fi 



Com and 
Rye, bush. 



v.^h7\\ Oats, bush, 
busneis. ' 



1,173 
1,398 
1,103 
15.485 
26,470 
33,248 
17,310 



25,447 
65,660 
12,796 
58«694 
83,534 
53,733 
51,746 



51,251 
62,200 
17,139 

206.134 
93,926 

115,886 
67,094 



Shipments during the same period. 



1863 
1864 

1865 
1866 
1867 
1868 
1869 



124,767 
134,046 
309,180 
301,958 
150,998 
172,841 
168,693 



65,902 
29,047 
88.369 
76,464 
87,887 
19,106 
94,421 



15,267 
16,875 
74,447 
42,785 
26,622 
36,760 
23,902 





358,311 


20,452 


137,326 


105,180 


230,119 


29,618 


37,672 


57,047 


79,039 


66,084 


54,648 


33,208 


95,276 
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RETURNS SHOWING TRAFFIC OF CANALS, &c. 



1. Tonnage and Tolls. 

2. Business of Welland and St. La^yrence Canals during 1868 

and 1869. 
8. Number, Nationality, and Tonnage of Vessels passing through 
'V\'elland and St. Lawrence Canals. 

4. Gross Revenue and Tonnage of Canals in 1849 and 1869, &c. 

5. Cost of Canals up to July 1st, 1867. 

6. Dimensions and Capacity of Canadian and American Canals. 
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WELLAND AND ST. LAWRENCE CANALS. 

1. For the year ending June 30, 1868. 



Welland Canal. 



Tons. 



Ves'*els of all kinds.. , 
Pi-oduce of Forest. . . . 

Farm Stock 

Animal Produce 

Vegetable Food 

Agriculture Products. 

Manufactures 

Merchandize 

Passengers No 



1,240,366 

279,508 

222 

3,590 

495,873 

21,713 

160,516 

174.212 

7,536 



Tolls. 


$27,618 00 

28.188 00 

54 00 

954 00 

95,743 00 

5,263 00 

33,793 00 

31,247 00 

679 00 



St- Lawrence Canals. 



Tons. 



,'.76,466 

594,426 

2,508 

5,569 

81,927 

25,759 

103,968 

48,789 

47,346 



lolls. 



$ 9,101 00 

17,966 00 

265 00 

1,046 00 

12.814 00 

2,912 00 

12,824 00 

5,618 00 

2,899 00 



2. For the year ending June SO, 1869. 



Welland . 



Tons. 



Vessels of all kinds 1,267,451 

Produce of Forebi 258,978 

Farm Stock 1 79 

Animal Produce 4,013 

Vegetable For<l 503 869 

Agricultural Products 24,419 

Manufactures 202,764 

Merchandize 200,528 



Passengers— No . 



16,611 



Tolls. 



$28,430 00 

26,723 00 

44 00 

1,081 00 

98,071 00 

6,109 00 

41,954 00 

34,236 00 



648 00 



St. Lawrence. 



Tons. 



1,174,650 

590,385 

2,357 

6.025 

86,067 

19,678 

103,146 

53,710 



46,754 



Tolls. 



$ 8,978 00 

16,936 00 

233 00 

960 00 

12,562 00 

2.133 00 

13,405 00 

5,760 00 



2,744 00 
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NUMBER, NATIONALITY, AND TONNAGE (.)F VESSELS. 
1. For the Year ending June, 30, 1868. 





Welland Canal. 


St. Lawrence Canals. 


Cimdian Vesseis and Steamers. 


No. Tons. 


No. 


Tons. 


From Canadian to Canadian Ports 


1,882 

638 

700 

5 


1 

294,254 

123,961 

128,989 

993 


11,413 
659 

78 
3 


1,093,363 


*« *« American " 


57,485 


" American to Canadian ** 


7,350 


" American to American " 


390 


Totals 


3,225 


548,197 


12,153 1,158,649 






American Sliipping. 


i 


Pron Canadian to Canadian Ports 

" " American ** 


20 

394 

375 

2,143 


2,029 
37,7301 
36,055 
16,355 


143 

54 

159 


9.354 


" American to Canadian " 

*< ** American " 


3,123 
5,340 








Totals 


2,932 


692,169 


356 


17,817 







Amount ot Tolls collected on Canadian Vessels on Welland $10,664 03 

" " " »< " »« St. Lawrence... 9,018 38 

" " " «< American " Welland 16,954 24 

" :< " " " " St. Lawrence... 83 57 

Total Tolisfor 1867-68 136,720^ 
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Number, Nationalitj^, and Tonnage of Vessels. — {Continued.) 
2. For the year ending June SO, 1869. 



Canadian Shipping. 


Welland | 

i 


St. Lawrence. 




No. Tons. 

1 


No. 

10,096 

1,328 

572 


Tom. 


From Canadian to Canadian Ports 


1,888 
673 
707 

3,278 


269,413 
135,100 
140.878 


983,790 


•< ♦< *• American ** 


122,166 


^* American to Canadian ** 


48.182 






Totals 


548,019 


11,998 


1,159,179 






American Shipping. 
From Canadian to Canadian Ports 


12 

307 

356 

2,116 


1 

1,503 1 
31,022 
51,966 
634,941 


! ^ 

124 
75 

1 146 


108 


ti <• *• American ** 


7,239 


" American " Canadian " 


4,656 


" American ** American ** 


3,468 






Totals 


2,791 


719,432 


350 


15,471 







Amomit of Tolls on Canadian Vessels on Welland $11,044,02 
" *» " " *' St. Lawrence 8,888.34 

" •< American *» WeUand 17,386,90 

" *• " " '» St. Lawrence 90,17 



TotalTolls 1868-9 $37,409,43 
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Number, Nationality, and Tonnage of Yesseh.— {Continued.) 
3. For year ending June 30, 1870. 



-Canadian Vessels and Steamers Welland Canal. 



No. 



Tons. 



■Steam Vessels. 
Sailing Vessels. 



.1,199 
.2,657 



Total No 3,856 



104,100 

487,474 

591,574 



I 



American Shipping. 



Steam Vessels. 
Sailing Vessels. 



. 878 
.2,006 



271,23 
494,30 



Total No 2,884 



765,543 



Total tonnage of vesseb. . . 1,357,117 tons, 



Amount of tolls on Canadian vessels in Welland $11,828 33 

" •< American '* *» 18,937 10 

Quantity of Canadian wheat 38,111 tons 

American <» 394,051 •» 

" oornandmeal 84,252 " 

Canadian flour 16,555 " 

American " 26,186 <* 

»* coal 98,109 '• 
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Gross Tolls since Confederation. 



CanalB. 



Welland Canal 

St. Lawrence Canals. 
Chambly and St. Ours 

Burlington Bay 

St. Ann's Lock 

Ottawa and Rideau. . . 



18(>7.(«. 


223,543 29 


65,450 29 


35,296 28 


14,862 75 


8,041 12 


18.582 59 



isas-oe. 



237,301 35 

63,714 63 

33,246 20 

8,004 54 

8 034 14 

17,255 96 



lb80-70. 



255,878 79 

198,167 35 

41,791 04 

8,459 79 

10,049 51 

20,585 77 
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Total cost of the Canals of Canada up to SOth June, 1867, — according to- 
Statement of Department of Public Works, 1867. 



Works. 



Total cost of Works, so &r as on be 
ascertained, to 30th June, 1867. 



SL Lawrence yacigaiion, i 

Lachine Canal 

Beauharnois Canal ! 

Cornwall Canal 

Williamsburg Canals ' 

General expenditure on St. Lawrence Canals, not appor- 

tioned 

Welland Canal , 

Burlington Bay Canal 

Lake Ste. Claire Flats— dredging of Channel 

Lake St. Peter— dredging of Channel 

Improvement of L'vchine, Coteau, and Cedar Rapids j 

Total St Lawrence Navigation 

Montnal and Kingston Xarigation via Othnva. 



Ste. Anne Lock . . 
Carillon Canal 
Chute a Blondeau 
Grenville 
Rideau Canal . . . , 
River Tay 



Total Montreal and Kingston Navigation. . .# 

Montreal and Lake Huron Xavigaiion ria Ottawa, 

Chats Canal— not completed 

Richelieu and Like Champlain Nacigiiion. 



St. Ours Lock and Dam. 
(,'himbly Canal » . 



Total Richelieu and Lake Champlain Navigation. 
Total River Trent Navigation 



De>jardin's Canal, built before Union, and Government por- ' 
tion simply a loan | 

Si^ Peter s Canal, , 

By N. S Government up to 30th June. 1866, $160,811 95i 
By Dominion '* " *» 1870, 142,225 Tol 



$ 2,587,532 85 
1,611,424.11 
1,933,152.69 
1,320,655.54 

I16,S21.31 

7.638.239.83 

432,684.40 

70,484.40 

1,164,235 08 

48,405.83 

16.92:].036O0 



131,45651 

6^,053.64 

4,064.764 07 
17,764.05 

4,2S0,03S 27 



482,U.50.81 

121.537.65 
634,711.76 

956,249.41 

309,371 31 

150,947.93 



4 



$302,037 53 N. S Currency 
or 294.956 41 Canada Currency 
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TRADE OF LOWER PROVINCES. 



1. Imports and Exports of Ports on the Gulf of St. Lawrence. 

2. •' " " '• " BayofFundy 

3. The Fisheries. 

4. Trade of P. E Island. 

5. Coal Trade of Nova Scotia, &c 
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Trade of the Ports on the G-ulf of St. Lawrence. 





Ports. 


Exports. 


Imports. 


fiathurat 


New Brunswick. 


$ 65,771 

4,050 

24,393 

11,593 

294,069 

143.407 

i;541 

196,940 

164,342 

12,971 

141,494 

41,816 

14,651 

7,137 

10,896 

309,761 

70,603 


$ 24,033 


Bay Verte 


588 


Buctouohe - 


1,210 


Caraquette 




6,862 


Chatham 


* ...-.......< ........ 


201,774 


Dalhousie 


43,133 


Moncton 


38,808 


Newoastle 


95,479 


Riohlbucto 


27,540 


Sackville 




66.577 


Shediao 


■■■■■■■ "■■■ 


241,806 


Shippegan ... 


20,952 


Amherst 


' 

Nova Scotia. 


87,259 


l^atamagouche 




2,610 


Wallace 




4,700 


Piotou .. 


348.677 


Pugwash 


3;652 




1 
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Trade of the Bay of Fuiidy Ports, and on Western and South Western 

coast of Nova Scotia. 



Ports. 



ExporU. i Imports. 



Ntw Brunsvnck. 



CampoBelio. . . 

Dorchester 

Hillsborough . . 
North Joggins. 
St. Andrews. . . 
St. John ...... 

St. Stephens. . , 



Annapolis 

Barrington 

Bear River 

Beli?iau's Cove. 

Bridgetown 

Cheverie 

Clemen tsport. . 

(.'omwallis 

Difl 



>igby. 



Five Islands. 
Han tsport. . . 
Horton 



Joggins 

Londonderry. . . 

Maitland 

Parrsborough. . . 
Portia Tour... 
Hagffed Islands. 

Shelburne 

Tusket 

Truro 



Koca Scotia. 



Thome's Cove. 

Walton 

Westport 

Weymouth 

Wilmot 

Wilndsor 

Yarmouth 



11.593 

2,515 

132,430 

10.311 

41,170 

3,853,282 

96,311 



62.409 
18.988 
^6,319 

6,110 
12,735 
12,149 
12,182 
40,835 

9,202 
17,958 
23,715 

4,664 
19,805 
46,969 

3,480 

9,411 

20,634 

415 

19,075 

10,682 

544 

3,884 

7,723 
10,099 
72,643 

4,912 

75,616 

255,157 



6.862 

11,793. 

3,497 

5,970^ 

75,591 

5,247,371 

23-2,533 



112,274 

18 224 

18,604 

12,251 

6,882 

5,952 

8,035 

58,157 

13,660 

14,372 

16,111 

74,716 

9,02T 

25,596 

26,601 

11,555 

15,261 

7,762 

24,438 

18,637 

11,535. 

2,246. 

4.398 

1,519 

36,791 

12,940 

101,995. 

345,547 
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Total Value of Exports and Imports of Nova Scotia and New BruusAvick» 

1870. 



Nova Scotia 

T?ewi5runs\\iok. 



Total. 



Exports 



Imports. 



Dutv. 



$ 8.940,800 
6,854.447 



$ 5,803,417 
5,303,206 

$11,106,623 j $15,795,247 ; 12,180,370.33 



$1,162,592.51 
1,017,777.82 



Prince Edward Island, 1860 ; £365,191 stg. £36i,232. Ks. 5d I 



Trade of Prince Edward Island in 1869. 



Total values of trade 

With Ontario and Quebec 

With Nova Scotia 

With New Brunswick 

Total 

With Newfoimdland 

wUh United States 

With Great Britain 



Imports. 


Export:*. 




£364,234 17 4 


£284,227 8 


7 


32,946 3 9 
68,215 18 5 
35,124 12 8 


1,681 11 
82.013 10 
30,100 13 


4 
3 
5 


£136,286 14 10 


£113,795 15 





£ 4,345 12 8 


£ 13,933 12 


8 


£ 55,826 7 6 


£ 48,205 16 


6 


1 £165,099 10 


£102,896 12 


8 



Value of the Fisheries of the Maritime rrovinces. 



Exports for Tear 
ending June 30, 1869. 



New Brunswick 

Nova Scotia 

Prince Edward Island (about). . 
Newfoundland (for 1869) about. 



$ 362,840 

2,235,519 

10,000 

6,800,000 



Probable Annual 
Value. 



9,408,268 



900,000 
4,000,000 

200,000 
7,000,000 



12,100,000 



Magdalen Island. 

Exports coastwise $45,474 

Foreign Exports 25,882 

Total 71,356 
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COAL TEADE OF CANADA. 
Quantity raised in Nova Scotia during five years. 



I Yenr ending Year eudlne month* end- Fl«cal Year 
130th Sept., 18«5. 30th Sept., Vm. ing June .W. 1807.! l»«7-'(«. 



TonF. 



Quantity raised i 712,575 



Tons. 
684,766 



Tons. 
542,127 



Tons. 



Fiscal Year 
1808-'e». 



Tons. 



432,188 ;. 571,656 



Pictou Coal Trade. 



Yean*. 



Total quantity raised.! 
Tons. I 



1860 157,004 

1863 198,313 

1865 : 188,779 

1866 1 205,729 

1867 1 132,000 

1868 ; 144,851 

1869 ; 198,000 



Exjwrted to U. S. 
Tons. 



142,000 
160,000 
165,526 
171,000 
110,000 
92.000 
101,000 



y 

«% 



Coal imported into Boston (from Pictou and Sydney chiefly) since 1860. 



Year». 


No. of Tons. 

110,333 
109,281 
138,751 
152,304 
171,163 
189,881 
142,042 
103,449 
96,428 
96,284 


Prirc« in 
American Cinroncy. 


Average Prem. 
lor Gold. 


18H0 


$4 40 ^ 6 50 
4 00 . . G 00 
4 50 . . 8 00 
6 00 . . 8 00 
8 00 .. 14 00 

6 25 .. 18 00 

7 50 . . 9 50 
7 25 . . 9 25 
7 50 . . 9 00 
7 25 . . 9 00 


2 


1861 

1862 




1863 


37 


1864 

1865* 


56 
102 


1866. 


41 


1867 


41 


1868 


40 


1869 


32 







•During following years we see effect of repeal of Keciprocity Treaty and the consequent 
heavy duty on Canadian coal. 
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Distribution of Product of 1868 and 1869 



1869. 



Tuns round. Tons Black. iTous round. Tone slack 



Baited 

Sold for home consumption 

Exported to neighbouring Colonies. 
Exported to other countries 



500,4494 

98,727i 

114,168J 

257,7291 



Total I 470,625A 




34,640 



Total (round and slack) 462,188J 



578,002 
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ST. LAWRENCE NAVIGATION. 
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